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NOTICE TO SHIPPERS 
THIS CAR 1S EQUIPPED WITH A 


v7 


@ (CO NAILABLE(( STEEL ( FLOOR 


SECURE BLOCKING 
BY NAILING INTO GROOVES 
BETWEEN THE FLOOR CHANNELS 


USE 16 or 20 PENNY NAILS 


As a new century dawns for the Erie Railroad, its 
present management looks forward with vigor 


and vision. 


Shippers recognize the Erie’s progressiveness, for 
instance, when they see the NAILABLE STEEL FLOOR- 


ING stencil on its boxcars and gondolas. 


Shippers know that N-s-F and its exclusive nailing 

TOY@rr — feature mean greater security for lading of all 
aw NSCKRSARY kinds—bulk, bagged, boxed or blocked. They 
Saige ean fo know that N-S-F assures effective prevention of 
loss and damage claims plus greater all-round 


versatility of rolling stock. 


The Brie is one of 0 eae GREAT LAKES STEEL CORPORATION 


Progressive roads / mee N 
using N-S-F | eA Steel Floor Division e Ecorse, Detroit 29, Michigan 
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Don't use too much... 


When unloading, watch the 


vacuum and air pressure. 


Another way to get more from your GATX tank car 
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PUBLIC LIABILITY 
PROPERTY DAMAGE 


GENERAL 
PUBLIC LIABILITY 


MID-STATES is one of the very few lines 
offering one million dollar coverage as pro- 
tection for your merchandise while in our 
care. That means full protection for your 
cargo against fire, theft or damage, and is 
extended to public liability, property dam- 
age as well as general public liability. You 
get all this in addition to our regular top- 
notch service — 11 fast relay services, tele- 
type service between all major terminals 
and intermediate dispatch points. Yes, 
every facility of modern transportation is 
at your disposal. 


FREE 


This Booklet tells how 
MID-STATES serves you =e 
better. Write for your 
copy of this interesting 4) 
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UESTIONS AND 


oe 


Address letters to Traffic World, 815 Washington Bldg., Washington 5, D. C. No 
attention will be paid to anonymous communications or questions from nonsubscribers. 


In this column will be published answers to questions relating to traffic, ef general reader interest. A 
specialist in interstate transportation, who is a member of our special service department, will furnish 
references to regulations and decisions and will answer questions of application of tariff schedules and 


practical traffic problems. 


We do not desire to take the place of the traffic man, but to help him in his 


work, nor do we undertake to render legal opinions. The right is reserved to refuse to answer any 
question that does not seem to be of general interest or that may eppear to us unwise to answer or too 
complex for the kind of investigation herein contemplated. 


Delivery to Carrier— 


What Constitutes—Private Siding 


Question—Ohio 


I note with interest your answer in 
the September 9, 1950 TRAFFIC WORLD, to 
Ohio, on the subject “Delivery to Car- 
rier—What Constitutes”. 


While your answer covers extensively 
many cases on this subject, it does not, 
I feel, permit a clear-cut understanding 
of the proper ruling. 


You state, “a well settled general rule 
is that ‘notwithstanding the goods are 
in the actual custody of the carrier, its 
liability as such does not attach before 
shipping directions have been given and 
that its liability is that of warehouse- 
men only,” citing Harris, Cortner & Co. 
v. Louisville and Nashville Railroad 
Company, and other cases. In itself, 
this is clear but the understanding is 
complicated by your further statement 
that the “liability of the carrier as a 
common carrier begins with the actual 
delivery of the goods for transporta- 
tion, and not merely with the formal 
execution of a receipt or bill of lading, 
etc.” In this connection you cite Bar- 
rett v. Northern Pacific Railroad Com- 
pany and a line of additional cases 
which follow the same ruling. 


It seems as though the Barrett case 
is in direct contradiction to the Harris- 
Cortner case and that, therefore, the 
only principle on which such cases may 
be settled is merely the one which 
happens to be followed in the particular 
circuit or district court in which a cer- 
tain case may be tried. Is this sum- 
marization correct or are there any Su- 
preme Court rulings which clarify the 
point involved? Your answer to “Ohio” 
does not seem to include any. 


Answer 


There is, in our opinion, no conflict 
between the two statements to which 
you refer. 

It is not absolutely essential that a 
bill of lading be issued by the carrier 
in order to place liability on the car- 
rier in accordance with the Uniform 
Bill of Lading Contract Terms and Con- 
ditions, in view of the publication of the 
bill of lading in the Classification. See 
Berg v. Schreiber, 92 N. E. 2d 88, where 
the court said: 

In the instant case the defendants did 
not issue a bill of lading for the shipment 
of merchandise in question, but the liability 
of a common carrier does not depend upon 
a bill of lading, or the notice, but is im- 
posed by the statute, and the receipt or bill 


of lading is merely the evidence of the con- 
tract, and its issuance is not necessary to 


create the liability. Gamble-Robinson 
Commission Co. v. Union Pacific Railroad 
Co., 262 Ill. 400, 104 N. E. 666, Ann. Cas. 
1915B, 89. 


It is, however, essential that the car- 
rier come into possession of the goods 
and that shipping instructions be given 
a carrier before liability as such can be 
imposed upon the carrier. 

Prior to the issuance of shipping in- 
structions, the carriers liability is that 
of a warehouseman. Following the 
issuance of shipping instructions its 
liability is that of a carrier, regardless 
of whether or not a bill of lading is 
issued. 





Reconsignment— 


Diversion or Reconsignment to 
Points Within Switching Limits 
Before and After Placement 


Question—Minnesota 


Where a consignee has several tracks 
at destination there seems to be a dif- 
ference of opinion as to whether or not 
the consignee must have given the rail- 
road agent the exact track designation 
before arrival of car at destination in 
order to avoid a switching charge over 
the above through rate. 

Some receivers of carload freight are 
required to have posted instructions with 
the railroad agent before arrival of the 
car in order to avoid a switching pen- 
alty, while others give instructions after 
arrival without penalty. 

Rule 11 of Chicago & Northwestern 
Diversion Tariff No. 16390-T, I. C. C. 
No. 11185, “A single change in destina- 
tion of place of delivery at destination 
will be made on basis of the through 
rate.” Would this not lead one to be- 
lieve there must be a designation of 
place of delivery before arrival at des- 
tination? 


Answer 


Rule 11 of Chicago and North Western 
Diversion Tariff No. 16390-T, I... 
11185, provides that a single change 10 
the destination of place of delivery at 
destination will be made on the basis of 
the through rate without charge; if the 
order for placement is received by local 
agent of the carrier at destination 
time to permit instructions to be given 
the yard employes prior to arrival of 
the car at destination; or, a charge of 
$5.30 per car if order for placement 1 
received by the local agent of the cal- 
rier at destination in time to permit in- 
structions to be given yard employes be- 
tween time of arrival of the car at 
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destination and expiration of 24 hours 
after the first 7:00 A.M. after the day 
on which arrival notice is given con- 
signee; or, at a charge of $12.39 per car 
if after arrival of the car at destination, 
such order for placement is not received 
in time to permit instructions to be 
given yard employes prior to expiration 
of 24 hours after first 7:00 A.M. after 
day on which arrival notice is given 
consignee. 

This rule has nothing to do with as- 
sessing switching charges. The purpose 
of this rule is to induce the original 
billing of freight direct to the point of 
unloading thereby relieving congestion 
in the railroad terminals. Reconsign- 
ment Case, 47 I.C.C. 590; Rockford Lum- 
ber & Fuel Co. v. Director General, 60 
I.C.C. 217; Alaska Junk Co. v. Director 
General, 68, I.C.C. 615; Consolidated Pa- 
per Co. v. New York C. R. R. Co., 115 
1.C.C. 579. Therefore, if the cars arrive 
without instructions as to the point of 
delivery for unloading the carriers are 
compelled to perform extra switching to 
and from their holding tracks pending 
receipt of delivery instructions and a 
reconsignment charge must be assessed 
in accordance with Rule 11. 

On the other hand, if the cars arrive 
with instructions as to point of delivery 
and the consignee requests, after the car 
has been actually placed for unloading, 
that the car be placed at another point, 
a switching charge must be assessed in 
accordance with the provisions of Rule 
13 which rule provides that once a car 
has been placed for unloading, and is 
forwarded to another place for unload- 
ing, both within the switching limits 
of the billed destination, there will be 
no reconsignment charge but there will 
be a charge for local movement within 
the switching limits which charge will 
be in addition to all other charges 
accruing to the shipment between origin 
and billed destination. 












































Tariff Interpretation— 


Application of Rates From 
Chicago Commercial Zone to 
Points in Indiana 


Question—Indiana 


Several Indiana points are located in 
the Chicago-Commercial Zone, in con- 
nection with Central States Motor Tariff 
publications, and the question has arisen 
as to the applicable rates when the move- 
ment of the commodity is entirely within 
the State of Indiana. 

It is believed that shipments may be 
picked up at the Indiana points by an 
interstate carrier, taken into Chicago 
Proper and rated as interstate move- 
ments, but is it legal for an interstate 
carrier to pick up a shipment from an 
Indiana point within the Chicago Com- 
mercial Zone and use the interstate rate 
in continuous movement from origin to 
a destination within the State of In- 
diana? 

If the shipment is picked up at an 


f |Mdiana point by an Indiana intrastate 


carrier who does not have operating au- 
thority to serve Chicago which is the 
proper rate to apply, the interstate rate 
a8 found in Central States tariff (for 
stance Tariff 255-F) or should the 


‘ intrastate rate as found in intrastate 





tariffs be used, such as I. M. R. & T. B. 
Tariff 5-A? 

Should the Indiana carrier interpret 
such movements as being interstate be- 
Cause they lie in the Chicago Commer- 









tial Zone, or should they be considered ! 


again and again... 
they recommend 


MAY FLOWER 


@ Every day Mayflower receives hundreds 
of reports like the one above from satis- 
fied Mayflower customers all over the 
nation. Every day those same satisfied 
shippers tell the Mayflower story to their 
friends wherever they meet or talk... on 
the telephone... in their offices... on the 
golf course. They know that the name 
Mayflower stands for quality moving serv- 
ice. We’re proud to have their recom- 
mendations and proud to pass them on 


to you... so that you, too, will know... 





you can depend on Mayflower everytime, 























everywhere. 
AERO MAYFLOWER TRANSIT COMPANY « Indianapolis 
<=, Mayflower’s organization of selected warehouse agents provides on-the-spot 
4 | representation at the most points in the United States and Canada. Your local 






_ Mayflower agent is listed in the classified section of your telephone directory. 


NATION-WIDE FURNITURE MOVERS 









in Airfreight 


f inst again... 


with NEW ALL-FREIGHT DC-6As 









Designed to carry Airfreight only, the 
new Douglas DC-6A super-freight 
plane has greater capacity and flies 
faster than any other Airfreight transport 


in commercial service. 


A natural ‘‘first’’ for Slick Airways? 
Certainly—and sure to meet with the hearty 
approval of shippers who know Slick’s 
reputation for ‘‘fast and first’’ deliveries. 


With the new DC-6A, Slick now offers faster 
coast-to-coast Airfreight schedules (9 hours flying 
time)—and at regular rates! Because Slick carries 
Airfreight only there are no delays or ‘‘offloading”’ 

of shipments due to passenger, mail, or express 
priorities. All schedules are designed to meet the 
needs of shippers. 


Your nearest Slick representative will be glad to discuss 
your Airfreight problems with you. 


: S 
¢ s 
airways inc. 
Scheduled Certificated Airfreight Carrier 


3000 NORTH CLYBOURN 
BURBANK, CALIFORNIA 





WRITE DEPT. 105 FOR BOOKLET DESCRIBING SLICK’S NEW DC-6A SERVICE 
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as intrastate since points of origin, and 
destination, lie entirely within the State 
of Indiana? Should they be so consid- 
ered when handled by an interstate car- 
rier? 







Answer 


If shipments from an Indiana point 
located within the Chicago Commercial 
Zone move through Chicago to a point 
in Indiana, the traffic is, in our opinion, 
interstate in character, and of course 
may be handled by a carrier having the 
appropriate operating rights. B. Doughty 
Sons Co. Inc., Common Carrier Applica- 
tion, 20 M. C. C. 409; Reliable Van & 
Storage Co. Inc., Common Carrier Ap- 
plication, 20 M. C. C. 122; Borchers Com- 
mon Carrier Application, 19 M. C. ©, 
327; Overmeyer Common Carrier Appli- 


cation, 19 M. C. C. 349. 

In the case first cited the Commission 
said: 

Some of the movements proposed by ap- 
plicant will be from points in that part of 
New Jersey and New York within the New 
York commercial zone, on the one hand, 
and other points in New Jersey and New 
York, on the other. Although such move- 
ments will be between points in the same 
State, they will be in interstate or foreign 
commerce by reason of the fact that appli- 
cant will be obliged to operate over highways 
in other States if the most direct routes 







































between the points wholly in New York or 
wholly in New Jersey are to be utilized. 

If shipments move via an interstate 
carrier having intrastate operating 
rights from an Indiana point in the Chi- 
cago Commercial Zone to points in In- 
diana in continuous movement through 
the State of Indiana, the intrastate rate 
should be applied. See Cotton From 
Texas to Texas Points, 191 I.C.C. 388, 
wherein the Commission said: 


The question whether a particular move- 
ment is interstate or intrastate depends upon 
the surrounding facts and circumstances, 
and we are not in position at this time to 
determine whether shipments which may 
hereafter be tendered for transportation un- 
der the suspended rates will be interstate 
or not. Presumably the application of any 
rate other than the applicable intrastate rate 
to an intrastate shipment would incur 4 
penalty under the State law, and it must be 
assumed, until it is proved to the contrary, 
that the suspended rates were proposed in 
good faith and that interstate traffic is ex- 
pected to move thereunder. 


If shipments move from an Indiana 
point. within the Chicago Commercial 
Zone via an Indiana intrastate carrier 
not having interstate operating rights 
through Chicago, it is our opinion that 
the Indiana intrastate rate should be 
applied Such movements should not be 
considered as being interstate merely 
because an Indiana point is within the 
Chicago Commercial Zone. 



















Limitations of Actions— 






Payment of Claims Not Filed 
With Interstate Commerce Commission 
Within Two-Year Period 


Question—Utah 


A claim is filed against a rail carrie! 
for overcharge on an interstate ship- 
ment within the two year statutory pe 
riod. The claim is declined and thet 
claimant suggests another rate, thereby 
amending the claim. The carrier pays 
the claim in the amended amount. 
this transpires before the expiration o 
the two-year statutory period. 

Later the claimant handles the ques 
tion with the traffic department of thé 
carrier and obtains a ruling from thet 
that even a better rate is legally 4 
plicable than the two rates previous! 
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July 25% 


IS Ah important 
date to Gl. 
members of 


OUaSaciae 


JULY 25 has been set by the Veterans Administration 
as the final date for commencing training under the 
so-called “’G. |. Bill of Rights’. They have also re- 
quested that widest possible publicity be given to all 
veterans entitled to educational benefits. YOU can 
help by reminding eligible employees to avoid losing 
these benefits through default. 


RESIDENT TRAINING --v. A. Approved—Elementary or 
Advanced—Transportation and Traffic Management—Day or 
Evening Classes—Chicago, Detroit, New York, Philadelphia— 
Thoroughly Practical Training—Rates—Claims—Transit—Routing— 
Demurrage — Export-Import — 1.C.C. Procedure, Etc. — Distin- 
guished Staff of Traffic Officials—Nationally Recognized Av- 
thentic Text Material. These are only a few of the many ad- 
vantages offered by the educational division of the Traffic 
Service Corporation. 

Write today for free informative booklet—no obligation. 


EXTENSION TRAINING —V. A. Approved—For those 


who are unable to attend the resident classes, practical train- 
ing is available by mail through our extension division. The 
student uses dozens of actual tariffs in solving the practical 
problems illustrating the principles contained in the text ma- 
terial. Each completed assignment is personally analyzed and 
graded by a faculty member who offers constructive comments 
on your work. Hundreds of successful graduates have proven 
the merits of this program. Extension courses are available 
through Chicago Extension Division as noted below. 


EDUCATIONAL DIVISION OF THE TRAFFIC SERVICE CORPORATION 


COLLEGE OF ADVANCED TRAFFIC 


Dept. VA3, 22 W. Madison St., Chicago 2, Ill. 
Dept. VA3, 201-11 Ford Building, Detroit 26, Mich. 


ACADEMY OF ADVANCED TRAFFIC 


Dept. VA3, 253 Broadway, New York 7, N. Y. 
Dept. VA3, 1422 Chestnut St., Philadelphia 2, Penna. 


For extension courses write College of Advanced Traffic, Extension Div., Dept. VA3, 22 W. Madison St., Chicago 2, Ill. 
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THE HOOSIER LINE 


For FREE Survey, write 


W. E. Bolton, Ass’t to President 
in charge of Industrial Development 
1012 La Salle St. Station, Chicago 5, Ill. 
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considered. Then, the claimant takes 
the matter up again with the auditor 
who handled the claim for a further 
refund based on the ruling of the traffic 
department. In the meantiine, two 
years from date of delivery of the ship- 
ment has expired and the auditor refuses 
to make further refund. The ruling of 
the traffic department is not contested. 
The only reason. given for declining to 
make further adjustment is that two 
years have elapsed and claim was not 
refiled within the two-year period, or 
complaint filed with the Interstate Com- 
merce Commission, or freight bill regis- 
tered with that body within six months 
of the date of the auditor’s letter declin- 
ing a portion of the claim. 


The claimant’s contention is that it is 
not necessary for him to refile a claim 
that has already been filed within the 
two-year period; that the statute of limi- 
tation was stopped when he first filed 
the claim, and any settlement at all 
made by the carrier kept the file open 
susceptible to further adjustment if the 
legal rate was later found not to have 
been applied. This is on the theory that 
the carrier should have adjusted to the 
proper rate in the first place on a claim 
duly filed, and should be charged with 
the obligation to apply the proper rate 
concurred in by its rate department 
which has final say in rate matters; that 
it is improper to attempt to use the act 
to avoid such obligation. 


Can a carrier legally make such re- 
fund? If so, what argument could the 
claimant use that would convince the 
carrier? It must be borne in mind that 
the claimant has no recourse with the 
Interstate Commerce Commission be- 
cause the freight bill has not been regis- 
tered wtih that body within the pre- 
scribed time limits. It should not be 
necessary for the claimant to file all 
freight bills with the Interstate Com- 
merce Commission on which overcharge 
claims are filed on the probability that 
further refunds might later develop. It 
seems sensible that further adjustment 
should be made by the carrier when it 
agrees, through its rate department, 
that the proper rate'i\was not used in 
making payment of the claim in the 
first place. 


Would it make any difference if the 
carrier, in making settlement on the 
amended basis first suggested, paid more 
than the original amount of the claim 
than though it paid less and declined 
the balance in writing? What would 
the time limit be in either case for re- 
opening a claim for further adjustment 
found due by the carrier itself? In the 
an unreasonably long time 
did not élapsé, just over six months 
from the date of the auditor’s last letter. 

Your valued opinion plus any decisions 
of the courts or otherwise will be greatly 
appreciated. 


Answer 


In its report in W. A. Riddell Corp,. v. 
Chicago, M. St. P. & P. R. Co., 269 I. C. C. 
421, the Commission said: 


The claims involved herein were sub- 
mitted several times to the defendants for 
payment of the alleged overcharges but in 
each instance payment was declined. Under 
section 16(3)(c) a claimant may resubmit 
a claim for overcharge to the carrier within 
the 2-year time limit and such claim re- 
mains alive, so that the additional 6-month 
period provided therein runs from the date 
of the first disallowance after the last re- 
submission within the 2-year period. Graves 
& Sons Co. v. Chicago, St. P. M. & O. Ry. 
Co., 177 I. C. C. 732. Since complainant 
filed its informal complaint on February 
18, 1946, it could claim overcharges on any 
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claims seasonably filed with the defendants 
which were declined by them on or after 
August 18, 1945. 


The enforcement of your claim by com- 
plaint filed with the Interstate Com- 
merce Commission or an action in court 
is, under the report quoted from above, 
now barred. 


In its Conference Ruling of February 
23, 1924, referred to in its Conference 
Ruling of July 28, 1925, which latter rul- 
ing is quoted in Gulf Naval Stores Sup- 
ply Co. 'v. Louisville & N. R. R. Co., 113 
I. C. G. 551, the Commission said: 


Upon inquiry as to the effect of the de. 
cision rendered on February 19, 1923, by 
the Supreme Court of the United States in 
Kans. City So. Ry. v. Wolf, 260 U. S. 133, the 
Commission construes that decision and 
paragraph (3) of section 16 of the inter. 
state commerce act as prohibiting common 
carriers subject to the act from paying sub- 
sequent to the two-year period of limita 
tion contained in that paragraph, claims 
for overcharges presented to the carriers by 
shippers or consignees either within or sub- 
sequent to said two-year period of limita- 
tion, unless within said two-year period 
the claims have been presented to the com- 
mission or to a court of competent jurisdic- 
tion in accordance with the applicable 
provisions of said act. 


Under the above quoted ruling, if it 
now represents the views of the Com- 
mission, your claim apparently cannot 
be paid by the carriers. 
































Freight Charges— 






Liability of Undisclosed Principal, i. e., 
. Owner Not Party to Transportation Records 









Question—Massachusetts 


In 1948 the A.B.C. Warehouse gave us 
several loads for the account of X Com- 
pany, destined to various points. Charges 
were tol be prepaid by A.B.C. Warehouse. 
Bills for freight charges were rendered 
to the A.B.C. Warehouse but were never 
paid, and, subsequently the warehouse 
went bankrupt. Although the warehouse 
never paid our bills, it was reimbursed by 
the X Company. 


Inasmuch as we never were paid, we 
looked to the X Company for payment 
but were advised that they could not as- 
sume any liability for transportation 
charges since the bill for transportation 
had been submitted to them and paid 
promptly. 

In your opinion, is the X Company 
still legally liable for the freight charges 
even though they have already paid the 
warehouse? 
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Answer 


Ordinarily the person from whom the 
goods are received for shipment assumes 
the obligation: to pay the freight charges; 
and his liability is ordinarily a primary 
one. The shipper is presumably the con- 
signor; the transporation ordered by him 
is presumably on his own behalf; and 4 
promise by him to pay therefor is in- 
ferred. L. & N. R. Co. v. Central Iron 
& Coal Co., 265 U. S. 59. 

As a general proposition the perso! 
acting as agent for another is personally 
answerable, if, at the time of making the 
contract in his principal’s behalf, he 
failed to disclose the fact of his agency: 
He is subject to all the liabilities, express 
or implied, created by the contract in the 
same manner as if he were the principal 
in interest. If he would avoid personal 
liability, the duty is on him te disclose his 
principal and not on the party with 
whom he deals to discover him. The 
other party to the contract may proceed 
against the agent or against the principal 
Great No. Ry. Co. v. Hocking Valley Firé 
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MAIN STREET 


OF THE NORTHWES!1 


V.I.P. This Very Important Potato is Northern 


Pacific’s ““Great Big’’ Baked Potat 


o. It weighs in 


around 16 ounces and is both chef’s pride and 
gourmet’s delight. This hand-picked heavyweight is 
grown along “Main Street of the Northwest,” has 
for 42 years been served on diners of the NorTH 
Coast LimiTeD. It may not be the reason so many 
people go West, but it certainly is one of the things 
they remember longest about their NP trip! 


SUPER SLEUTH. He uses invisible 
clues, tracks down track trouble be- 
fore it starts! But that’s not so hard 
—a Northern Pacific “Detector Car” 
helps him. With its electronic “vision,” 
he can spot tiny, hidden fissures in 
the rails as he rolls along. Defective 
rail is replaced promptly. NP De- 
tector Cars patrol all of “Main Street” 


several times a year... help speed freight service all the way between 
the Midwest and the North Pacific Coast. 


VALUABLE PROPERTY! This trim 
new Northern Pacific diesel locomo- 
tive wore a $650,000 price tag. De- 
veloping 6000 H.P., it can haul a 
mile-long freight smoothly at mile-a- 
minute speeds. It’s part of our 11- 
year, $177-million progress story 
(which is continuing). Valuable prop- 
erty—this diesel giant. 


NORTHERN PACIFIC RAILWAY 


co. 


6, 


& *) ‘6 
"Stowe part CAR SS | 


ANS 
A) 


VALUABLE MAN! This alert en- 
gineer is one of a heads-up crew of 
25,000 NP employees who know their 
jobs and take personal interest in 
giving you the best in freight and 
passenger service. Such people are 
great assets: valuable to NP; even 
more valuable to you when you have 
a tough transportation problem. 


Route of the Streamlined 


‘Ef NORTH COAST LIMITED 
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Clay Co., 156 N. W. 41; C. N. O. & T. P. vy, 
Vedenburgh Saw Mill Co., 69 So. 228. 

The owner of the goods for whose bene- 
fit and under whose direction they are 
shipped, is liable for the freight charges. 
Barnard v. Wheeler, 24 Me. 412; Grand 
v. Wood, 21 N. J. L. 42; 47 Am. D. 162; 
Chicago, etc. R. Co. v. Floyd, 161 S. W. 
964; In re Arlington Hotel Co., 96 Alt. 
186; Pa. R. Co. v. Whitney & Kemmer, 
73 Pa. Super Ct. 588; C. M. & St. P. v. 
Greenberg, 166 N. W. 1073. 

While the consignor is liable for freight 
charges, unless at the time the shipment 
is delivered to the carrier for transpor- 
tation he discloses the fact that he is 
acting in an agency capacity for his prin- 
cipal, and the consignee by his accept- 
ance of the goods from the carrier be- 
comes liable for the freight charges, this 
does not release the undisclosed principal 
from liability, in the event the carrier 
elects to proceed against him for freight 
charges. 


Limitation of Actions— 
Elkins Act 


Question—Michigan 


On page 4 of the September 16th issue 
of the Traffic World, you answer a ques- 
tion from Kansas relative to the statute 
of limitations covering the collection of 
balance due bills and payment of claims 
for overcharges. Along the same line 
and in consideration of the Elkins Act 
will you advise your opinion relative to 
a balance due bill after the statute has 
run. 

The Elkins Act provides that when a 
shipper acquires a benefit through the 
failure of a carrier to enforce its lawfui 
tariff and collect the legal charges, the 
shipper benefiting thereby will be liable 
to a fine of not less than $1,000.00 and 
not more than $20,000.00 or a _ prison 
sentence or both, in the discretion of 
the court. 

The Interstate Commerce Act and de- 
cisions thereunder provide that a ship- 
per must know and pay to the carrier 
the lawful charge as published in the 
tariffs; that a tariff has the force and 
effect of a statute and must be com- 
plied with. 

The statute of limitations covering the 
penalties of the Elkins Act is not includ- 
ed in the statute. The Act does not pro- 
vide a six year limitation for the civil 
action of the Government to collect 
three times the amount the shipper has 
profited through the failure to pay the 
lawful charge. 

As the Interstate Commerce Act and 
decisions under it make it unlawful to 
pay the balance due bill after two years, 
does this provide a like limitation for 
the penalties of the Elkins Act, or is the 
shipper still liable under that Act for 
an additional term of years? In Mid- 
state Horticultural Co. case, 320 U. S. 
356, the court stated: 

The paramount policy of Section 16 is to 
secure promptness in collection. 

It seems to follow that the two year 
limitation would have nothing to do 
with the enforcement of the Elkins Act. 

Can you quote any decisions covering 
this point? 


Answer 


Section 1044, Revised Statutes (U. S$. 
Code, title 18, Sec. 582), fixing the pe- 
riod of limitation for crimes, applies t0 
the offense of rebating under the Elkins 
Act. 
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"Weve been flying cargo since 931.” 


TWENTY YEARS AGO TWA PIONEERED FLYING CARGO ON = 
SCHEDULED TRANSCONTINENTAL ROUTES. ..2! HOURS COAST TO COAST, 
TODAY... HUGE, 4-ENGINE , ALL-CARGO"SKY MERCHANTS! COVER THE DIS- 
TANCE OVERNIGHT, EVERY NIGHT~.. CARRIED OVER 26,300,000 
| TON-MILES OF CARGO IN 1950, KEEP PACE... 
USE TWA SERVICE REGULARLY. ~ 


WHY MORE AND MORE SHIPPERS 
CAREFUL HANDLING TRAINED CARGO HANDLERS TODAY ALWAYS SPECIFY TWA 


WITH MODERN EQUIPMENT ASSURE BETTER-THAN-EVER Many shippers of machines, flowers 
SERVICE AT EVERY TWA CARGO TERMINAL THROUGHOUT foods, medicines use TWA “Sky 


Merchant” service to: 


U.S.A. AND OVERSEAS. LET THEM SPEED YOUR SHIPMENTS. . Speed turnover. 
. Get wider distribution. 
f 4 hee . Reduce inventories 


Ta. = = LQ eat —— FLY HIGH _ 4, Eliminate warehousing 


. Reduce spoilage, pilfering. 
. Give merchandise added 
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HUNGRY LADYBUGS, PACKED IN PINE CONES, WERE = DIAL TWA 
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CAN SHIP ALMOST ANYTHING ALMOST ANYWHERE VIA TWA pcg hers An agi isa onptione 
AIR CARGO...AND AT LOW RATES. 
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TRANS WORLD AIRLINES & 
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Air View of Terre Haute, Ind. 


Strategic site for industrial growth 


... that’s Terre Haute! 


CHICAGO G 
Wy CHICAGO 


LJ] VINCENNES 


@ New industries are locating in Terre Haute, Ind. For instance, 
there’s Allis-Chalmers, with plans completed for a $10,000,000 
plant to build jet-engine compressors. They’ve chosen a good city— 
on the main line of the Chicago & Eastern Illinois Railroad, with direct 
interchange with the Pennsylvania, New York Central, and Chi- 
cago, Milwaukee, St. Paul & Pacific. 

Among many other nationally known Terre Haute concerns are 
American Can, Borden, Campbell’s Soups, Columbia Enameling & 
Stamping, Commercial Solvents, Great Lakes Steel, Highland Iron 
& Steel, Hulman, Owens-Illinois Glass, Quaker Maid, Terre Haute 
Brewing, Terre Haute Malleable, Wabash Fibre Box, and Weston 
Paper—the best of business neighbors and the best of references for 
this thriving city. 

If you have a new plant to locate, consider Terre Haute—and other 
strategic C & EI points. And ship via C & E I for dependable freight 
handling and on-time deliveries through the great gateways of the Mid- 
west—Chicago, Evansville, St. Louis, and Thebes. 


CHICAGO & EASTERN ILLINOIS RAILROAD 
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FOR THESE BIG TIMES 
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MODERN 
Equipment 


Fine performance demands fine equip- 
ment—and enough of it—in the right 
places—at the right time. BRANCH HAS IT 
—and plenty of it—in every Branch 
terminal! 

Almost 200 modern trailers—none over 
2 years old! The correct type for every 
shipper’s needs: All-aluminum closed 
and open vans—all with side doors at 
both sides! Plus stake bodies! Plus flat 


ce .  — beds! Plus almost 100 newest type pick- 


> Roar >: | up-and-delivery trucks! Every unit en- 
RB ORANCH F BRANCH BRANCH gineered to specifications Branch named 
ee —to set greatest performance standards! 
To get it there—safe and fast—ROUTE 

BRANCH, going and coming! 


MOTOR EXPRESS COMPANY 


* THE MAIN STEM OF THE INDUSTRIAL EAST 
EXECUTIVE OFFICES—/ 43 W. 18th St., New York—Phone CHelsea 3-1707 


TERMINALS: New York e Philadelphia U. S. Customs Bonded Carrier—t. C. C. Certificate No. MC 10875—Penna. P.U.C. No. 
te A-11989 Licensed to transport liquor and specially denatured and tax free alcohol in 


Newark e Allentown e Reading e Baltimore Delaware, District of Columbia, Maryland, New Jersey, New York and Pennsylvania. 
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LATE NEWS 


TRAFFIC AND TRANSPORTATION NEWS 


Carloadings Totaled 826,239 
In Week Ended June 16 


Loading of revenue freight the week 
ended June 16, 1951, totaled 826,239 cars, 
the Association of American Railroads 
announced. This was an increase of 
20,363 cars or 2.5 per cent above the 
corresponding week in 1950 and an in- 
crease of 176,888 cars or 27.2 per cent 
above the corresponding week in 1949, 
when loadings were reduced by a work 
stoppage in the coal fields. 


Loading of revenue freight the week 
ended June 16 increased 12,913 cars or 
1.6 per cent above the preceding week. 


Coal loading amounted to 147,453 cars, 
an increase of 3,141 cars above the cor- 
responding week a year ago, and an in- 
crease Of 9,937 cars above the preceding 
week this year, said the A.A.R., adding: 


Miscellaneous freight loading totaled 394,- 
608 cars, an increase of 13,830 cars above the 
corresponding week last year, and an in- 
crease Of 3,801 cars above the preceding week 
this year. 

Loading of merchandise less than carload 
freight totaled 74,827 cars, a decrease of 
7,295 cars below the corresponding week in 
1950, and a decrease of 483 cars below the 
preceding week this year. 


Grain and grain products loadings totaled 
46,137 cars, a decrease of 2,159 cars below 
the corresponding week in 1950, but an in- 
crease Of 3,062 cars above the preceding week 
this year. In the Western Districts, grain 
and grain products loadings for the week of 
June 16 totaled 30,498 cars, a decrease of 
3,113 cars below the same 1950 week, but an 
increase of 3,296 cars above the preceding 
1951 week. 


Livestock loading amounted to 6,818 cars, 
a decrease of 465 cars below the same week 
in 1950, and a decrease of 395 cars below the 
preceding week this year. In the Western 
Districts, loading of livestock for the week 
of June 16 totaled 4,788 cars, a decrease of 
666 cars below the same week a year ago, 
and a decrease of 19 cars below the preceding 
week this year. 


Forest products loadings totaled 49,428 
cars, an increase of 1,283 cars above a year 
ago, but a decrease of 647 cars below a week 
ago. 

Ore loading amounted to 90,014 cars, an 
increase of 10,031 cars above last year, but 
a decrease of 3,115 cars below last week. 

Coke loading amounted to 16,954 cars, an 
increase of 1,997 cars above a year ago, and 
an increase of 753 cars above the previous 
week this year. 

All districts reported increases compared 
with the corresponding week in 1950 except 
the Central Western and Southwestern. All 
reported increases over the corresponding 
Week in 1949. 

Cumulative Loadings 
1951 1950 1949 


Four weeks of 
January 


Four weeks of 

February .... 
Five weeks 

March 
Four weeks of 

April 3,151,694 
Four weeks of 

May 3,232,738 
Week of June 2 744,644 
Week of June 9 813,326 
Week of June 16 826,239 


3,009,470 2,390,393 2,844,511 


2,699,638 2,288,055 2,767,048 


f 
3,785,098 


3,445,557 3,344,752 


2,875,417 3,078,518 


2,980,024 
709,896 
796,041 
805,876 


3,098,799 
698,824 
808,156 
649,351 


18,262,847 16,291,259 17,289,959 
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LATE NEWS 


TOO LATE TO CLASSIFY IN THIS ISSUE 


Cotton Interests Present Varied Testimony 
At Memphis, Tenn., Hearing in Ex Parte 175 


Railroads Should Get No Increases, Some Shippers Say. Others Concerned 
With Whether Increases Are Uniform or in Cents a 100 Pounds. 
Southern Traffic League Motion on Section 22 of Act Presented. 


By R. W. BARROW 


Varied testimony regarding the 
rails’ petition for a 15 per cent in- 
crease was presented June 20 by 
southern and south-western cotton 
interests at the Memphis, Tenn. hear- 
ing on Ex Parte 175, Increased 
Freight Rates, and Charges, 1951, 
before Commissioner Alldredge. 


Representing the cotton industry were 
L. O. Kimberly, Jr., traffic manager of 
the North Carolina and South Carolina 
Cotton Manufacturers Associations; 
Louis A. Schwartz, general manager of 
the New Orleans Traffic & Transporta- 
tion Bureau; H. B. Cummins, traffic 
manager of the Houston Port & Traffic 
Bureau, representing the Houston and 
Galveston Cotton Exchanges and Boards 
of Trade; R. L. Murphy, traffic manager 
for the Georgia-Alabama Textile Asso- 
ciations; H. B. Phillips, traffic manager, 
Dallas Cotton Exchange; and Vic Alex- 
ander, representing the Memphis Cotton 
Exchange. 


Moore’s Motion 


Prior to the testimony of the cotton 
witnesses, a motion asking the Commis- 
sion to “ride herd” on rail and motor 
carriers to eliminate abuses of section 22 
of the Interstate Commerce Act which 
result in reduced rates to government 
agencies and deprive the carriers of rev- 
enue which “the federal government is 
well able to pay,” was made by A. G. T. 
Moore, traffic manager of the Southern 
Pine Association, on behalf of the South- 
ern Traffic League. 

In answer to questions put forward by 
rail counsel, Harry Boe, of the western 
lines, and A. J. Dixon, of the southern 
lines, Mr. Moore said his testimony was 
“against the warfare of rails and trucks 
which results in low rates for the gov- 
ernment, and in your being here today 
in an effort to get more money from 
your private enterprise customers.” 


Stating that the federal government, 
through high taxes, had the money to 
pay the same freight charges as private 
enterprise, and that there was no ques- 
tion of patriotism involved, Mr. Moore 
said he was absolutely opposed to sec- 
tion 22. 


Mr. Moore’s motion, which was adopted 
into the record under Commissioner All- 
redge, read: 


“Whereas, past, present and potential 


future losses in revenue to the carriers 
on federal government traffic by reason 
of freight rate reductions thereon, below 
the levels published in tariffs lawfully on 
file with the Commission, and contem- 
poraneously in effect, granted to the 
federal goyernment under authority of 
section 22 of the act, and which freight 
rate reductions so granted do largely 
militate against the objectives of the 
carriers in Ex Parte 175,... 


“|. . Wherefore, the Southern Traffic 
League prays that the Commission as- 
sume full lawful jurisdiction over the 
practices of the carriers under section 
22 of the Act. and to the further end 
that in the public weal destructive com- 
petition between highway and rail car- 
riers be averted.” 


Opposes All Increases 


Mr. Kimberly was the first cotton wit- 
ness to take the stand. 


“It is our position,” he said, “that the 
rates on the principal traffic to or from 
the mills now are on the highest level 
that reasonably may be maintained, and 
that any further increases in these rates 
would be unreasonable and would not 
accomplish the purpose of producing ad- 
ditional revenue for the carriers.” 

After explaining a 22-page exhibit, Mr. 
Kimberly concluded his testimony with 
‘no increase is justified and cotton 
should be exempted from any increases” 
that may be authorized by the Commis- 
sion on other traffic in consideration of 
the following asserted facts: 

The existing level of rates on cotton 
to southern mill territory is relatively 
higher than within the west or from 
the west to official territory and further 
increases in the rates to the south would 
produce rates higher. than reasonable 
and would increase existing discrimina- 
tion and prejudice against southern mill 
consumers; 


The carriers in the principal cotton 
territories have not shown the need of 
increased revenues to the extent indi- 
cated by carriers in the eastern dis- 
trict; 

The petition of the carriers is “for 
relief from outstanding maximum rate 
orders, short notice authority, etc., and 
as cotton does not now move on any 
rates held by maximum rate orders, the 
carriers handling cotton are not shown 
to be in such emergency need of reve- 
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nues as to require sixth section relief or 
short-notice authority;” 

If, despite the failure of the carriers 
to prove the reasonableness of increased 
rates on cotton, the Commission finds 
that their revenues needs are such as to 
require some increases in all rates, the 
amount of any increase should be limited 
so that it would not be greater in cents 
per hundred pounds in the carload move- 
ments to southern mill territory than the 
increase in cents a 100 pounds made in 
the basing rate subject to 50,000 pound 
minimum from Memphis, Tenn., to New 
Orleans 


For Maximums 


Mr. Schwartz, stating that further in- 
creases in the rail rates on cotton were 
unjustified, said, if the Commission 
should however authorize percentage- 
wise increases, “these increases should be 
applied to the rates with the highest 
minimum weight and the same increase 
in cents per 100 pounds applied to the 
other rates between the same points.” 

“This method of applying the percent- 
age increase to the lowest rate with the 
highest minimum and the resutling in- 
creases in cents per 100 pounds spread 
across the board to the rates with the 
lighter carload minimum was prescribed 
by the Commission in Ex Parte 162 after 
a full and frank discussion ” he 
pointed out. 

Reporting that over-all rail increases 
since June 30, 1946, amounted to approxi- 
mately 57 per cent, Mr. Schwartz said 
that “application of the proposed 15 per 
cent increase (maximum 10 cents) south 
in the present proceeding added to the 
base rates of June 30, 1946 (New Orleans 
to Chicago 40 cents—St. Louis 38 cents), 
would result in a 90 per cent increase in 
the basic Chicago rate and 95 per cent in 
the basic St. Louis rate on sugar.” 


Sugar Rates High Enough 


He said the sugar interests were of the 
opinion that sugar rates were on a suf- 
ficiently high level, and that further 
increases should not be granted. Tf they 
were, he said, then the carriers should 
be required to restore the relationships 
that were disrupted by the increases as 
soon as possible. 

Mr. Cummins said he was protesting 
in part to the railroads’ petition, but 
that he was not “here to oppose a rea- 
sonable increase in rail revenues.” 

“Our only purpose,” he said, “is to 
preserve the present relationship of 
rates on carload shipments of cotton.” 

If increases were granted, he suggested 
that they be applied on the same basis 
in which they were applied to cotton in 
Ex Parte Nos. 162 and 166, “which was 
to increase rates on the heaviest load 
percentage, and take resulting figures, 
and go across the board on the other 
rates.” 


(See earlier story on page 59) 


American and Burlington 
Bus Lines Merger Approved 


The Commission, division 4, has an- 
nounced its authorization of the merger 
of the motor carrier operating rights and 
property of Burlington Transportation 
Co., Chicago, Ill., into American Bus- 
Lines, Inc., also of Chicago, for owner- 
ship, management, and operation. 

It also approved acquisition by Ameri- 
can Buslines, Inc., of control through 
stock ownership of Denver-Colorado 
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Springs-Pueblo Motor Way, Inc., of Den- 
ver, Colo.; of Denver-Salt Lake-Pacific 
Stages, Inc., also of Denver; of Gibson 
Lines, Sacramento, Calif.; and of Musca- 
tine, Davenport & Clinton Bus Co., 
Chicago, through the merger. 

A report and order were issued in MC- 
F-4856, American Buslines, Inc.—Merger 
—Burlington Transportation Co. em- 
bracing Finance No. 17293, American 
Buslines, Inc., Securities. 

The Commission also authorized 
American Buslines, Inc., to issue $2,- 
625,404 of notes, 10,413 shares of 5-per- 
cent cumulative preferred stock of par 
value $100 each, and 145,791 shares of 
common stock of par value $1 .each. 
American was also authorized to assume 
obligation and liability with respect to 
$440,283 of Burlington securities. Ameri- 
can owns all of Burlington Transporta- 
tion Co. stock, according to the Com- 
mission. 


Independent Offices Money 
Bill Passed by Senate 


The Senate passed H. R. 3880, the in- 
pendent offices appropriation bill, June 
20, after voting amendments which in- 
cluded one relating to the financing of 
the purchase of equipment for the In- 
— Waterways Corporation’s barge 
ine. 

The Senate requested conference on 
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the bill with the House, and Senators 
Maybank, O’Mahoney, McKellar, Hil, 
McMahon, Saltonstall, Bridges and Fer- 
guson were appointed as Senate con- 
ferees. 

As a substitute for the amendment 
relating to purchase of equipment for 
the government barge line, which was 
stricken on a point of order raised by 
Senator Johnson, of Colorado, Senator 
Long, of Louisiana, offered an amend- 
ment to which he said Senator Johnson 
would not object. 

“The amendment offered by me has 
been prepared to limit the amount of 
money which could be borrowed for the 
purchase of new equipment by the In- 
land Waterways Corporation, and to 
make it clear that in the purchase of 
such equipment, the credit of the United 
States could not be pledged, but only 
the equipment belonging to the corpora- 
tion could be pledged, as well as the 
additional equipment being purchased,” 
said Senator Long. 

The Long amendment, which is sub- 
ject to House approval, provides that 
not to exceed $3,000,000 may be obligated 
for the purchase of equipment and that 
the Secretary of Commerce may au- 
thorize the corporation to enter into 
purchase money mortgages, conditional 
sales contracts, equipment trusts, or 
other similar methods of financing, sub- 
ject to the restrictions indicated by 
Senator Long. 


(See earlier stories on pp. 73-74) 





Coal Economist Says Rails ‘Haven't Done 
Badly’ In Face of Adverse Factors 


Former Head of 1.C.C. Cost and Accounting Section Also Asserts 


That Passenger, Less-Carload Deficits are ‘Indefensible’. 
Says Increase in Coal Rates Is ‘Sheer Economic Suicide.’ 


In his discussion of funds that 
would be available to the railroads 
for additions and betterments in 
1951, Dr. Ford K. Edwards, director, 
Bureau of Coal Economics of the Na- 
tional Coal Association, testifying in 
Washington, D.C., before Chairman 
Splawn and Commissioner Mahaffie 
in Ex Parte 175, Increased Freight 
Rates and Charges, 1951, estimated 
that the amount would be about $965 
million. 


“It is not possible, of course, to pin 
this $965 million figure down,” he said, 
“but the probabilities are that the funds 
available for gross capital expansion in 
1951 will be between $950 million and $1 
billion, after liberal stock dividends.” 

Dr. Edwards then said that the ques- 
tion was whether such a sum, after 
dividends of $355 million, was adequate 
to “bring forth the rail service the ship- 
pers need and desire.” Based on the 
experience of the 1940’s and the postwar 
picture, he asserted, the answer “would 
seem to be in the affirmative.” In the 
event rail stock equities should again 
become attractive, he added, “capital 
might be obtained in this direction, light- 
ening the load for net additions and 
betterments now placed on current earn- 
ings.” 


As to future fluctuations in business 
activity, Dr. Edwards said, the years im- 
mediately ahead seemed to point to 4a 
sustained volume of traffic because of 
the defense effort. Over the longer pull, 
he continued, “the increased productive 
output of the national economy and the 
great upsurge in population would seem 
to assure a fairly stable demand for rail 
transportation, at least so long as rates 
are set to attract volume tonnage.” 

Although a quotation from the Jan- 
uary economic report of President Tru- 
man was to be copied into the record 
without reading, counsel for the coal as- 
sociation asked Dr. Edwards to read the 
final sentence of the quotation, as fol- 
lows: 

“For any group to seek to adjust its in- 
come upward, to counteract the higher 
taxes which the defense program 1S 
making necessary, would tend to relieve 
that group from its share in the cost 
of achieving national security.” 

The quotation was in a portion of Dr. 
Edwards’ statement concerning inflation, 
in which he said that mine prices on 
coal were down and that bituminous coal 
profits were “down drastically,” while he 
cited increases in wholesale prices, the 
price of raw materials, and consumer 
prices. 

Referring to the quoted sentence as t0 
“the impropriety of adjusting income 
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A MILESTONE IN 


Here’s one example of Erie’s export operations 
which gives you an idea of our modern, time-sav- 
ing facilities at Weehawken in New York Harbor. 
Export freight is run onto Erie piers, loaded on 
lighters and then towed direct to shipside, or 
other piers—an economic, speedy operation that 
saves handling. 


Erie’s facilities at Jersey City and Weehawken 


Tarver 


ANNIVERSARY 
\ Great Lakesto, 


AMERICAN HISTORY 


are backed by the experienced personnel of Erie’s 
Foreign Freight Traffic Department. These men 
know how to keep costs down and keep things 
moving with both export and import shipments. 


For expert, trouble-free handling of all export 
and import business, call your nearest Erie 
freight representative. They will be glad to 
cooperate with you. 


Erie Railroad 


SERVING THE HEART OF INDUSTRIAL AMERICA 


Foreign Freight Traffic Department 


50 Church St., New York, N. Y., Phone Worth 4-4500 
25 Broadway, New York, N. Y., Phone Worth 4-4500 
327 S. LaSalle St., Chicago, Ill., Phone Harrison 7-41 60 
Cable address: Erierail 
Representatives in 25 foreign countries 


STORAGE SPACE AVAILABLE 
Use Erie's vast storage facilities in New York 


Harbor—both covered and open. Unlimited 
ground storage space always available, 
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"A MERITED TRIBUTE 


To R. W. MORRISON, deceased, 


a true pioneer in promoting 
Diesel Electric Freight Road 





Locomotives: 


The Texas Mexican Railway Company was chartered as a 
steam railroad in 1875. Construction was completed between 
Corpus Christi, Texas, and Laredo, Texas, in 1881. It gave the 
first railway service to a virgin and sparsely settled area. Survival 
was a Struggle until 1939, during which period it was scantily 
powered and scantily maintained. 


In 1938 R. W. Morrison, who then resided in San Antonio, 
Texas, was tendered the presidency of The Texas Mexican Rail- 
, way Company. He had retired from the utility business. In that 

R. W. MORRISON, Deceased business he had acquired a thorough knowledge of the value of 
Diesel electric over steam power, and had visioned its possibilities 
in rail freight service. Morrison foresaw that if the railroads of 
the United States would supplant steam with Diesel electric power, economies effected would go 
far toward strengthening their then depressed financial condition. His reply to the tender was 
that if he should be permitted to demonstrate the practicability of his idea by fully dieselizing 
all locomotive power on The Texas Mexican Railway Company, he would accept its presidency at 
a salary of $1.00 per year. The company could not do the necessary financing, but it was agreed 
that $250,000.00 would be made available to aid the switch-over, provided Morrison could ar- 
range the balance of the financing. He undertook the job. Assistance from the Reconstruction 
Finance Corporation was first sought, but was denied. He was advised that its engineers vetoed 
practicability of Diesel electric freight road locomotives. He could get no relief through the In- 
terstate Commerce Commission because the Certificate essential to issuance of Equipment Trust 


Certificates could not be supported. 


Undaunted Morrison accomplished the necessary financing. Baldwin Locomotive Works con- 
tracted to build, built and delivered seven small Diesel electric road locomotives to meet his ideas. 
They were put in operation. By the latter part of 1939 steam locomotives were being junked; water 
tanks along the line were soon dismantled; and The Texas Mexican Railway Company was 
thrown on its own as the first Class I Railroad to exclusively use Diesel electric road locomotives. 
Crude as they were, they exceeded in performance his expectations. Their resemblance to the 
modern Baldwin and General Motors Diesel electric locomotives now in operation on the road 
would be about that of a Model “T” to the latest Cadillac. During his struggle practically every 
operating man to whom he talked scouted to Morrison his advocacy of Diesel electric freight road 
locomotives. But they never shook his confidence. 


The latest statistics available to us with respect to new locomotives for Class I railroads 
show that on May 1, 1951, there were 2,363 power units on order: 2,337 Diesel electric, 18 steam, 8 
electric, and that in the first four months of 1951 there were 838 new locomotives installed: 834 
Diesel electric, 4 steam. 


Where is the informed man today who would veto practicability of Diesel electric freight 
road locomotives, or, who would say that, measured by its operating costs and performance, steam 
is superior to Diesel electrics for road service? 


Morrison had confidence and determination; vision and 
unfaltering courage. The lending of his personal resources to 
vindicate that vision was a boon to The Texas Mexican Railway 
Company. He did not live to see the full achievement of his 
vision, but The Texas Mexican Railway Company now gratefully 
pays homage, through this factual tribute, to the memory of 
R. W. Morrison, a real and courageous pioneer in demonstrating 
the practicability and economic value of Diesel electric freight 
road locomotives. 
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upward to counteract higher defense 
taxes,” Dr. Edwards continued: 


“The 1950 rail net income, after ad- 
justment to exclude back mail pay... 
amounted to $751 million. My projected 
figure for 1951 is $872 million. This com- 
pares with a figure of $458 million com- 
puted at 85 per cent of the average an- 
nual net income earned in the rails’ three 
best years 1946-1949. However, the ap- 
plication of any general formula of this 
character, in my opinion, should be 
weighed in the light of what it takes to 
keep essential rail services properly 
functioning. .. .” 


Discussing inflation and profits, Dr. 
Edwards referred to a portion of the 
testimony of Dr. Julius H. Parmelee, 
vice-president, and director of the Bu- 
reau of Railway Economics, of the As- 
sociation of American Railroads, which 
Dr. Edwards said he understood was to 
show that the purchasing power of each 
dollar received by the investors was not 
what it used to be. 


Railroad Stock Situation 


He said it was believed that this was 
a matter that could be answered only 
“py market forces of supply and demand 
for money.” No matter how far one 
went back in the financial history of the 
railroads, he asserted, “it does not appear 
that the rewards to the investors were 
necessarily geared to the purchasing 
power of money, which in turn is a func- 
tion of the relation of supply and de- 
mand for money.” 

Among other things he said that on 
the better rail stocks the market yields 
since 1939 had “pretty well paced the 
yield of high grade industrial and utility 
stocks generally.” The only way the 


yield on the open market could be pushed 
up beyond the general level set up by 
supply and demand factors was to in- 
crease the risk involved which, he added, 


was “of course,” no answer. As to the 
stock not paying dividends, he added, 
the best that could be said was that there 
had been less of it in the last two or 
three years than for most periods in 
the past. 


Dr. Edwards said, further, that as long 
as the passenger service constituted a 
drag on net income, that property had 
no commercial value in the usual sense 
and that “its capitalized earnings repre- 
sent a minus quality.” Lack of earnings 
was the market’s way of shifting capital 
and resources from services consumers 
were not willing to support to services 
they wanted and were willing to pay for, 
he added. 


Saying that since 1942 the population 
and general economy had taken a sub- 
stantial upturn, characterized by a well- 
sustained postwar activity including car- 
load rail freight density, Dr. Edwards 
Said that “at the same time, however, 
losses on particular classes of traffic, pas- 
senger train services and L.C.L., have 
reached what I feel are economically in- 
defensible proportions.” 


New Rail Problems 


Among new problems of the railroads, 
he said, was a huge increase in income 
taxes, He compared railway tax accru- 
ais for all railways in 1890 as 8.3 per 
cent of net railway operating income 
before tax accruals, with 24.2 per cent 
in 1929, and 37 per cent in 1939. In 
1950, he said, total tax accruals for all 

lass I railways were $1.2 billion, and 
net railway operating income before 
taxes $2.2 billion, or a ratio of 545 per 
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cent. Even excluding payroll taxes, he 
said, the ratio would be 42.2 per cent. 


“Passenger traffic diversions and defi- 
cits, inflation, higher taxes and an in- 
tensified competition from all other 
forms of transportation which has not 
only diverted traffic but has placed a 
hard economic ceiling on the effective- 
ness of upward rate adjustments on 
many kinds of traffic, are new elements 
in the picture,” he continued. “In the 
light of all these elements the carriers, 
in my opinion, haven’t done badly.” 


Eastern Railroads 


About four pages of Dr. Edwards’ tes- 
timony containing “observations on the 
Pennsylvania Railroad and the New 
York Central” were copied into the rec- 
ord without reading. Here the econo- 
mist said an analysis of the carriers’ 
net railway operating income and net 
income indicated a better showing in 
the Eastern District when the Central, 
the Long Island, and the Pennsylvania 
were excluded than when they were in- 
cluded. 

In the course of his “observations,” 
Dr. Edwards compared the costs for 
1,000 gross ton-miles of the Pennsylva- 
nia ($6.46), the New York Central, 
($6.08) and those of “the smaller roads,” 
the B. & O. ($5.59) and the Erie ($5.35). 

After reviewing the traffic density of 
the four railroads, and saying the B. & O. 
had about the same degree of passenger 
volume as the Erie but a somewhat 
lower density of traffic a road-mile, and 
that the traffic density of Central in 
1949 was very close to that of the Erie, 
the Pennsylvania exceeding it by 18 
per cent, Dr. Edwards said that “yet the 
unit costs of all these roads were sub- 
stantially in excess of those of the Erie.” 

Among the factors that might explain 
the difference, he said, were a higher 
proportion of passenger traffic, the ac- 
celerated maintenance programs ‘on the 
two larger roads, or an inability closely 
to control expenses in times of changing 
traffic volume and inflation. 


Maintenance Factor 


Dr. Edwards later made computations 
of the maintenance expenses of the roads 
and asserted that, had unit maintenance 
expenses of the Pennsylvania a 1,000 
gross ton-miles increased no more per- 
centagewise between 1939 and 1950 than 
for the Erie, the larger roads’ unit ex- 
penses and aggregate maintenance ex- 
penses would have been “some 29 per 
cent less than they actually were.” For 
1950, he said, this would have repre- 
sented a reduction of $101 million. Un- 
der another formula, using the average 
trend for the Erie, B. & O., Southern, 
and Santa Fe, he said the Pennsylvania’s 
unit cost would have been 23 per cent 
below actual, reducing maintenance ex- 
penditures for 1950 by $80 million. He 
continued: 

“These are staggering sums. If these 
sums may be taken to roughly measure 
the accelerated maintenance program of 
the P.R.R., it would appear that the 
application of normal maintenance in 
1950 (at a 43 per cent tax rate) would 
have added $40 to $50 million to 
N. R. O. I., nearly doubling the actual 
figure of $50 million (adjusted to ex- 
clude retroactive mail payments). Cor- 
responding computations applied to the 
N. Y. C. would show a reduction in the 
maintenance expenses of between $40 
and $50 million before taxes, and some 
$25 million after taxes.” 

Turning to passenger deficits, and say- 
ing he had shown in an earlier exhibit 
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that about 75 per cent of the net rail- 
way operating deficit consisted of out- 
of-pocket losses, Dr. Edwards said if 
one-half of that percentage (3714 per 
cent) was taken as a “practical target 
for the elimination of passenger losses 
in the near future” the losses that po- 
tentially could be eliminated on the 
Pennsylvania would be $18 million, 
amounting to about $10 million after 
taxes at 43 per cent. He added that a 
comparable saving would result for the 
N. Y. C., whose passenger deficit in 1949 
(preliminary abstract) totaled $50 mil- 
lion. 

For Eastern District railroads as a 
whole, with net railway operating deficit 
for passenger service of $240 million in 
1949, and using one-half of 75 per cent 
of as “the target proposal of savings,” 
Dr. Edwards said that the increase in 
net railway operating income before 
taxes would be $90 million. With taxes 
at 43 per cent. he added, this would 
mean an increase in net railway operat- 
ing income and net income, after taxes, 
of $51 million. Similarly, he said that 
if one-half of out-of-pocket operating 
losses of $41 million for Eastern District 
less-carload traffic could be eliminated 
in a reasonable period, the increase in 
net railway operating income after taxes 
(43 per cent) would be about $12 million. 

If a major portion of the “targets” 
set up aS a measure of possible savings 
in items to which the carriers had re- 
ferred (accelerated maintenance, and 
passenger and less-carload deficits) were 
realized, he asserted, it would go a long 
way to bringing the Eastern District 
profit ratios in line with those of the 
south and west. 


Bituminous Coal 


In a discussion of the bituminous 
coal situation, Dr. Edwards said that 
while America’s industrial production 
rose 54 per cent between 1940 and the 
postwar peacetime year 1948, the do- 
mestic consumption of bituminous coal 
had risen “but 21 per cent.” Between 
1948 and 1950, he said, industrial pro- 
duction again rose 4 per cent, but that 
the domestic consumption of coal 
“turned downward by 13 per cent.” In 
the last quarter of 1950, stimulated by 
defense activities, he said, industrial out- 
put rose “some 11 per cent over the same 
period of 1948, but bituminous coal con- 
sumption dropped 10 per cent.” If 
bituminous coal had held its relative 
position between 1948 and 1950, he said, 
the domestic consumption in the later 
year would have been nearly 100 million 
tons higher than the actual figure of 453 
million, while, had it kept pace with in- 
creased production since 1940, the 1950 
consumption would have approached the 
700 million ton mark. He described the 
situation in the 21-state “home terri- 
tory” of bituminous coal, where, he said, 
between 1937 and 1949, fuel oils and nat- 
ural gas consumption rose a little more 
than 100 per cent, while bituminous coal 
consumption rose 10 per cent. 


Dr. Edwards studied other shifts in 
coal markets, among them citing a de- 
cline in railroad consumption of bi- 
tuminous, as a result of dieselization, of 
34 million tons in the two-year period 
1948-1950, other industrial consumption 
as falling off 10 per cent between 1940 
and 1950, a drop in the export market, 
and to plans of the defense agency under 
Charles E. Wilson to step up oil and 
natural gas production for future de- 
fense needs. 


(See earlier story on page 46) 
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THE WEEK IN TRANSPORTATION 


News of Significance lo Traffic and Transporlation Men 


Central Western Advisory 
Board Is Dissatisfied 
With Allocation for Cars 


Dissatisfaction with the present 
program of steel allocation, and a 
demand that sufficient steel be allo- 
cated to permit the building of 
10,000 new railroad freight cars a 
month were voiced by the Central 
Western Shippers Advisory Board, at 
its recent meeting in the Antlers 
Hotel, Colorado Springs, Colo. (T.W., 
June 16, p. 28). 


The board reiterated its opposition to 
construction of the proposed St. Law- 
rence Seaway, expressed its continued 
opposition to any legislation which 
would prohibit non-lawyers from prac- 
ticing before the Commission, and re- 
stated the board’s desire to retain Sec- 
tion 5a of the interstate commerce act. 


An over-all increase of 6.4 per cent in 
regional carloadings in the third quarter 
of 1951 was predicted by the board. 
Among the commodities for which in- 
creases were forecast are fresh fruits, 
139.1 per cent; ore and concentrates, 
28.0 per cent, and other fresh vegetables, 
19.8 per cent. Decreases in loadings were 
predicted for potatoes, 10.2 per cent; 
other metals, 17.7 per cent, and flour and 
other mill products, 6.3 per cent. 


A technicolor freight loss and damage 
prevention movie, “Do Right By Our 
Nell,” prepared by the Union Pacific 
Railroad, was shown at a special forum 
which followed the joint luncheon. 


Officers Reelected 


All general officers were unanimously 
named to succeed themselves for another 
one-year term. General chairman of the 
board is Omar O. Victor, general traffic 
manager, United States Smelting Re- 
finery & Mining Co., Salt Lake City. 

Registered attendance totaled 273. The 
executive committee approved the appli- 
cations of 41 new members. The execu- 
tive committee accepted the invitation 
of the Chamber of Commerce of Chey- 
enne, Wyo., to hold its next meeting in 
that city. 


Edwards Is New N.M.B. Head 


The National Mediation Board has an- 
hounced that, pursuant to its policy of 
rotation of its members for the office of 
chairman, Board Member Leverett Ed- 
wards has been designated as chairman 
of the board for the fiscal year beginning 
July 1, succeeding John Thad Scott, Jr., 
who continues as a board member. The 
other member of the board is Francis 
O'Neill. Thomas E. Bickers is secretary 
of the board. 


Improve Traffic Through Yards, Cut Loss 


And Damage, Powell Tells Superintendents 
Seaboard President Is Main Speaker At Annual Meeting Of 


Railroad Superintendents In Chicago. 


Group Discusses Ways Of 


Improving Shipper-Carrier Relations, Car Handling, Cutting Damage. 


Legh R. Powell, Jr., president, Sea- 
board Air Line Railroad Co., told the 
American Association of Railroad 
Superintendents, meeting in Chicago 
June 11-14, that while much had been 
accomplished in recent years to im- 
prove yard operations and cut loss 
and damage, much remained to be 
done. 


Speaking at the annual luncheon of 
the superintendents in the Stevens Ho- 
tel, Mr. Powell said that although much 
progress had been made in line-of-road 
operations, movement of traffic through 
yards was not yet as good as it should 
be 


“You will find many cars moving on 
schedules specifying second, third, fourth, 
or fifth morning delivery, which sched- 
ules are not made due to delays in yards,” 
he said. 


Commenting on loss and damage, he 
said “when individuals ship their freight 
over our railroads they are not interested 
in the payment of claims for loss or 
damage, but, instead, their sole desire 
is to have the shipments delivered 
promptly and properly.” 

Pointing out that the railroads’ rela- 
tions with shippers were adversely af- 
fected by loss and damage, he said “if 
you devise ways and means of preventing 
loss and damage, you will automatically 
cut your claim payments, eliminate the 
waste resulting from those causes, and 
provide better service to your patrons.” 


New Officers 


F. L. Houx, superintendent, Chicago & 
North Western System, Chicago, was 
elected president. 


H. E. Bixler, general superintendent 
transportation, Boston & Maine Railroad, 
moved up to first vice-president; J. C. 
Starbuck, superintendent, Chicago, Bur- 
lington & Quincy Railroad, moved up to 
second vice-president, and J. W. Har- 
man, superintendent, Canadian Pacific, 
Schreiber, Ontario, moved up to third 
vice-president. 


The importance of maintaining good 
shipper relations was emphasized in the 
afternoon session June 12 when G. B. 
Aydelott, superintendent of the Denver 
& Rio Grande Railroad, and chairman 
of the A.A.R.S. shipper relations com- 
mittee, presented a report entitled “Su- 
perintendent’s Responsibility for Shipper 
Relations.” 

Pointing out that the growth of other- 
than-rail transportation facilities had 


brought about “the pressing need for 
improving shipper relations,” the report 
said that without effort on the part of 
the railroad superintendent and his staff 
to satisfy the railroad customer fully, no 
railroad could hope to achieve continued 
and increased business. 


Good shipper relations are the bases 
on which traffic volume and revenues are 
built, and result in satisfied customers 
who act as boosters for the railroads, 
influencing the solicitation or traffic as 
well as the retention of existing traffic, 
the report brought out. 


Although the traffic department was 
the primary agency of shipper relations, 
the report continued, the operating or- 
ganization, the physical plant and equip- 
ment, and the personnel connected with 
the actual performance of the services 
involved in transportation were certainly 
the fields which are the most concerned 
with producing good shipper relations. 

There were four major factors in main- 
taining good shipper relations, as far as 
the superintendent was concerned, it said. 


Providing Good Service 


The first of these was providing “a 
service which results in no complaints 
from customers .. .,” a dependable, ef- 
ficient service resulting from the work- 


ings of an alert, aggressive operating or- 
ganization. 


“Such service involves maintenance of 
advertised schedules on the road and 
prompt delivery and pulling of cars in 
the terminals, as well as a continued 
effort to reduce and eliminate damage 
and destruction to commodities being 
transported,” it said. 


Emphasizing the importance of proper 
education and training of employes, the 
report said “the results from an educa- 
tional program directed toward proper 
warehouse handling of less-than-car- 
load freight, proper stowing to prevent 
damage, alert checking and supervision 
to reduce overs and shorts, and super- 
vision to eliminate rough handling in 
terminals and on the road are a direct 
contribution toward improving shipper 
relations.” 

Speeding up the interchange of busi- 
ness between connecting lines, prompt 
spotting and pulling of loads at indus- 
tries, and the more rapid handling of 
business through terminals would like- 
wise result in improved relations, it was 
stated. 

Other important factors were insist- 
ing on courtesy on the part of employes, 
handling complaints promptly and keep- 
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ing in personal contact with customers. 

In regard to the latter, the report said 
“it has been found that most shippers 
appreciate having an operating officer 
call at their place of business, and also 
it has been found that rarely does a 
shipper insist on service which would 
be deemed unreasonable by the operat- 
ing officer when direct contact is made 
and a frank discussion of problems con- 
cluded.” 


Loss and Damage Session 


J. C. Stewart, superintendent of sta- 
tions and transfers of the Pennsylvania 
Railroad, Philadelphia, Pa., and chair- 
man of the loss and damage committee, 
presented a report on loss and damage 
prevention. 

Stating that 50 per cent of the total 
claim bill was chargeable to unlocated 
damage, most of which occurred from 
rough handling of cars in transit, the re- 
port said such damage was the chief 
“headache” of all railroads. 

Reporting that some railroads had 
definitely determined that 80 per cent 
of their damage occurred in the rough 
handling of cars in terminals, with the 
remainder occurring from other causes, 
the report said “the work of preventing 
rough handling of cars might well be 
concentrated in yard operation at ter- 
minals, rather than in road train opera- 
tions.” 

For solving the problem of rough han- 
dling in terminals, the report recom- 
mended: 

A sustained program of education of 
yard, train and engine service employes. 

Maintenance of a record of the rough 
handling performance of each terminal 
yard crew, and use of this information 
for creating competition among crews. 

Continuous study, where car retarders 
are employed, of pressure requirements, 
taking into consideration visibility, type 
of cars, weight and lading, track eleva- 
tions, curvatures, temperature, wind di- 
rection and velocity, and condition of 
rail. 

Liberal use of impact recorders. 

Proper inspection of hand brakes be- 
fore cars are “humped.” 

Insistence on proper maintenance of 
yard tracks and other yard facilities. 

Reduction to a minimum of the need 
for unnecessary terminal switching of 
cars due to failure of proper blocking in 
trains or failure to have cars accom- 
panied by billing. 


More Efficient Car Handling 


C. C. Robinson, superintendent of car 
service, of the Monon Railroad, Lafayette, 
Ind., and chairman of the freight car 
handling committee, presented a report 
on efficient freight car handling at the 
morning session June 13. 

“It is safe to say,” the report said, “that 
no amount of delay elsewhere is as irri- 
tating to the railway patron as that 
which occurs on his own siding when the 
car he loaded—or unloaded—stands idle 
one or more days after its release. 

“The matter of industry switching is, 
perhaps, the most important factor in 
building and maintaining the good-will 
of freight shippers.” 

Pointing out that the freight car was 
the basic tool of the railroad industry, 
the report stated that “the sole justifica- 
tion for the railroad as an agency of 
overland transportation is its ability to 


assemble large quantities of the goods of 
many shippers into great masses of 
freight, and move them between common 
points en masse.” 





A.T.A. to Oppose ‘Selective 
Rate Cutting’ by Railroads 


The American Trucking Associations, 
Inc., has announced plans to intervene 
in the railroads’ application before the 
Commission for higher freight rates in 
Ex Parte No. 175, Increased Freight 
Rates and Charges, 1951. 


“The purpose will be to forestall the 
use by the railroads of added revenues 
to finance selective rate cuts that would 
undermine truck rates,” said the A.T.A. 


The association’s executive com- 
mittee, at a two-day session, said A.T.A., 
adopted recommendations of a special 
committee on selective rate cutting by 
the railroads, which found, it said, “that 
noncompetitive traffic is used delibera- 
tely by the railroads to underwrite de- 
structive competition with respect to 
competitive traffic.” 


“Apart from being grossly unfair to 
rail-bound shippers,” the special com- 
mittee said, “this has resulted in sense- 
less rate wars which have been harmful 
to both rail and motor carriers and, 
more important, harmful to the public 
interest since it destroys the earning 
power and efficiency of all carriers upon 
whom the public depends for transpor- 
tation service. 

“Historically, the Interstate Com- 
merce Commission has permitted the 
railroads to proceed with this destruc- 
tive program and in some instances even 
encouraged it.” 


‘Arbitrary Restrictions’ Opposed 


The A.T.A. executive committee also 
went on record in opposition to any 
arbitrary restrictions on the length of 
motor carrier hauls, including any ap- 
plication of I.C.C. rate control powers 
for the purpose of effecting such limi- 
tations indirectly, said the A.T.A., and 
continued: 

“Next, it directed the A.T.A. staff to 
seek amendment to the interstate com- 
merce act which would give the I.C.C. 
power. to enforce suspension of competi- 
tive rate reductions for whatever time 
is necessary for the Commission to reach 
a final decision as to the reasonableness 
and lawfulness of such rates. The Com- 
mission’s power to suspend now is limited 
to a seven-month period. 

“In addition, the staff was directed to 
oppose any proposals which would make 
the judgment and discretion of carrier 
management the deciding factor in rate 
reductions, or which would in any way 
diminish the I.C.C.’s power to control 
rate reductions. 

“The special committee declared this 
argument is sound to the extent that it is 
based on the necessity for increasing 
price levels in line with cost increases 
during inflationary periods, but it con- 
tended that such reasoning in the case 
of rate reductions would give the rail- 
roads complete freedom to cut competi- 
tive rates down to out-of-pocket cost 
levels wherever they want to take that 
action. 

“In other actions, the executive com- 
mittee: 

“Authorized the A.T.A. leasing com- 
mittee to prosecute the original A,T.A. 
position in Ex Parte MC-43 (truck leas- 
ing regulations) in the courts in the event 
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A.T.A’s petition for reconsideration of 
the regulations by the I.C.C. is not effec- 
tive in mainaining the A.T.A. position. 

“Directed the terminal operations 
council to develop a plan for scale cali- 
bration and a procedure for weighing 
which would insure against apparent 
overweight violations caused by inaccu- 
rate scales or faulty weighing procedure; 
and to study the causes and develop 
means of preventing the shifting of cargo 
for the purpose of eliminating axle-load 
violations.” 



















1.C.C. to Reduce Motor 
Bureau Staff, Closing 
Fourteen Field Offices 


The Commission, by a notice, has 
announced a reduction in the staff 
of its Bureau of Motor Carriers, be- 
cause of a proposed curtailment of 
appropriations. It said that the 
bureau’s 16 district offices would be 
reduced to 10, and that eight super- 
visors’ offices would be closed—a total 
of 14 field offices closed, effective 
July 15 (T.W., June 9, p. 17). 


At the Commission it was said the re- 
duction would affect approximately 88 
employes in the field and about 10 in 
the Washington, D.C., headquarters. A 
number of district directors would be re- 
duced to the status of supervisors and 
@ number of present supervisors would 
be transferred to other positions or sepa- 
rated from the service, it was said. The 
field clerical staff would mostly be sepa- 
rated from the service although affected 
employes in Washington might be trans- 
ferred to other positions, it was said. 


Text of Notice 


The notice, signed by Secretary Bartel, 
follows: 

“In line with the proposed reduction 
in appropriations for the fiscal year be- 
ginning July 1, 1951, the Commission has 
sent out notices for reduction in the staff 
of the Bureau of Motor Carriers, includ- 
ing the reduction of the number of dis- 
trict offices from 16 to 10 and the closing 
of 8 supervisors’ offices. 

“The district offices which will revert 
to supervisor office status are Charlotte, 
N.C., Nashville, Tenn., Minneapolis, 
Minn., Little Rock, Ark., Denver, Colo. 
and Portland, Ore. The areas included in 
those former districts have been assigned 
to the remaining 10 districts. The 
changes are to become effective July 15, 
1951. The separation of personnel in- 
volved in these changes will be made 
in accordance with the reduction-in- 
force regulations. 

“The 10 districts with which the Bu- 
reau of Motor Carriers will operate its 
field staff effective July 15, 1951, are as 
follows: 

“District 1—Maine, Massachusetts, New 
Hampshire, Vermont, Rhode Island with 
the district office at Boston, Mass., under 
George R. Nuzum, district director. 

“District 2—Connecticut, New York and 
New Jersey with the district office at 
New York, N.Y., under T. G. Reynolds, 
district director. 

District 3—Eastern Pennsylvania, Dela- 
ware, Maryland, District of Columbia 
and Virginia with the district office at 
Philadelphia, Pa., under W. L. Snod- 
grass, district director. , 

“District 4—Western Pennsylvania, 
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Chio and West Virginia with the dis- 
trict office at Columbus, O., under Roy 
M. Snetzer, district director. 

“District 5—North Carolina, South 
Carolina, Georgia, Florida, Alabama, 
Mississippi, Tennessee and Kentucky with 
the district office at Atlanta, Ga., under 
William Addams, district director. 

“District 6é—Michigan, Indiana, Illinois 
and Wisconsin with the district office at 
Chicago, Ill., under Frank Purse, district 
director. 

“District 7—Minnesota, North Dakota, 
South Dakota, Iowa, Nebraska, Missouri 
and Kansas with the district office at 
Kansas City, Mo., under James F. Miller, 
district director. 

“District 8—Louisiana, Arkansas, Okla- 
homa, Texas and New Mexico with the 
district office at Fort Worth, Tex., un- 
der Tilden L. Childs, district director. 
R. K. Hagarty will occupy the position 
as district director at Fort Worth, Tex., 
effective August 5, 1951, when Mr. Childs 
retires from service with this Commis- 
sion. 

“District 9—Colorado, Wyoming, Utah, 
Idaho and Montana with the district 
office at Salt Lake City, Utah, under 
Bert L. Penn, district director. 

“District 10—Washington, Oregon, Cal- 
ifornia, Nevada and Arizona with the 
district office at San Francisco, Calif., 
under Pete H. Dawson, district director. 

“Supervisor offices in the following 
cities will be closed as of July 15, 1951, 
or shortly thereafter: Providence, R.I., 
Syracuse, N.Y., Salisbury, Md., Columbia, 
S.C., Tallahassee, Fla., Tulsa, Okla., Dal- 
las, Tex., Spokane, Wash.” 


Action of Senate 


After the Senate had approved, on 
June 19, its appropriations committee’s 
recommendation for restoration of the 
$430,130 that the House had cut from 
the I.C.C. “general expenses” appropria- 
tion, it was indicated at the Commission 
that that action by the Senate would 
not bring about any material change in 
the announced plans to reduce the staff 
of the Bureau of Motor Carriers. 

The announcement of plans for clos- 
ing of six of the bureau’s district offices 
and of eight supervisors’ offices, it was 
said, had been made in anticipation of 
restoration by the Senate of at least 
$250,000 of the amount of the reduction 
made by the House in the “general ex- 
penses” appropriation. It was pointed 
out that the Senate committee, in its re- 
port on the independent offices appro- 
priation bill, H.R. 3880, had “earmarked” 
$100,000 of the $430,130 restored for 
“valuation of railroads and pipelines,” 
leaving only $330,130 for other I.C.C. ac- 
tivities within the “general expenses” 
category, including activities of the motor 
carrier bureau. Figures as to just how 
much the Bureau of Motor Carriers 
would receive out of the $330,130 were 
not yet available it was said. 


Steel and Freight Absorptions 


The Federal Trade Commission has 
announced tentative approval by it of 
an agreed settlement of its case against 
American Iron and Steel Institute, New 
York, and 90 steel producers, in which 
the complaint challenged pricing prac- 
tices used in the sale of steel products 
ranging from ingots to nails. 

The commission entered its tentative 
findings of fact and conclusion, together 
with a tentative order which would pro- 
hibit the Institute and the steel pro- 
ducers from entering into, cooperating 


in, carrying out or continuing “any 
planned common course of action, un- 
derstanding or agreement” to adopt, 
establish, fix or maintain -prices, or any 
element thereof, at which steel products 
shall be quoted or sold. 

The “price elements” covered by this 
prohibition include base prices; the 
extras to be added to or the deductions 
to be made from any base price for any 
specified characteristic; loading charges 
or delivery charges; and terms of dis- 
count, credit or other conditions of sale. 

One provision of the order forbids any 
agreement or planned common course 
of action to quote or sell steel products 
at prices “calculated or determined ... 
in accordance with any system or for- 
mula which produces identical price 
quotations or prices or delivered costs, 
or which establishes a fixed relationship 
among price quotations or prices or de- 
livered costs, or which prevents pur- 
chasers from securing any advantage in 
price in dealing with one or more of 
the respondents as against any of the 
other respondents.” 

Another is directed against any agree- 
ment or planned common course of 
action to fail “to quote or to sell and 
deliver any steel products f.o.b. at the 
plant of manufacture thereof.” 

In interpreting these and other pro- 
visions, the order says it is understood 
that: 


“The Federal Trade Commission is not 
considering evidence of uniformity of 
prices or any element thereof of two or 
more sellers at any destination or des- 
tinations alone and without more as 
Showing a violation of law. 

“The Federal Trade Commission is not 
acting to prohibit or interfere with de- 
livered pricing or freight absorption as 
such when innocently and independently 
pursued, regularly or otherwise, with the 
result of promoting competition.” 


Changes in Freight Rates 
Is Subject of Study by 


Department of Agriculture 


The Department of Agriculture, 
Bureau of Agricultural Economics, 
has issued a report entitled, “Chief 
Factors Underlying General Changes 
in Rail Freight Rates,” written by 
Ezekiel Limmer, transportation econ- 
omist of the bureau. The 58-page 
report embodies the results of a study 
with special reference to farm prod- 
ucts, 1910-1951. 


In the summary to the report the 
author points out that railroad rates 
on agricultural, as well as on non-agri- 
cultural, commodities have generally 
risen substantially over the last 40 
years. He also points out that the gen- 
eral increases were approved by the In- 
terstate Commerce Commission, acting 
under certain legislative and judicial 
pronouncements which he briefly out- 
lines. 

“Apparently the chief factor consid- 
ered by the Commission in its rate-level 
decisions has been the need for adequate 
earnings by the carriers,” says Mr. 
Limmer. “In addition to the level of 
rates, earnings have been affected prin- 
cipally by operating costs (as reflected 
mainly in wage rates, prices of materials 
and supplies, taxes, etc. and by volume 
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of traffic. The carriers have received 
large increases in rates during or fol- 
lowing each world war chiefly because 
of inflationary rises in costs, in spite of 
the high levels of traffic. They have 
also received some increases in freight 
rates during the depression of the 1930’s 
because of low levels of traffic, in spite 
of reduced wage rates and material 
prices. In one case, the Commission 
ordered a decrease in rates because of 
excessively high earnings.” 

Mr. Limmer also discusses other fac- 
tors in rate making, including value of 
service, agricultural economic conditions, 
and relationships between rates and 
prices. 


Motor Truck Manufacturers 
Issue Booklet on Volume of 
Freight Hauled by Trucks 


The motor truck division of the 
Automobile Manufacturers Associa- 
tion, Detroit, has issued a booklet en- 
titled, “Motor Trucks and National 
Defense,” in which it states that, 
“Each year, our trucks carry three 
times as much freight as the com- 
bined total hauled by all other forms 
of transportation.” 

Included in the booklet is a table 


headed, “How Freight Moves in U.S.” 
It is reproduced below: 


Ton-Miles 
Billions % 
122 11 


Tons Hauled 
Billions % 
8.3 75 


Railroads J 14 569 49 
Pipelines e 6 110 9 
Waterways d 5 345 31 
Airways * * * * 


* 315,000 tons, 200 million ton-miles. 
Source: Estimates for 1949 by Automobile 

_ Manufacturers Association, based on reports 
by government agencies. Truck data include 
3 billion tons moved on urban hauls, account- 
ing for 15 billion ton-miles. 

“Compared to most other freight haul- 
ers, trucks carry small loads,” it is stated. 
“In fact, that’s the job of trucks—to haul, 
daily, millions of small loads. The loads 
add up to 75 per cent of U. S. freight 
tonnage. 


“Many truck loads move over a thou- 
sand miles. More often, the haul is only 
20 miles or so. The distance isn’t really 
important. What counts is that the 
small loads move quickly and at low cost 
to the millions of places where they’re 
needed. 

“Our other freight carriers have a dif- 
ferent job. They haul large unit loads 
for very long distances over fixed routes. 
Because their average haul is long, they 
account for the bulk of freight “ton 
miles” (tons multiplied by mileage). 

“Truck services fall into three classes: 

“1. Nearly everything hauled by other 
freight carriers must also be hauled by 
truck. 

“By their pick-up and delivery service, 
trucks link our rail, water, air and pipe- 
line terminals with each other and with 
shippers and receivers of freight. The 
more a given commodity needs process- 
ing or special handling at various stages 
between original shipment and final use, 
the more likely it is to go through more 
shipments by truck. 

“2. Trucks also are the exclusive haul- 
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ers in many kinds of freight movement. 

“Freight moving up to several hundred 
miles is generally hauled by truck alone, 
from the door of the shipper direct to 
the door of the receiver. And on many 
even longer hauls, trucks are used ex- 
clusively for reasons of lower cost, faster 
delivery or other considerations. 

“3. Many trucks are not freight haul- 
ers at all, but provide other needed serv- 
ices. 

“The service trucks fight fires, main- 
tain roads, remove ice and snow, haul 
special equipment to the scene of wrecks 
and disasters, install public utility lines, 
help in construction and oil-field opera- 
tions, and do many other jobs that pro- 
tect life and property or provide public 
services of many other kinds. 

“A defense emergency obviously in- 
creases the importance of maintaining 
this fleet of service trucks at peak effi- 
ciency. 

“We had 5.1 million trucks registered 
in 1941. They traveled 55 billion miles 
a year. Today we have more than 8.6 
million trucks registered and they travel 
85 billion miles a year.” 


In World War II, the A.M.A. adds, 
trucks hauled up to 75 per cent of both 
inbound and outbound freight at war 
plants. ‘They provided transport be- 
tween suppliers and final assembly 
plants, and linked production lines with 
rail and water transport terminals, it 
said. 


In the current defense emergency, the 
booklet states, truck firms are producing 
an increasing number of military items, 
and at the same time, they are contin- 
uing to make the trucks needed for regu- 
lar transport services. 


“Today’s truck fleet contains a much 
higher proportion of over-age vehicles 
than did the 1941 fleet,” it is stated. 
“Almost 30 per cent of today’s trucks 
are 10 or more years old, and about 800,- 
000 new trucks are needed yearly to re- 
place scrapped vehicles.” 


President Acts to Provide 
Ships for Grain to India 


Under terms of a proclamation issued 
by President Truman, June 19, the Re- 
construction Finance Corporation has 
been directed to make advances not ex- 
ceeding $20 million to the Department of 
Commerce for activation and operation 
of ships for transportation of the “food 
grains, or equivalents” to be provided for 
meeting emergency needs in India, as 
authorized by the India emergency food 
act of 1951. 


The legislation to relieve hunger in 
India, signed by the President June 15, 
authorized the administrator of the Eco- 
nomic Cooperation Administration to use 
not more than $190 million of E.C.A. 
funds in the period ending June 30, 1952, 
for the purchase of food grains or equiva- 
lents in the United States for shipment 
to India. Such relief was made available 
to India on “credit terms,” including a 
provision that India make payment by 
transfer to the United States of “mate- 
rials required by the United States as 
a result of deficiencies, actual or poten- 
tial, in its own resources.” 

In his proclamation the President said 
that, as a result of consultation with 


“appropriate government officials and 
representatives of private shipping,” he 
found that private shipping was not 
available on reasonable terms and condi- 
tions for transportation of the supplies 
made available under the India emer- 
gency food act. Authority for the action 
contemplated in the President’s procla- 
mation was contained in section 5 of that 
act. Under that section, the Commerce 
Department is required to repay the 
R.F.C. for advances made by the latter 
for activation and operation of vessels 
not later than June 30, 1952, either out 
of funds made available to the Commerce 
Department for ship activation and op- 
eration or out of receipts from such op- 
erations. 


Canadian Pacific to Stay 
In Private Hands, Says 


Executive Vice-President 


Norris R. Crump, executive vice- 
president, Canadian Pacific Railway, 
Montreal, was guest of honor at a 

dinner at the 
Saddle and Sir- 
loin Club, in Chi- 
cago’s Union 
Stock Yards, the 
evening of June 
12, following his 
investiture, at 
Purdue Univer- 
Sity, Lafayette, 
Ind., two days 
previously, as doc- 
tor of engineering. 

Seventy-five leaders of midwestern in- 
dustry and transportation were guests 
at the dinner, at which John Barriger, 
president, Monon Railway, and Mrs. Bar- 
riger were host and hostess. Among the 
guests was Commissioner Mahaffie, in 


Chicago to preside at the hearings in Ex 
Parte 175. 


Mr. Crump spoke briefly of the long- 
continued friendly relationship between 
business and transportation of the United 
States and Canada. He said the Ca- 
nadian Pacific was the largest privately 
owned and operated railroad outside of 
the United States, and that its stock- 
holders and managers were determined 
to keep it so. 


Mr. Crump was elected vice-president 
of the Canadian Pacific in 1946, at the 
age of 42 and was elevated to its execu- 
tive committee three years later. He 
began work for the railroad at 16 as a 
car repair laborer and rose through the 
mechanical and engineering departments 
to become .general superintendent and 
general manager of the eastern lines, be- 
fore he became vice-president. He en- 
rolled at Purdue, on leave of absence, in 
1925 and was graduated in 1929. In 1950 
he received an honorary degree of doctor 
of laws from Queen’s University, Kings- 
ton, Ont. 


A.T.A. Safety Program 


Drivers of over 43,000 trucks belong- 
ing to 550 companies have pledged them- 
selves to a new highway safety program 
sponsored by the American Trucking 
Associations, Inc., according to an an- 
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nouncement made by G. D. Sontheimer, 
the association’s director of safety. 


He stated that the majority of ve- 
hicles were beginning to appear with 
“Tl Help You Pass” signs attached to 
them, indicating participation in the 
“A. T. A. National Share the Road Cam- 
paign.” 

“Motor carriers joining in the nation- 
wide program are seeking to promote 
highway safety and public good-will by 
eliminating ‘tailgating’ — two trucks 
traveling too closely together—and by 
requiring their drivers to pull over to 
the right on hills so as to allow faster 
moving vehicles to pass safely,” said 
A. EH. 

Company and driver pledges, posters 
and other campaign materials were 
being provided by A. T. A. to any truck- 
ing company interested in participating 
in the program, regardless of whether 
it is affiliated with one of the 52 state 
associations that make up the national 
association, it added. 


Joint Defense Board Sees 
No Military Justification 
For U.S.-Alaska Railroad 


Preparations for possible con- 
struction of a new railroad to serve 
as a link between the railroad sys- 
tems of the United States and Alaska 
have reached an impasse, in view of 
adverse comments of military au- 
thorities as to military justification 
for the project and in view of inaction 
by the Canadian government on the 
proposal, according to correspond- 
ence made public at the White House. 


In a letter he addressed to the Presi- 
dent, Secretary of the Interior Chapman 
noted that he had been asked by the 
President, as a result of enactment of 
legislation in 1949 calling for coopera- 
tive arrangements with Canada in con- 
nection with a survey of a route for the 
proposed railroad to Alaska (Public Law 
391, Eighty-first Congress), to take cer- 
tain steps to implement the legislation. 
Secretary Chapman said the President 
had asked that, in cooperation with the 
Secretaries of State and Defense, he 
(Secretary Chapman) try to effect an 
agreement with the Canadian govern- 
ment as to the conduct of the location 
surveys and economic studies authorized 
by Public Law 391 with respect to the 
proposed railroad from Prince George, 
British Columbia, to connect with the 
Alaska Railroad at a point near Fair- 
banks. 


Assistant Secretary of the Interior 
Warne, Major General Pick, chief of the 
Army Department’s Corps of Engineers, 
and H. Merrill Benninghoff, of the State 
Department, had been appointed as 
members of an interdepartmental com- 
mittee to handle the matter, Secretary 
Chapman wrote. He said that that group 
had conferred with Canadian govern- 
ment representatives October 12, 1950. 


“In a report to you of October 21, 
1950,” Secretary Chapman told President 
Truman, “I pointed out that at the Octo- 
ber 12 conference we had secured a ten- 
tative agreement for a joint economic 
study bearing on the feasibility of the 
proposed railroads, subject to approval 
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py the Canadian Cabinet. This approval 
has not been forthcoming. 


“In December of 1950 it was suggested 
that the Permanent Joint Board on De- 
fense, United States- Canada, be re- 
quested to examine the military justifica- 
tion of such a railroad. The request 
was made, and in March of this year 
Major General Guy V. Henry, acting 
chairman, United States Section, re- 
ported that: 


“It is the considered opinion of the 
board that sufficient military justifica- 
tion does not exist at the present time 
and under present circumstances for the 
construction of the proposed railroad to 
Alaska. It is likewise considered that for 
military reasons alone, further route sur- 
veys, economic surveys, and similar in- 
vestigations would not be warranted at 
this time.’ 

“The Permanent Joint Board on De- 


fense regards not only the construction 
of the proposed railroad as not justified 
by military needs, but concludes that 
location surveys and economic studies are 
unwarranted on the basis of military 
considerations alone. 

“In a note dated April 27, 1951, the 
Canadian government stated that in its 
view, a joint economic study could hardly 


- serve any useful purpose at this time. 


In view of the Permanent Joint Board’s 
recommendation and of the Canadian 
Government’s adverse decision, it does 
not appear feasible to proceed with the 
studies envisaged in Public Law 391. 


“Further action on the matter of eco- 
nomic studies and location surveys of 
the proposed railroad under Public Law 
391 will therefore be held in abeyance 
until circumstances make it more likely 
that full Canadian participation can be 
secured .. .” 


Goodyear Tells of Objectives of A.S.T.T. 
At Traffic Academy Graduation Exercises 


Suggests Graduates Continue Studies and Take the Examination 


Of American Society of Traffic and Transportation and Obtain 
‘Certified Traffic Manager’ Certificates. 


Twenty-seven students were gradu- 
ated from the Academy of Advanced 
Traffic, Inc., Philadelphia, Pa., in ex- 
ercises held the evening of June 14 
in Kugler’s Restaurant. 


The principal speaker was Claire J. 
Goodyear, traffic manager of the Phila- 
delphia & Reading Coal & Iron Co. The 
graduates also were addressed by E. 
Albert Ovens, vice-president, Academy 
of Advanced Traffic, Inc., and Albert 
Banscher, resident manager of the Acad- 
emy. The graduates are: 

Alvin Berg, Joseph W. Black, A. Louis 


Bourgeois, Hilton R. Byard, Raymond 
C. Carrick, Thomas J. Crean, Robert E. 
Davis, Harry W. Garforth, William J. 
Gilmore, Harold T. Heath, Robert 
Hughes, Robert W. Lippincott, John T. 
Loughrey, Howard McDonough, Charles 
J. Michel, John J. Masci, Bernard A. 
Mudrak, Thomas P. O’Brien, Edward J. 
O’Donnell, Robert E. Owen, William F. 
Quinn, Eugene G. Snyder, James Per- 
trusky, George H. Staubach, John A. 
Wallace, Charles H. Wilson and Boyden 
R. Gabell. 


Instructors present at the exercises 
were: A. Gerald Eells, traffic department, 


25 


| TRANSPORTATION WEEK 


Atlantic Refining Co.; Frank W. Hatfield, 
attorney, Busser & Bendiner; Edward 
F. Kane, assistant general traffic man- 
ager, Publicker Industries; Harry F. New- 
miller, traffic consultant; W. Lenig 
Travis, assistant manager traffic divi- 
sion, Atlantic Refining Co., and Albert 
M. Weitsmann, attorney, Shertz, Barnes 
& Shertz. 


Mr. Goodyear Addressing Graduates 


Mr. Goodyear’s address follows: 
“I come to you this evening bringing 
two things. First my sincere congratu- 
lations upon your completion of the 
course prescribed by this very excellent 
institution. Second, I bring you a chal- 
lenge to your ambition and ability to 
progress to greater and better things. 


“Traffic men, in the past, and very 
largely in the present, have been and 
are self-taught. Typical, I believe, is 
my own experience. Starting as an office 
boy in the general freight office of a 
railroad—a boy still in short pants— 
slow progress through a series of minor 
clerkships, trying while holding one job 
to learn the one ahead, finally landing 
the big job in the office—chief clerk. 
Then a job outside—in industry—apply- 
ing there the lessons learned in years 
of railroad work, learning the traffic 
problems of industry and learning the 
solutions of those problems. 








































































26 


| TRANSPORTATION WEEK 


“Many men have come through one 
or another variation of this routine. 
Many men, by this means have become 
able, a few of them brilliant, traffic 
men. 


“But there has never been a common 
measure by which the attainments of 
traffic men could be determined, and the 
result has been that traffic work, as 
compared with work of comparable im- 
portance in industry or transportation, 
has not been highly regarded, properly 
recognized, nor adequately rewarded. 


“Long ago, work of comparable intri- 
cacy, requiring similar length of training, 
and like degree of intelligence, has been 
recognized as professional, with corre- 
sponding rewards in prestige and in- 
come. I refer to the professions of 
medicine, law, architecture, accounting, 
dentistry, and the like. 


“Traffic work, and preparation for it, 
have now become recognized by our 
educational institutions. Men of high 
standards, excellent education and long 
experience are now engaged in teaching 
young people all of the intricate array 
of fundamental knowledge that a com- 
petent traffic manager must have in 
order to do a good job. The educational 
standards are gradually being improved 
to the point where a young man, gradu- 
ating from one of these institutions, is 
as well equipped to engage in traffic 
work as is a young lawyer, just out 
of law school equipped to practice law. 
He has the fundamental knowledge, but 
he needs experience. 


“With these modern developments in 
mind, the older men in the traffic fra- 
ternity have for some years been seek- 
ing some means by which traffic men 
who have been educated adequately may 
receive recognition, in much the same 
way as men who have attained profi- 
ciency in law or medicine are recognized 
as lawyers or doctors of medicine. 


Organization of A.S.T.T. 


“After many, many meetings of traf- 
fic men in various parts of the country, 
there was formed a few years ago the 
American Society of Traffic and Trans- 
portation, which has for its prime pur- 
pose the establishment of the ‘Certified 
Traffic Manager’ in his proper place in 
American industry. 

“The Association will not undertake 
educational activities. These are already 
in active existence, and the facilities for 
study of traffic problems are each year 
being expanded and improved. Such in- 
stitutions as this and a rapidly increas- 
ing number of our colleges and univer- 
sities are now conducting well-staffed 
traffic courses all of which,will qualify 
beard students for service in the traffic 

eld. 

“There are other things, however, 
which are necessary to the traffic man 
who has the ability and the ambition 
and the desire to be of use to his em- 
ployer in the broadest scope. He should 
know the history of transportation de- 
velopment particularly in this country. 
He should have some grasp on the sub- 
ject of economics in order that he may 
relate his transportation work to the 
other activities involved in his employ- 
er’s business. He should have a consid- 
erable knowledge of industrial organiza- 
tion and management methods. He 
should have some knowledge of business 
law which is involved in so many of the 





details of industrial management in this 
generation. 


“What the Association is trying to do 
is to examine aspirants to a certificate 
in traffic management, whether they be 
students or others who are self-taught 
or gained their education in the old- 
fashioned school of hard knocks, to as- 
certain whether they have acquired that 
proficiency in their chosen work which 
will enable them to give satisfactory 
service in traffic work. 


“This organization was founded, and 
up to this time is being sponsored and 
financed, by older traffic men—men who 
have little or nothing to gain from the 
organization because they have already 
established themselves. For its future 
membership it relies on the younger men 
—the men. of the future—the men who 
can profit from the efforts which have 
been put forth by their elders in their 
behalf. 

“The plan of the Association is to hold 
examinations, at locations well scattered 
over the country, several times during 
each year. Candidates who successfully 
take these examinations will be ad- 
mitted to the Association as active mem- 
bers, and will be awarded certificates as 
‘Certified Traffic Manager.’ 

“The examinations will be subdivided 
into several divisions, covering the va- 
rious subjects that are prescribed. In 
other words, the students will not be re- 
quired to cover at one examination all 
of the subjects of which their knowledge 
is to be tested. 


Recognition for Traffic Man 


“The effect of this movement will not 
be immediately apparent. Some time 
will be required even for one individual 
to pass these examinations and secure 
his certificate. Over a period of time, 
however, if the ambitious younger men 
will study and fit themselves thoroughly 
to undertake a career in traffic man- 
agement, and then pass these examina- 
tions and obtain their certificates, it will 
be a matter of only a few years when 
the possession of the Certified Traffic 
Manager certificate will be the key to 
open the door of opportunity to the fully 
qualified traffic man. In the course of 
time it may well be that the Society’s 
certificate will be an indispensable pre- 
requisite for the pursuit of the traffic 
profession in any responsible capacity. 

“The purpose of all this is, of course, 
to secure for the traffic man wider recog- 
nition of his place in industry, with im- 
proved adequacy of compensation. 

“What has been said of this organi- 
zation should recommend it to all who 
are making a career of traffic work. The 
men who have promoted it, who as 
founder members have financed it, are 
men who have already established them- 
selves in positions of responsibility and 
have nothing to gain for themselves ex- 
cept the satisfaction of promoting the 
interests of their younger confreres who 
still have opportunities for progress in 
this most. interesting branch of human 
endeavor. 

“While I am not entirely familiar with 
the courses that are taught at the Acad- 
emy of Advanced Traffic, I assume that 
there are some branches of knowledge 
which I previously named which are not 
included. I, therefore, recommend to you 
young men who have demonstrated your 
interest in traffic work, to make further 
study of the subjects which you have not 
already covered and thereby fit your- 
selves for recognition and advancement. 
Then take the examination of the Ameri- 
can Society of Traffic and Transporta- 
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tion, so that with the aid of the So- 
ciety’s certificate you may be prepared 
to make rapid progress in transportation 
work. 


“Full information as to the courses of 
study that are recommended, and the 
examinations, can be had from Mr. E. H. 
Breisacher, Registrar of the Association, 
who can be reached at Box 2128, Middie 
City Station, Philadelphia 3, Pa. 





Decrease of 4.8 Per Cent 
In Third Quarter Loadings 
Seen by Ohio Valley Board 


An over-all decrease of 4.8 per cent 
in carloadings in its territory for the 
third quarter of 1951, compared with 
the same 1950 period, was forecast 
by the Ohio Valley Transportation 
Advisory Board at its ninety-eighth 
regular meeting, June 20, at the Lin- 
coln hotel, Indianapolis, Ind. 


Various committees of the board held 
meetings on June 19. Guest speaker 
at a luncheon session on June 20 was 
H. Frederick Willkie, president, Kingan 
& Co., Indianapolis. The luncheon was 
sponsored jointly by the Indiana State 
Chamber of Commerce, the Indianapolis 
Traffic Club, the Board of Trade and the 
Chamber of Commerce of Indianapolis. 
F. A. Doebber, traffic director, Citizens 
Gas & Coke Utility, Indianapolis, was 
chairman of the committee on arrange- 
ments. 


Total carloadings in the board’s terri- 
tory for the third quarter were estimated 
at 960,709 cars, as against 1,009,243 cars 
actually loaded in that territory in the 
third quarter of 1950. Largest of the 
increases predicted for various commod- 
ity groups were: Brick and clay prod- 
ucts, 10.4 per cent; fertilizers, all kinds, 
5 per cent, and chemicals and explosives, 
3.5 per cent. Decreases in loadings were 
forecast for seven groups of commodi- 
ties, as follows: Livestock, 0.8 per cent; 
coal and coke, 6 per cent; gravel, sand 
and stone, 2.2 per cent; iron and steel, 
0.3 per cent; agricultural'implements, 0.6 
per cent; automobiles and trucks, 8.4 
per cent; vehicle parts, 0.9 per cent. 

Mr. Willkie, in his address on “Per- 
sonnel Policies and Labor Relations,” 
said that most of the labor troubles of 
industry stemmed from “the failure of 
management to develop philosophically 
as they developed technologically.” 


Education for Employes 


A high school graduate had _ little 
chance of rising to management levels 
“in an industrial world which puts an 
ever increasing premium on specific 
types of knowledge,” he said. He asserted 
that “management must lead and in- 
struct, rather than ordering or bossing.” 
On the subject of employe education, he 
said: 

“The personnel department should 
work closely with the education depart- 
ment to see that work experience is sup- 
plemented by any and all types of ad- 
vance study needed by the individual to 
enable him to function adequately in any 
given position; in fact, the secret of suc- 
cessful industrial relations lies, in my 
opinion, in the happy balance between 
controlled industrial experience and care- 
fully selected higher education. With 
proper blending in the personnel depart- 
ment, this combination can and should 
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produce what I have referred to pre- 
viously as the ‘whole industrial man.’ At 
least it will produce people who can func- 
tion anywhere within the organization, 
people with high management potential, 
and people who are happy in their 
work because they have learned to wel- 
come problems and to make use of every 
facility in an industrial culture to solve 
them.” 

R. A. Whitty, Traffic director, Belk- 
nap Hardware & Manufacturing Co., 
Louisville, Ky., general chairman of the 
board, presided at the board’s sessions. 

J. P. Haynes, manager of the trans- 
portation division of the Louisville (Ky.) 
Chamber of Commerce, in a report he 
presented as information as chairman 
of the board’s legislative committee, dis- 
cussed S. 1574, the O’Conor bill to provide 
“geographical equality” for appointments 
to the Commission; S. 1603, the Johnson 
pill to assure allocations of materials for 
freight cars and locomotives, and several 
other transportation measures pending 
in Congress. 


Transportation Planning 


H. A. Hollopeter, traffic director of the - 


Indiana State Chamber, reporting as 
chairman of the board’s committee on 
transportation planning for the future, 
advised watchfulness against the pos- 
sibility of some “unrecognized but in- 
sidious” attempt, by indirect action, to 
bring about government ownership and 
operation of transportation. He said 
that, in the public interest, there should 
be provided in the government legal ma- 
chinery whereby both labor and man- 
agement in transportation could obtain 
“a fair and equitable solution to all their 
labor problems without resort to the de- 
structive strikes.” With such a provi- 
sion, he said, adequate prohibitions 
should be set up against “any interfer- 
ence from this cause or any other” with 
continued and adequate transportation 
service. 

A. M. Harris, of Chicago, superintend- 
ent of freight transportation, Pennsyl- 
vania Railroad, presented a report as 
chairman of the railroad contact com- 
mittee. The railroads, he said, needed 
more l.c.l. freight to maintain their best 
lel. service. He stated that a survey 
had shown that no railroad in the board’s 
territory had any labor shortage. He 
reported that there was a surplus of 
serviceable locomotives in the territory. 

In the report of the railroad loss and 
damage prevention committee, Forrest 
Bennett, of Chicago, freight claim agent, 
the Monon, chairman of the committee, 
said that for the first three months of 
1951 the Association of American Rail- 
roads estimated claim payments to have 
been $22,736,412, an increase of 2 per cent 
over the corresponding 1950 period. He 
Said the number of new claims presented 
in the first quarter of 1951, as estimated 
by the A.A.R., showed an increase of 4.2 
per cent over the 1950 period. 


‘Good Prevention Work’ 


“The ratio of loss and damage claim 
payments to freight revenue for the first 
three months, 1951, was 1.05 per cent 
compared with 1.27 per cent for the same 
period, 1950, a decrease of 0.22 or 17.3 
per cent,” said he. “This lowering of the 
ratio reflects the good prevention work 
of the shipper and carrier. Such co- 
operation cannot do otherwise than 
produce good results.” 

R. P. Smith, of the Pennsylvania 
Railroad, Cincinnati, O., chairman of the 
railroad less-carload committee, reported 
on a meeting of the national committee 


of L.c.l. subcommittee chairman held in 
Chicago on May 14. He said that “a 
problem that is recurrent and present in 
all sections is that the increasing cost 
of pick-up and delivery service about 
which the railroads feel a grave con- 
cern.” He solicited cooperation of ship- 
pers in prompt loading and/or unload- 
ing of the pick-up and delivery trucks. 
He said that freight stations were cur- 
rent in the handling of merchandise 
cars and that a survey indicated that 
most cars were moving on schedule. 


C. R. Megee, vice-chairman, car serv- 
ice division, A.A.R., spoke about the 
freight car supply situation. 


Coal Loading Outlook 


In a report of the board’s coal and 
coke committee, headed by E. C. Perkins, 
president of The Webb Fuel Co., Cincin- 
nati, O., it was predicted that, “on the 
basis of current stocks, delayed demand 
and increased defense production, plus 
the possibility of early signs of another 
near-normal winter,” there would be 
“only a slight decrease” in demand for 
cars to meet the country’s coal needs. 
Coal carloadings in the third quarter of 
last year, the committee said, had shown 
the effect of ‘scarce buying’ resulting 
from the unheralded invasion of Korea.” 
The committee anticipated that coal car 
requirements for the third quarter would 
be about 783,555 cars, a decline of 6 per 
cent below the actual total for the third 
quarter of 1950. 


Other reports were presented by H. E. 
Solsman, traffic manager, Andrew Jer- 
gens Co., Cincinnati, chairman of the 
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executive committee; J. G. Young, direc- 
tor of transportation, Columbus, O., 
Chamber of Commerce, for the traffic 
committee; R. J. Joyce, general traffic ° 
manager, Central Ohio Paper Co., Co- 
lumbus, for the car efficiency commit- 
tees; R. J. Tyler, general traffic manager, 
Tube Turns, Inc., and Girdler Corp., 
Louisville, for the loss and damage pre- 
vention and less-carload committee; and 
J. P. Dockter, district manager, A.A.R. 
car service division. 

Mendel A. Keith, traffic manager, Co- 
lumbus Coated Fabrics Co., Columbus, 
O., chairman of the membership com- 
mittee, presented Emil G. Stanley, 
executive vice-president and secretary of 
Traffic Service Corporation, as a new 
member of the board. On motion of 
General Chairman Whitty, Mr. Stanley 
was unanimously made publicity chair- 
man for the board. Mr. Stanley ad- 
dressed the executive committee on plans 
for board publicity in the future. The 
board adopted a resolution expressing 
thanks to L. T. Henderson, special repre- 
sentative of the Pennsylvania Railroad, 
Chicago, for the assistance given by him 
in publicity work for the board in the 
past. 

The September meeting of the board 
will be held September 18 and 19 in the 
Brown hotel, Louisville, Ky. The annual 
meeting of the board will he held 
December 4 and 5 in Hotel Gibson, Cin- 
cinnati, O. - 


Transport Minister of Canada Places 
Three New Bills Before Parliament 


Proposed Legislation Would Carry Into Effect Recommendations of 


Royal Commission on Transportation Concerning Economies by Two 


Major Railways, Freight Rate Equalization, ‘Subsidized’ Freight. 


Special Correspondence from Ottawa, Canada 


Transport Minister Lionel Chevrier 
brought into Parliament, in the week 
ended June 16, three bills that were 
based on recommendations of the 
Royal Commission on Transportation. 


The bills will be referred to the House 
of Commons railway committee, which 
will probably hear representations on 
them from railways and other interests 
prior to their enactment at the fall ses- 
sion of Parliament. 


The bills are: (1) An amendment to 
the Canadian National-Canadian Pacific 
act; (2) an amendment to the railway 
act; (3) an amendment to the maritime 
freight rates act. 

The Canadian National-Canadian Pa- 
cific act requires Canada’s two major 
railways to consult and cooperate with a 
view to effecting economies by eliminat- 
ing duplicating services. The- Royal 
Commission questioned whether they 
were doing all possible in this direction 
and recommended a “tightening up.” 

The amendment will require the gov- 
ernment-owned Canadian National to 
report on results achieved under the 
act, and on cooperative projects ap- 
proved, studied and rejected or cur- 
rently under study in its annual report 


to parliament. The purpose of the 
amendment is to force publicity on the 
extent to which the two railways are 
either cooperating or working at cross- 
purposes and to enable Parliament to 
take further action as necessary. 


Freight Rate Equalization 


Amendments to the railway act aim 
at carrying into effect the commission’s 
recommendations that freight rates be 
equalized as between the different regions 
of Canada, despite differences in trans- 
portation conditions. The governing 
clause reads: 


“It is hereby declared to be the na- 
tional freight rates policy that, subject 
to the exceptions specified (elsewhere in 
the act), every railway company shall, 
so far as is reasonably possible, in re- 
spect of all freight traffic of the same 
description, and carried on or upon the 
like kind of carriages or conveyances, 
passing over all lines or routes of the 
company in Canada, charge tolls to all 
persons at the same rate, whether by 
weight, mileage or otherwise.” 

The amending bill would give -the 
Board of Transport. Commissioners 
power to require a railway to establish 
a uniform scale of mileage class rates 
applicable to its whole system or to 
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establish uniform commodity rates or to 
revise any other rates in effect. The 
board would also have power to disallow 
any tariff or portion of a tariff it con- 
siders in conflict with the national 
policy. These provisions, however, do 
not apply to joint international rates 
between points in the United States and 
points in Canada nor to rates on export 
and import traffic which bear a fixed 
relationship to rates on similar traffic 
moving through American ports. 

Another new section carries out a com- 
mission recommendation that rates be- 
tween intermediate points on transcon- 
tinental routes shall not exceed through 
rates by more than one-third. This is 
aimed at situations where, due to com- 
petition of water transportation, rates 
between eastern Canada and Vancouver 
are substantially lower than rates be- 
tween the east and mid - continental 
cities. 

It is proposed to allow an appeal to 
the Supreme Court of Canada from de- 
cisions of the Board of Transport Com- 
missioners on questions of law. Hitherto 
the only appeal has been on a question 
of jurisdiction. 

A new division of freight tariffs is 
proposed in the bill. Four kinds of 
tariffs, “class rate,” “commodity rate,” 
“competitive rate” and “special arrange- 
ments” will replace the present three 
classes of “standard freight,” “special 
freight” and “competitive.” 

Provision is made for more control 
and supervision over the establishment 
of competitive rates. The Board of 
Transport Commissioners is empowered 
to require a company filing a competi- 
tive rate to establish that competition 
exists, that the rates are compensatory 
and are not lower than necessary. The 
railway concerned may also be required 
to name the competing carriers and 
prove the rates allegedly charged by 
them as well as the volume of traffic af- 
fected and the amount of traffic which 
is being diverted from the railway by 
competition. 


Railways, as well as other utilities 
subject to regulation by the board, are 
going to be called on to make more de- 
tailed returns on their operations. Where 
they are now required to make annual 
returns on “capital, traffic and working 
expenditure” they will be required to 
report “assets, liabilities, capitalization, 
revenues, working expenditures and traf- 
fic.” The present monthly return on 
traffic is going to be enlarged to cover 
“revenues, working expenditure, traffic 
and all other information that may be 
required.” 

The commission’s recommendation 
that a uniform system of accounting for 
all railways be established is reflected 
in a new clause authorizing the Board 
of Transport Commissioners to institute 
and maintain a statistical procedure to 
provide data necessary in the perform- 
ance of its regulatory duties. With the 
same object, another new clause author- 
izes the board to prescribe uniform sta- 
tistical and accounting systems on the 
railways. 

The maritime freight rates act provides 
a subsidy on freight moving into and out 
of the far eastern provinces, with a view 
to overcoming the geographic-economic 
disabilities of the area. The subsidy is 
the amount needed to reduce certain 


freight charges 20 per cent below the 
regular tariff. 

One amendment regularizes the pres- 
ent practice of allowing the 20 per cent 
subsidy on the proportionate part of a 
combined rail and water haul which 
takes place in the area covered by the 
act, although the act made no previous 
reference to water-borne tariff. 


Another amendment relieves the Ca- 
nadian .National Railways from the obli- 
gation of keeping separate accounts for 
its eastern lines. 


Majority, in U.S. Chamber 
Opinion Poll, Favors Single 
Federal Transport Agency 


If views expressed by two-thirds of 
the transportation executives who 
attended a regional transportation 
conference at Atlanta, Ga., June 7 
and 8, were to prevail, all regulatory 
and promotional functions (other 
than emergency action) in the trans- 
port field would be handled by a 
single regulatory agency. 


Announcing the results of the poll, 
taken at the southeastern transportation 
conference which it sponsored (T.W., 
June 16, p: 29), the transportation de- 
partment of the Chamber of Commerce 
of the United States said that 67 per 
cent favored the single transport agency 
proposal and that a larger majority de- 
sired: that transportation agencies be 
kept free from control by the executive 
branch of the government. The opinion 
poll results were announced after they 
had been tabulated by the Chamber’s 
transportation department staff. In its 
report on the poll, the department said: 

“Response on questions as to the form 
of organization of federal transportation 
agencies showed that 67 per cent ap- 
proved the Chamber’s recently adopted 
policy calling for the establishment of 
one agency to handle regulatory and 
promotional functions for all types of 
carriers; 18 per cent supported the estab- 
lishment of two agencies—one to handle 
regulatory and the other to handle pro- 
motional functions for all types of car- 
riers; and 15 per cent either did not 
answer or did not support the proposals. 


Vote on ‘Control’ Issue 


“The poll showed that 85 per cent 
supported the Chamber’s stand that the 
executive branch of the government 
should not have control over any trans- 
port agency—promotional or regulatory; 
10 per cent supported the position that 
the executive branch of the government 
should have control over promotional 
transport functions; and 5 per cent did 
not express their views on either stand. 


“Those answering the poll were broken 
down by profession as follows: 20 per 
cent were shippers, 72 per cent were 
carrier representatives, and 8 per cent 
were independent transport interests. A 
further breakdown by primary transport 
interest shows 45 per cent under rail, 37 
per-cent under highway transport, 12 
per cent water, and 6 per cent air. 

“Several other timely transportation 
issues were covered in the questionnaire. 
A preponderance of replies also support- 
ed the Chamber’s policy asking for sepa- 
ration of air mail payments into ‘subsi- 
dies’ and actual payments for the serv- 
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ice. This same overwhelming support 
was given the Chamber’s existing policy 
which advocates that. federal funds 
should not be appropriated to aid the 
construction of airports largely devoted 
to local flying activities. 


U.S. Barge Operation Opposed 


“Another Chamber policy likewise 
stood this test by transportation officials. 
Virtually every answer called for liqui- 
dation of the federal government’s in- 
terest in the Federal Barge Lines, hold- 
ing that enough time had been given 
this corporation to prove its experi- 
mentation in river common-carrier 
transportation. 

“As could be expected, the greatest 
diversity of answers came under the 
questions on motor vehicle sizes and 
weights. Nation-wide uniformity of 
regulations drew 48 per cent support; 
40 per cent favored existing regulation, 
and 12 per cent voted for regional uni- 
formity of regulations. Further ques- 
tions on this subject revealed that a 
large majority supported different size 
and weight regulations for different 
classes of highways, and equal support 
was given to the choice of federal or 
state regulation of sizes and weights. 

“Replies submitted by highway trans- 
port representatives, with all other re- 
plies excluded, showed heavy support for 
nation-wide uniformity and _ federal 
regulation. 


Self-Liquidation of Seaway 


“Strong belief that the St. Lawrence 
seaway could not be a self-liquidating 
project and that the seaway should not 
be built unless it could ‘pay its own way’ 
was also brought out. 


“An interesting assortment of re- 
plies in response to three suggestions 
on possible solutions to the railroads 
long-run financial difficulties showed 
that the railroad representatives and 
many of the shippers answering the 
poll believe national transportation pol- 
icies must be revised. On the other 
hand, virtually all the other carrier rep- 
resentatives and most of the shippers 
and independent transport interests 
thought the solution was one that 
could be handled primarily through 
greater efficiency by the railroads. 

“The final question asked the trans- 
port officials to identify the one most 
important factor, other than construc- 
tion of new cars, necesary to keep freight 
car shortages at a minimum. The great- 
est response was for two of the six 
choices. The majority thought that 
carriers should use their present car 
supply more efficiently, although almost 
as many believed the answer was to 
load and unload cars more promptly. 
By eliminating the votes by the railroad 
representatives, the choice calling for 
greater carrier efficiency was by far the 
greatest. 


“The response to the informal opin- 
ion poll was gratifying, and the Chain- 
ber plans to continue the innovation at 
some of its future transportation con- 
ferences.” 


Weller Addresses A.A.T. Alumni 


Walter W. Weller, president of the 
Atlantic States Shippers Advisory Board 
and eastern zone traffic manager of the 
Weyerhaeuser Sales Co., was the princi- 
pal speaker at the spring meeting of the 
Alumni Association of the Academy of 
Advanced Traffic, held at the Hotel New 
Yorker. He was introduced by John J. 
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McBride, president of the association, as 
a traffic man whose breadth of experi- 
ence qualified him particularly to discuss 
shipper-carrier relations. 


Mr. Weller pointed to shipper coopera-~ 


tion as a necessary condition for success- 
ful solution to today’s operational prob- 
lems in freight transportation. He cited 
specific instances of improved transport 
efficiency directly attributable to the 
work of shippers’ advisory groups. Mr. 
Weller particularly urged Academy grad- 
uates to lend their efforts to the shippers 
advisory boards and suggested active 
participation in regional meetings. A 
nominating committee was elected to 
submit candidates for officers of the as- 
sociation for the new term. 


Panama Canal Traffic in 
Fiscal Year 1950 Shows 


Continuing Upward Trend 


Four of the principal features of 
Panama Canal traffic for the fiscal 
year ended June 30, 1950, showed 
substantial increases over the preced- 
ing year, according to the annual re- 
port transmitted by Governor F. K. 
Newcomer, of the Panama Canal, to 
the Secretary of the Army. 


The number of tolls-paying vessels 
passing through the canal in fiscal year 
1950 totaled 5,448, as against 4,793 in 
fiscal year 1949 and 4,678 in fiscal year 
1948, Governor Newcomer reported. Long 
tons of cargo aboard those vessels in 
1950 totaled 28,872,293 tons, compared 
with 25,305,158 tons in 1949 and 24,117,788 
tons in 1948. Tolls collected in fiscal year 
1950 totaled $24,430,206, as against $20,- 
541,230 in the preceding year and $19,- 
956,593 in 1948. Net vessel tonnage (Pan- 
ama Canal measurement) for fiscal year 
1950 aggregated 28,013,236 tons; for 1949 
the corresponding figure was 23,473,236 
tons and for 1948 it was 22,902,064 tons. 

In addition to the 5,448 oceangoing 
tolls-paying ships that transited the 
canal in 1950, Governor Newcomer said, 
there were 1,185 tolls-paying vessels un- 
der 300 net tons (principally small 
banana boats operating in local waters), 
and 1,061 transits of vessels exempt from 
payment of tolls, or a total of 7,794 
transits in fiscal year 1950, compared 
with 7,361 in the preceding year and 
6,999 in fiscal year 1948. 

“Approximately 82 per cent of the net 
vessel tonnage transiting the canal in 
the fiscal year 1950,” Governor New- 
comer said, “was employed in eight trade 
routes. By far the most significant 
change from the previous fiscal year was 
the heavy increase in the United States 
intercoastal trade. The gain in net ton- 
nage for other traffic, i. e., total traffic 
with the United States intercoastal trade 
eliminated, was only 2.2 per cent. . .” 

He showed that the increase in net 
vessel tonnage for U.S. intercoastal trade, 
1950 over 1949, was 171.7 per cent. For 
other trade routes, increases or de- 
creases in net tonnage moved through 
the canal, fiscal year 1950 over fiscal 
year 1949, were reported as follows: 

East coast U.S.-west coast South 
America, increase of 4.6 per cent; US. 
east coast-Asia, decrease of 7.9 per cent; 
Europe-west coast U.S./Canada, decrease 
of 1.7 per cent; Europe-Australasia, in- 
Crease of 5.3 per cent; Europe-west coast 
South America, increase of 10.7 per cent; 


U.S. east coast-west coast Central 
America/Mexico, decrease of 0.4 per cent; 
U.S. east coast/Canada-Australasia, de- 
crease of 12.7 per cent; all other traffic, 
increase of 11.6 per cent; total increase, 
including U.S. intercoastal, 19.3 per cent; 


increase, excluding U.S. intercoastal, 2.2 - 


per cent. 


Intercoastal Vessel, Cargo Tonnage 


Net vessel tonnage engaged in the 
U.S. intercoastal trade in fiscal year 
1950, the Panama Canal report showed, 
totaled 6,441,443 tons and constituted 23 
per cent of the total net tonnage routed 
through the canal in that period. Tank- 
ers accounted for 3,238,000 net tons, as 
against 279,000 net tons in fiscal year 
1949, while “all other” accounted for 3,- 
203,000 net tons in fiscal year 1950, com- 
pared with 2,092,000 in 1949. Governor 
Newcomer noted that 1950 was a year 
relatively free from the effects of strikes, 
while in 1949 intercoastal shipping was 
“at a practical standstill for about three 
months on account of the longshore- 
men’s strike.” 


“Cargo moving in the United States 
intercoastal trade in the fiscal year 1950 
totaled 17,376,440 long tons, an increase 
of 139 per cent over the previous year,” 
he continued. “Of this total 1,846,324 
long tons were routed from the Atlantic 
to the Pacific, a gain of 28 per cent over 
tonnage moving in that direction last 
year; in the opposite direction the cargo 
movement totaled 5,530,116 long tons, 
which was almost three and one-half 
times the Atlantic-bound movement in 
this trade in the previous fiscal year. 


“Largely because of the heavy tanker 
movement, United States intercoastal 
traffic in 1950 advanced to a level which 
lacked but 5 per cent of equaling the 
1935-1939 average over this route. The 
volume of intercoastal tanker tonnage 
in the fiscal year 1950 almost trebled 
the 1935-39 level for that type of traffi- 
fic, whereas traffic of intercoastal dry 
cargo tonnage, which in the post-war 
era has been lagging considerably from 
pre-war levels, was at about 57 per cent 
of the 1935-39 average.” 


Canada’s Transport Board 
Takes Rail Rate Increase 
Plea Under Advisement 


Special Correspondence from Ottawa, Canada 


The Board of Transport Commis- 
Sioners has reserved its decision on 
the application of Canadian railways 
for a 14 per cent freight rate increase 
in consequence of increased costs 
arising out of the establishment of a 
40-hour work-week on June 1. 


That makes two rate cases on which 
decision is pending. Late last year the 
railways applied for a 5 per cent increase 
and no decision has been delivered yet, 
although argument was heard in Jan- 
uary. 

Hearing on the 14 per cent applica- 
tion took place the week of June 11 and 
was completed in a few days, the short- 
est hearing of a freight rate case in 
recent years. The fight against the rate 
boost was carried on by counsel for 
eight provincial governments, all prov- 
inces in the west and east. Main points 
made in answer to the railways’ case 
were that railway revenues were high, 
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due to heavy traffic volume, and that 
the roads were in no need of additional 
revenue to meet higher costs. Opposing 
counsel also alleged that railway esti- 
mates of their increased labor cost re- 
sulting from the 40-hour week were 
exaggerated and cited experience of 
American railways as evidence of this. 
It was contended that the actual cost 
to American railways proved to be much 
less than their first estimates and, on a 
comparable basis, less than the Canadian 
railways’ estimates. The position of 
the Canadian Pacific Railway’s American 
subsidiary, the “Soo” Line, was specially 
cited. 


Great Lakes Advisory Board 
Makes Plea for Adequate 
New Freight Car Program 


Insisting that a program for con- 
struction of not less than 12,000 new 
freight cars a month should be es- 
tablished and maintained, the Great 
Lakes Regional Advisory Board, in 
its June meeting in the Cleveland 
hotel, Cleveland, O., (T.W., June 2, 
p. 22) dispatched a letter to heads of 
defense emergency agencies in Wash- 
ington in ‘which it said that an in- 
adequate freight car program was 
“the certain way” to a transportation 
failure. 

At a luncheon sponsored jointly by 
the Great Lakes board, the Traffic Club 
of Cleveland and the Cleveland Chamber 
of Commerce, the speaker was Paul W. 
Johnston, president of the Erie Railroad. 
He discussed some intangible assets that, 
he said, the railroads had accumulated 
in the course of their efforts to provide 
the type of service needed by the public 
and American industry. 


Railroad employes constituted the 
finest asset of the railroad industry, he 
asserted. 


“It has been my experience,” he said, 


“that railroad employes are good and 


respected citizens in the communities 
where they live. I highly recommend 
them to you.” 


He said that education of rail em- 
ployes was an asset for the shipping 
public. Instruction in salesmanship, 
courtesy, safety, economics, job analysis 
and other similar subjects was constantly 
being offered by the railroads for the 
benefit of their employes, he stated. 

“For many years,” he continued, “we 
have trained men who now have respon- 
Sibilities for traffic problems in other 
industries. I am sure the percentage 
of former railroad employes now engaged 
as traffic managers for large industries 
is very high.” 

Another asset to the railroads, said 
Mr. Johnston, was the existence of the 
shippers’ advisory boards. Their con- 
structive criticism had been helpful in 
eliminating many shortcomings of the 
railroad industry, he said. 

“IT am sure,” he added, “there are no 
shippers’ advisory boards in Russia nor, 
even if they existed, could they perform 
any worthwhile function in countries 
where railroads are government-owned 
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and operated. The partnership between 
industry and railroad transportation, as 
evidenced by this gathering today, gives 
added confidence in the future of our 
country.” 


Letter About Freight Car Steel 

The Great Lakes board’s letter about 
freight car requirements was addressed to 
Administrator Harrison, of the Defense 
Production Administration and was 
signed by the board’s president, Norbert 
J. Beez, traffic manager, Jennison-Wright 
Corp., Toledo, O. Copies of the letter were 
sent to Director Wilson, of the Office of 
Defense Mobilization; Administrator 
Fleischmann, of the National Production 
Authority; Administrator Knudson, of the 
Defense Transport Administration; Sen- 
ator Johnson, of Colorado, chairman of 
the Senate interstate and foreign com- 
merce committee, and a number of othérs 
in the Senate, the House, and the execu- 
tive branch of the federal government. 
The text of the letter follows: 

“Tt is with disappointment and appre- 
hension that the Great Lakes Regional 
Advisory Board, at its meeting in Cleve- 
land, O., June 6, heard apparently au- 
thoritative reports that the Defense Pro- 
duction Administration has reduced the 
allocation of steel for the construction 
and repair of railroad freight cars for 
the third quarter of this year. 

“At our meeting at Buffalo on March 
28, we prepared and submitted a state- 
ment supporting the proposition that a 
construction program of not less than 
12,000 cars per month should be estab- 
lished and maintained. The second quar- 
ter allocation was calculated to produce 
10,000 cars and the reduction for the 
third quarter would seem to provide 
for 7,500 to 8,000. The former program 
was inadequate and that for the coming 
period is so far short of what is needed 
as to be improvident. 

“Neither the civilian nor the military 
aspects of the national economy can be 
served by production which cannot be 
moved, and, indeed, production itself is 
strictly limited by transportation ca- 
pacity. A collapse of our defense efforts 
or our domestic agriculture and manu- 
facture, if such should occur, will be 
preceded by transportation failure. An 
inadequate freight car program is the 
certain way to such a failure. 

“As shippers representing an area of 
vital importance to our country’s life, we 
are firmly convinced that our position 
of last March was and still is sound. We 
urge further and prompt reconsideration 
of the matter of allocations of materials 
essential to the maintenance and in- 
crease of railroad freight equipment.” 


Rail Executives and ‘Restrictions’ 


In his presentation of the report of the 
board’s legislative committee, Andrew H. 
Brown, traffic commissioner of the 
Cleveland Chamber, said that constantly 
increasing restrictions under which the 
railroads had operated for over 60 years 
had had “serious effect.” 

“We seem to have two general types 
of railroad executives—one which en- 
deavors to meet the customers’ needs and 
is unduly restricted in the attempt; the 
other which avoids undue restriction by 
failing to undertake anything at all,” 
said Mr. Brown. “Without doubt there 
has been a tendency during the past two 
or three generations of railroad men to 
develop a ‘No’ complex.... 


“The restricting effect of federal regu- 
lation has not yet reached its peak. 
Under the federal act there is an ever 
increasing tendency on the part of the 
Interstate Commerce Commission to en- 
ter the field of direct carrier manage- 
ment by the issuance of mandatory rules 
after general investigations which seem 
to have been instituted to develop the 
rules. Regrettably shippers, railroads 
and other regulated carriers have all 
been guilty of inviting such undertakings. 
We have ourselves helped the camel to 
begin its entrance. 


“Such great changes have come about 
in our field of endeavor that the time 
has passed when we can rely on prin- 
ciples which we have long thought un- 
changeable. We should question the 
act from start to finish and ask the whys 
and wherefores of every section... .” 


Ore Movement on Lakes 


Discussing transportation on the Great 
Lakes, W. J. McGarry, of the Ore & 
Coal Exchange, Cleveland, O., cited an 
estimate that the total volume of ore 
shipments from the head of the lakes 
in the 1951 season would be about 89,- 
000,000 tons, plus about 4,000,000 tons to 
be moved all-rail, and noted that the 
greatest volume of ore tonnage ever 
transported in that movement was 92,- 
076,781 tons in 1942. As of May 28, he 
said, the lake ore tonnage transported 
this year totaled 17,282,981 tons, exceed- 
ing the volume moved in the same period 
last year by 8,910,411 tons. After stating 
that the “bottleneck of transportation” 
on the lakes with respect to ore ship- 
ments was the capacity of available ves- 
sels, he told about construction of 10 new 
bulk freighters and conversion of four 
oceangoing bulk freighters for lake ore 
service, to which would be added six 
Canadian vessels under construction or 
to be built and six C-4 type ships to be 
brought to the lakes from the coast and 
converted for lake service. He said that 
“two self-unloader vessels for the han- 
dling of limestone and coal are either 
in the process of building or contracts 
have been let.” 


C. R. Megee, vice-chairman, car serv- 
ice division, Association of American 
Railroads, stated that freight car retire- 
ments in the first five months this year 
totaled about 10,000 less than the num- 
ber of new cars placed in service. Cars 
on order as of June 1 totaled 13,000, he 
said. 

Barring unforeseen conditions, he said, 
the fleet of serviceable cars by Septem- 
ber should equal in size that of the cor- 
responding period in 1948—a year that 
was “the second largest on record in 
terms of freight originated.” He antic- 
ipated that there might be some tem- 
porary dislocation of freight car con- 
struction work when the National Pro- 
duction Authority’s controlled materials 
plan became effective on July 1. 

Some near-record increases and de- 
clines in carload shipments of impor- 
tant commodities were predicted for the 
third quarter of 1951 in the board’s car- 
loading forecast, presented by K. A. 
Moore, general traffic manager, Automo- 
bile Manufacturers Association, Detroit. 
The board’s estimate was that July- 
August-September carloadings in _ its 
area would total 764,289, or 2.4 per cent 
more than the total for the same period 
last year. It anticipated greater car- 
loadings for 11 commodities and de- 
creases for nine others. 

The largest increase predicted was one 
of 44.2 per cent for agricultural imple- 
ments and vehicles. Those items, it was 
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said, enjoyed top priority allocation rat- 
ings and were in record demand. An 
increase of 25.3 per cent in grain ship- 
ments was forecast, on the basis of for- 
eign aid requirements. The second 
largest anticipated increase, 41.5 per 
cent for machinery and boilers, was at- 
tributed to expansion of armament plant 
facilities, as were the predicted increases 
in gravel, sand and stone, 11.1 per cent; 
cement, 16.9 per cent; and brick and clay 
products, 20.5 per cent. Increases were 
shown in the forecast for other com- 
modities, as follows: Ore and concen- 
trates, 8 per cent; iron and steel, 8.5 per 
cent; non-ferrous metals, 4 per cent; 
beans and seeds, 15.5 per cent; furniture, 
11.1 per cent; paint, 17.4 per cent; chemi- 
cals and explosives, 6.7 per cent; canned 
and packaged food products, 6.5 per cent. 


The board expected that carloadings of 
automobiles and trucks in its area would 
decline in the third quarter to 24,691 
or 23.5 per cent below the 32,275 total 
for the same 1950 period, and that car- 
loadings of automobile parts would de- 
crease 17.6 per cent, though the loadings 
of tires and rubber products were ex- 
pected to go up 0.3 per cent above the 
1950 period. 


Decreases indicated for other com- 
modities, according to the forecast, in- 
cluded: Refrigerators, 13.2 per cent; hay, 
straw and alfalfa, 20.3 per cent; potatoes, 
8.8 per cent. 


Motor Carriers and O.P.S. 


Members of the Common Motor Car- 
rier Industry Advisory Committee met 
June 15 with Office of Price Stabilization 
Officials to discuss the current situation 
of the common motor carrier industry 
with particular reference to pending and 
prospective rate changes. O.P.S. had no 
jurisdiction over rates charged by com- 
mon motor carriers but could protest 
increases to the Commission or state 
commissions if such increases were 
thought to threaten the national sta- 
bilization program, O.P.S. said, adding: 

“A cooperative arrangement was agreed 
upon between the committee and O-PS. 
from the furnishing of advance informa- 
tion of any rate increases contemplated 
through group meetings of representa- 
tive carriers and O.P.S. in affected terri- 
tories. At such meetings data and justi- 
fication to be submitted to regulatory 
bodies would be reviewed. 


“The advisory committee recommended 
that truck leasing, involving owner- 
driver operators, be exempted from the 
genéral ceiling price regulation. Another 
meeting is planned for early September. 

“Dewey Wayne, acting chief, Highway 
Section, Transportation Branch, presided. 
Other O.P.S. officials present were Ro- 
land M. Preisman, assistant director, 
Transportation, Public Utilities and Fuel 
Division; L. R. Conley and W. E. Messer, 
counsel; J. C. Neil, H. S. Boston and M. 
A. Birnbach, business analysis and Wal- 
ter Moulton, Office of Industry Advisory 
Committees, and A. J. Fuge, Region XIV 
Office. 

“Members of the advisory committee 
include: Sidney Allen, Central Truck 
Lines, Inc., Tampa, Fla.; John M. Akers, 
Akers Motor Lines, Inc., Gastonia, N.C.; 
George H. Blewett, T.S.C. Motor Freight 
Lines, Inc., Houston, Tex.; Ear] F. Buck- 
ingham, Buckingham Transportation Co., 
Denver; E. N. Hatch, A. B. & C. Motor 
Transport Inc., Fitchburg, Mass.; B. M. 
Seymour, Associated Transport, Inc., New 
York City (absent); B. D. Davidson, 
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Davidson Transfer & Storage Co., Bal- 
timore; John J. Brady, Brady Transfer 
& Storage Co., Fort Dodge, Ia.; J. C. 
Durkin, Niagara Motor Express, Syra- 
cuse, N.Y.; John E. Maltby, Darling 
Freight, Inc., Grand Rapids, Mich. (ab- 
sent); Fred C. Leibold, Consolidated, 
Portland, Ore. (absent); Henry J. Bisch- 
off, Southern California Freight Lines, 
Los Angeles; Ernest R. Lee, Terminal 
Transport Co., Inc., Indianapolis; Harry 
Byers, Byers Transportation Inc., Kansas 
City, Mo. (absent); John Ruan, Ruan 


Transport Corp., Des Moines (absent). F. 
E. Cochran, Defense Transportation Ad- 
ministration also attended.” 


Shippers Oppose Increased 
Rates to New York State 
At C.S.M.F.B. Hearing 


Three shipper representatives op- 
posed a proposal to increase motor 
carrier rates between Central States 
territory and the state of New York 
at the regular monthly hearing of 
the standing rate committee of the 
Central States Motor Freight Bureau 
June 13 at the Palmer House, Chicago. 


The shippers were Arthur Maurer, as- 
sistant traffic director of the Chicago 
Association of Commerce & Industry, 
Hugh Campbell, transportation manager, 
Detroit Board of Commerce, Detroit, 
Mich., and D. E. Burnham, of the general 
traffic department of Ford Motor Co., 
Dearborn, Mich. 


Listed as Docket No. 14751, the pro- 
posal would amend C.S.M.F.B. tariffs, 
were applicable, by increasing all rates 
to and from points in the state of New 
York by 10 per cent. Justification for 
the docket was given as “to cover in- 
creased costs which will result from pas- 
sage of the ton-mile tax in New York, 
effective October 1, 1951.” 


In opposing the docket, Mr. Maurer 
said the tax would range from 6 mills 
on loads of 18,000 to 20,000 pounds up 
to 24 mills on gross weight loads of 62,- 
000 pounds. 

Stating that the jurisdiction involved 
included only a limited area in the 
western part of the state, Mr. Maurer 
said a fifth class shipment of 50,000 
pounds, gross weight, on the 497-mile 
trip between Chicago and Jamestown, 
N.Y., involving a distance of only 34 
miles into New York, would be taxed 
57.8 cents under the new state tax. Yet, 
he added, under the C.S.M.F.B. proposal, 
the increased revenue would amount to 
$21, or 37 times more than the amount 
of the state tax. 

Mr. Campbell, who replaces Grant 
Arnold, now traffic manager with E. J. 
Lavino Co., Philadelphia, Pa., opposed 
the docket for the same reason. 

Reporting that the fifth class truck- 
load rate from Detroit to Buffalo, was 
59 cents on 20,000 pounds, Mr. Campbell 
said that on a truckload weighing 50,000 
pounds, the carrier would pay 18 mills 
a mile, and travel only 70 miles into 
New York state on the Detroit-Buffalo 
trip. This would amount to $1.26, he 
Said, a considerable difference between 
the $11.80 in increased revenue which 
would be derived from the proposed 10 
per cent rate increase. 

= Burnham, in opposing the docket, 
Sald: 

“I can hardly believe that this com- 


mittee will give this docket serious con- 
sideration. The idea of increasing the 
rate from Buffalo to St. Louis, a total 
of 730 miles, 10 per cent, to take care 
of a mileage incurred in less than 10 
per cent of the total miles traveled in 
the state of New York just doesn’t 
add up. 

“T have made considerable inquiry as 
to this ton-mile tax which doesn’t go 
into effect until October 1, and I can- 
not find a single carrier or bureau chair- 
man who knows just exactly what it 
will do to the carriers. The best esti- 
mate I could get was that it was possible 
that a carrier operating from 75 per 
cent to 100 per cent within the state 
might be taxed about 2 per cent over 
this past year.” 

Mr. Burnham also opposed Docket 
14822, which would amend item 10-A of 
Tariff 208-D, which involves detention, 
by providing that “all provisions pro- 
vided herein applicable to a vehicle con- 
taining a single shipment shall apply 
with equal force to a vehicle contain- 
ing two or more shipments loaded in 
accordance with the rules and regula- 
tions covering pickup and delivery serv- 
ice.” 

In opposing this docket, Mr. Burnham 
said: 

“The current docket has been filed, 
apparently, in an attempt to off-set the 
interpretation now placed on the present 
rules and which, incidentally, the Com- 
mission has upheld, whereby it has been 
decided that a ‘peddler’ truck containing 
several L.T.L. shipments, for different 
receiving docks, is entitled to the maxi- 
mum free time for each and every de- 
livery. This proposal would limit the 
total time free to eight hours on every 
‘peddler’ truck regardless of the number 
of shipments it contained if consigned 
to a so-called name address by adding 
the wording ‘including all platforms, re- 
ceiving docks or receiving sites or areas 
at such address.’ 

“In the first place, we are convinced 
that the wording proposed as an addi- 
tional part of item 10-A of Tariff 208-D 
will not change the application of the 
item as it now stands because paragraph 
‘a’ of this item states that the shipment 
must be tendered ‘in accordance with 
consignor and consignee’s instructions.’ 

“It should be obvious that if one ship- 
ment reads ‘motor plant’ and another 
‘plastic plant’ that no tender of the 
shipment has been made until delivery 
has actually been attempted at that 
plant whether or not entry to these-sev- 
eral plants is through a common 
gate... 

“We are not opposed to a fair and 
reasonable detention item on _ these 
‘peddler’ trucks although we are con- 
vinced that they represent a very small 
percentage of the total vehicles involved 
in the detention tariff. If the rules 
committee of this bureau can fashion a 
suitable item covering these trailers—an 
item which can be policed by the carriers 
—an item that does not discriminate as 
this proposal does, we will gladly accept 
it in the interest of more efficient re- 
lease of equipment. . .” 

Daniel R. Ryan, chairman of the 
standing rate committee, presided. 


Shipping Fruits, Vegetables 


A short course on prevention of loss in 
marketing fruits and vegetables is sched- 
uled for the St. Paul campus of the Uni- 
versity of Minnesota on August 2. 

The course, a new one at the Uni- 
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versity of Minnesota, is sponsored jointly 
by the University Department of Agri- 
culture and the Northwestern Claim 
Conference, Minneapolis, according to 
J. O. Christianson, director of agricul- 
tural short courses. 

The course is designed for railroad 
personnel, growers, shippers, receivers 
and processors of fruits and vegetables 
who are interested in the maintenance 
of quality from the orchard and field 
to the consumer and in the reduction of 
preventable damage and loss in the mar- 
keting process. 

Information on enrollment and other 
details concerning the course may be 
obtained from the Office of Agricultural 
Short Courses, University Farm, St. Paul 
1, Minn. 


Chicago Package Car Service 


Of the 16,544 merchandise freight cars 
forwarded from Chicago in April upon 
which reports were received, 11,765 cars, 
or 71.1 per cent, received on-time place- 
ment at destination, A. H. Schwietert, 
traffic director, Chicago Association of 
Commerce and Industry, reported. The 
April record was 3.7 per cent under the 
74.8 per cent on-time record reported for 
April, 1950. 

Of the remaining cars forwarded from 
Chicago in April, 1951, 3,493 cars, or 21.1 
per cent, were one day late; 562 cars, two 
days late; 424 cars, three days late; 167 © 
cars, four days late, and 133 cars, five 
or more days late. 


For the first four months of 1951, of the 
62,837 merchandise cars forwarded from 
Chicago on which reports were received, 
of the 72,006 cars forwarded, or 71.2 per 
cent, were placed for unloading on time. 
38,249 cars, or 60.8 per cent, received 
on-time placement. In the same period 
of 1950, a reported total of 51,321 cars 


‘Rights for Canada Truck Lines 


Special Correspondence from Ottawa, Canada 


Eighteen western Canada _ trucking 
companies have been granted operating 
rights in Ontario by a decision of the 
Ontario Municipal Board. They obtained 
authority to haul automobiles and gen- 
eral freight from points in Ontario to 
western Canada. 


Some of those motor carriers will 
operate all the way to the Pacific coast. 
They propose to use American highways 
for part of the route, leaving Canada 
at Windsor and entering the Canadian 
west at various points after crossing 
Michigan, Illinois and other states. 


The board heard arguments on the 
applications some time ago, and the 
request of the western truckers to use 
Ontario highways was opposed by rail- 
way companies and forwarding com- 
panies. At one stage the Ontario truck- 
ers intervened with a proposal that the 
western trucks be allowed to go no fur- 
ther into Ontario than Windsor. This 
was withdrawn after it threatened to 
create a rift in the Canadian Automo- 
tive Transport Association, which is 
carrying on a campaign against federal 
government regulation of interprovincial 
trucking as requested by the railway 
companies. 
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COMMISSION NEWS 


Report on Rail Shipside 
Service on Pineapples 
From Cuba Modified 


The Commission, division 2, has is- 
sued a report on further hearing in 
No. 29644, Carl Suskind v. Florida 
East Coast Railway Co., et al., modi- 
fying findings in its prior report, 
270 I.C.C. 239. 


That report involved failure of rail- 
road defendants to perform tariff obli- 
gations concerning shipside receipt of 
pineapples imported through Florida 
ports from Cuba and transported by rail, 
in carloads, to interior destinations. 

The Commission said that in its prior 
report it found, among other things, that 
the complaint did not state the facts 
constituting a violation of section 6(7) 
of the interstate commerce act (prohib- 
iting carriers from engaging in trans- 
portation unless schedules had been filed 
and published), but that the defendants’ 
failure to perform the transfer and load- 
ing services described in their tariffs was 
an unreasonable practice. It said it 
found in that report that as a result of 
this practice the complainant was com- 
pelled to pay for the named service, was 
damaged in the amounts paid therefor, 
and was entitled to reparation, with in- 
terest. 

On the record as “now amplified,” said 
the Commission, it found that the de- 
fendants’ failure to perform the transfer 
and loading services at the East Florida 
ports in connection with the shipments 
considered was an unjust and unreason- 
able practice. 

It also found, on further hearing, that 
the complainant ‘was thereby subjected 
to the payment of charges that were un- 
just and unreasonable and that he was 
entitled to reparation, with interest, in 
the amount by which the reasonably 
necessary expenses incurred by him in 
the performance of loading and transfer 
services exceeded those which would 
have accrued at a charge of 5 cents a 
package prior to April 4, 1944, and a 
charge of 10 cents a package on ‘and 
after that date. 

It said the complainant would comply 
with rule 100 of the Commission’s gen- 
eral rules of practice, relating to state- 
ments of claimed damages based on 
Commission findings, and should include 
in his rule 100 statements only such 
claims as were not barred by the statute 
of limitations. 


The Commission said that the rail- 
road tariffs naming the import rates on 
pineapples from the ports to interstate 
destinations provided specifically that 
those rates applied from shipside sub- 
ject to a transfer charge, in addition to 
the line-haul rates, of 5 cents and 10 
cents as aforementioned. It said that 
in the period covered by the complaint 


the defendants did not perform the 
transfer services on the complainant’s 
shipments from shipside to cars as pro- 
vided by their tariffs, and that these 
services were performed by the com- 
plainant at his own expense. 


A footnote to the report said that a 
tariff examination made subsequent to 
the service of the proposed report on 
further hearing disclosed certain items 
relating to charges and allowances on 
import traffic, published in local termi- 
nal tariffs of the initial lines, that were 
not introduced in evidence. 

“Appropriate disposition of the pro- 
ceeding requires that we take official 
notice of these tariff items,” said the 
Commission in its footnote. “A revised 
proposed report on further hearing 
therefore was served.” 


Humble Pipe Line Valuation 


By a report in Valuation No. 1334, 
Tentative Valuation Report on the Prop- 
erty of Humble Pipe Line Co., as of De- 
cember 31, 1947, the Commission, division 
2, has determined the values for rate- 
making purposes of the property owned 
and used by Humble as follows: 


Owned and used for common carrier 
purposes, $95,700,000; owned but not 
used, leased to others and out of service, 
$170,303; used for common carrier pur- 
poses, but not owned, leased from oth- 
ers, $893,812; total owned, $95,870,303; 
total used, $96,593,812. 

Any protests to the valuation were 
due on or before 30 days from June 25, 
said the Commission, in a notice to the 
US. Attorney General, state officials of 
Louisiana, New Mexico, and Texas, and 
to Service Pipe Line Co., Tulsa, Okla.; 
Sinclair Refining Co., Pipe Line Depart- 
ment, Independence, Kan.; Toronto Pipe 
Line Co., Tulsa, Okla.; and Humble Pipe 
Line Co., Houston, Tex. 


P.R.R. Accident at Bryn Mawr 


A rear-end collision between two pas- 
senger trains of the Pennsylvania Rail- 
road near Bryn Mawr, Pa., last May 18, 
which resulted in the death of seven 
passengers and one pullman employe and 
the injury of 95 passengers and 28 em- 
ployes, was caused by failure to operate 
a following train in accordance with 
signal indications, the Commission, divi- 
sion 3, has determined in a report on 
its investigation of the accident, written 
by Commissioner Patterson, in Ex Parte 
No. 181, Accident Near Bryn Mawr, Pa. 
It recommended installation of an auto- 
matic train-control system to enforce a 
speed restriction of not exceeding 20 
miles an hour while proceeding through 
a block occupied by a preceding or op- 
posing train. 


Rail Cotton Rates from 
Calif., Ariz., to Calif. 
Ports Held Inapplicable 


The Commission, division 2, has 
found certain rates charged on ship- 
ments of cotton, in bales, from origins 
in California and Arizona to Califor- 
nia ports inapplicable; has deter- 
mined the applicable rates and found 
them not shown unreasonable or 
otherwise unlawful; and has awarded 
reparation. 


It issued a report in No. 30387, J. G. 
Boswell Co. et al. v. Atchison, Topeka & 
Santa Fe Railway Co., et al., in which 
it found that the assailed rates were in- 
applicable in those instances where gen- 
eral increases authorized in Ex Parte No. 
162, Increased Railway Rates, Fares, and 
Charges, 1946, 266 I.C.C. 537, and Ex 
Parte No. 166, Increased Freight Rates, 
1947, 270 I.C.C. 403, were not applied in 
conformity with the provisions of the 
defendant railroads’ tariffs as construed 
in the report. 


The Commission said the complainants 
alleged that the carload rates on cotton 
and cotton linters from producing points 
in Arizona to Los Angeles group 4 points, 
including Los Angeles Harbor, Long 
Beach, and San Diego, Calif., and from 
cotton producing points in California to 
group 1 and group 6 points, including 
Long Beach, Los Angeles Harbor, Ala- 
meda, Oakland, and San _ Francisco, 
Calif., and to Stockton, Calif., for ex- 
port, had been and were inapplicable, 
unjust and unreasonable, unduly preju- 
dicial, and in some instances in viola- 
tion of the long-and-short-haul provi- 
sion of section 4 of the interstate com- 
merce act. 

It said the complainants submitted 
no evidence with respect to rates on cot- 
ton linters, except insofar as the assailed 
rates on cotton applied on cotton linters 
in mixed carloads with cotton. It said, 
there was no evidence of record of actual 
movements of cotton linters. The issue 
as to cotton linters was not further con- 
sidered, it added. 

The complainants’ contention that the 
assailed rates were inapplicable or other- 
wise unlawful, it said, were based on 
three grounds: (1) alleged improper ap- 
plication of rate increases authorized in 
Ex Parte Nos. 162 and 166; (2) applica- 
tion of certain so-called c.i.t. (compres- 
sion-in-transit) rates of the increases 
authorized in Ex Parte No. 168, Increased 
Rates, 1948, 272 I.C.C. 695, 276 I.C.C. 9, 
without having first made certain de- 
ductions therefrom, authorized in the 
rate tariffs as allowances to cover in 
part the cost of compression; and (3) 
the defendants’ alleged failure to apply 
certain alternate charge provisions of the 
pertinent rate tariffs. 
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It said that since the complainants 
did not contend that the tariffs failed to 
reflect correctly the Commission’s find- 
ings, but merely that their provisions had 
not been properly interpreted and ap- 
plied, a determination of the applicability 
of the assailed rates would dispose of 
all of the issues. 

The Commission said the defendants’ 
rates were on cotton (1) in uncompressed 
bales, to go through uncompressed, mini- 
mum 20,000 pounds; (2) in bales com- 
pressed to a density of not less than 22.5 
pounds a cubic foot, minimum 47,500 
pounds; and (3) in bales to be com- 
pressed in transit, minimum 37,500 
pounds. 


See Parity Disruption 


It said the defendant railroads urged 
that adoption of the complainants’ in- 
terpretation of the proper method of 
applying the increases authorized in Ex 
Parte Nos. 162 and 166 would result in 
disruption of long-established rate pari- 
ties. It said they instanced seven points 
from which the basic rate on c.i.t. cotton 
to San Francisco Bay points was 37 cents 
a 100 pounds, while the rates, after sub- 
jection to the Ex Parte No. 162 increases 
according to the complainants’ formula, 
would range from 39.5 to 43 cents, and 
after addition of the Ex Parte No. 166 
increases, from 43.5 to 50 cents. 

“The parity would be maintained,” 
continued the Commission, “if the in- 
creases were applied as straight percent- 
ages of the basic c.it. rates, at a rate 
level higher than the rates claimed by 
the complainants by amounts ranging 
from 2 to 8.5 cents. The cited differences 
in rate levels between adjacent points 
appear to result from the use of rates 
made under the intermediate rule from 
more distant points. If the failure of the 
defendants to publish specific point-to- 
point rates has resulted, under the 
formula approved by the Commission in 
the ex parte proceedings, in unusual or 
incongruous rate relations, it is the duty 
of the defendants to remedy such situa- 
tions by the establishment of an har- 
monious rate adjustment within the 
latitude permitted by the authorized in- 
creases.” 

The Commission said the complainants 
made specific reference to shipments 
reaching the compress at the rail head 
by truck, and that although it was ad- 
mitted that under those circumstances 
the cit. rate was a misnomer, it was 
nevertheless. contended that when the 
shipper endorsed the bill of lading “com- 
pressed in transit at point of origin,” he 
was entitled to the lowest charge accru- 
ing under either the compressed rates 
or the c.i.t. rates. 


“We are unable to agree with this con- 
tention,” said the Commission., “The 
‘alternate-charge’ provisions in the rate 
tariffs provide that the rates authorized 
in the different. sections of rate items 
which contain two or more sections apply 
only on the articles described in the sec- 
tion in which the rates are authorized 
and in the packages so described, or that 
the alternate-charge provision applies 
Only when varying rates are named on 
the same commodity subject to different 
minimum weights. An inspection of the 
pertinent rate items discloses that the 
compressed-cotton rates apply only on 
cotton which, when tendered, is com- 
pressed to a density of not less than 22.5 
pounds per cubic foot, while the cit. 
rates apply only on the commodity when 
tendered uncompressed, to be compressed 
in transit. It is thus clear that the re- 
Spective rates apply on the commodity 


dependent solely upon whether the cot- 
ton is tendered compressed or uncom- 
pressed and not upon the existence of 
varying minima.” 


Oil Pipe Line Property 


Valuations Determined 


The Commission, division 2, has issued 
final oil pipe line company valuation 
reports as follows: Valuation No. 1318, 
New York Transit Co., Inc.; Valuation 
No. 1320, Standish Pipe Line Co.; and 
Valuation No. 1321, Phillips Petroleum 
Co., Products Pipe Line Department. It 
has also issued a tentative valuation 
report in Valuation No. 1333, Tentative 
Valuation Report on the Property of Gulf 
Refining Co., Pipe Line Department. 

Final value for rate-making purposes, 
as of December 31, 1947, of the proper- 
ties of the named companies, was deter- 
mined as follows: 

New York Transit Co., Inc.: Owned 
and used for common carrier purposes, 
$1,121,500; property owned but not used, 
$24,500; property used but not owned, 
$298. 

Phillips Petroleum Co.: Owned and 
used for common carrier purposes, $22,- 
330,000; owned but not used, $20,650; 
used but not owned, $1,248. 

Standish Pipe Line Co.: Owned and 
used for common carrier purposes, $10,- 
470,000; owned but not used, $190,450; 
used but not owned, $2,867,681. 

The Commission said that in the three 
proceedings no protests to tentative val- 
uations previously reported had been 
filed and that the tentative valuations 
were made final. 


Tentative Valuation 


Tentative valuation of Gulf Refining 
Co. property as of December 31, 1947, was 
determined as follows: Owned and used 
for common carrier purposes, $87,050,000; 
owned but not used, leased to others and 
out of service, $109,156; used for common 
carrier purposes but not owned, leased 
from others, $510,104; total owned, $87,- 
159,156; total used, $87,560,104. 


Any protests to the tentative valuation 
would be due by 30 days from June 25, 
said the Commission in a notice to the 
U.S. Attorney General and to state offi- 
cials of Arkansas, Illinois, Indiana, Kan- 
sas, Louisiana, Mississippi, Missouri, New 
Mexico, Ohio, Oklahoma, and Texas, and 
to Gulf’s Pipe Line Department, Atlantic 
Pipe Line Co., Ohio Oil Co., Pipe Line 
Department, Shell Pipe Line Corporation, 
Socony-Vacuum Oil Co., Inc., and Hous- 
ton Belt & Terminal Railway Co. 


It said Gulf owned and operated trunk 
line facilities in the named states and 
gathering line facilities in Arkansas, Illi- 
nois, Louisiana, Mississippi, New Mexico, 
Oklahoma, and Texas. 





Pay for Rutland President 


- By a report and order in Finance No. 
14635, Rutland Railroad Co. Reorganiza- 
tion, the Commission, division 4, has 
fixed $750 as the maximum limit of final 
allowance to be paid out of the debtor’s 
estate to John R. Waller as compensa- 
tion for services rendered and reimburse- 
ment of expenses incurred by him as 
president of the debtor corporation from 
May 5, 1949, to November 1, 1950. 

The Commission said that the allow- 
ance was to cover any office or other 
overhead expenses which should be pro- 
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vided for in connection with the pro- 
ceedings and plan of reorganization of 
the railroad. Mr. Waller had asked $1,- 
800, at the rate of $100 a month for the 
period involved, and reimbursement of 
$700 of expenses, and $70 as a pro rata 
allotment of traveling expenses. 





1.C.C. Specifies Rights 
In Oil Field Hauler Cases 


The Commission, division 5, in three 
motor rights proceedings in which it 
grants authority to oil field equipment 
haulers, says its attention has been called 
to the fact that certain carriers author- 
ized to conduct general oil field opera- 
tions are utilizing such authority to con- 
duct services having little or no relation- 
ship to oil field development. 

Certificates authorizing the transpor- 
tation of such equipment were issued in 
MC-1554, Sub. 7, E. L. Farmer & Co., 
Extension—Western States, and 17 em- 
braced cases; MC-13250, Sub. 56, J. H. 
Rose Truck Line, Inc., Extension—Rocky 
Mountain Area; and MC-108944, Sub. 7, 
Newsom Truck Line, Inc., Extension— 
Western States. 

The Commission said there was no in- 
tention in these cases to grant authority 
for performance of any service other 
than the transportation of commodities 
used in, or-in connection with, the dis- 
covery, development, production, refin- 
ing, manufacture, processing, storage, 
transmission, and distribution of natural 
gas and petroleum, or the construction, 
operation, repair, servicing, maintenance, 
and dismantling of pipe lines. 

In the E. L. Farmer & Co. group of 
cases the Commission said that the great 
weight of the evidence submitted sup- 
ported a conclusion that there was in 
immediate prospect a large scale devel- 
opment program for the Rocky Moun- 
tain area, and that in the event of such 
a development, the demands for trans- 
portation service of the highly special- 
ized nature considered in these cases 
would greatly exceed the capacities of 
existing facilities. 

The authority granted the 18 haulers 
in that proceeding involved points in 
Texas, Montana, Colorado, Wyoming, 
and Utah. E. L. Farmer & Co., the ap- 
plicant in the title case, has its office 
in Odessa, Tex. 

The report in the proceeding also em- 
braced Nos. MC-16454 (Sub.-No. 9) Rog- 
ers Truck Line Extension — Western 
States; MC-23618 (Sub.-No. 5) O. H. 
McAlister Extension—Western States; 
MC-43867 (Sub.-No. 9) Alton Leander 
McAlister Extension—Western States, 
MC-52511 (Sub.-No. 28) Hunsaker Truck- 
ing Contractor, Inc., Extension—Western 
States; MC-55902 (Sub.-No. 5) Eagle 
Trucking Co. Extension—Western 
States; MC-74321 (Sub.-No. 15) B. F. 
Walker, Inc., Extension—Western States; 
MC-93318 (Sub.-No. 8) Joe D. Hughes, 
Inc., Extension—Western States; MC- 
105488 (Sub.-No. 33) Combs Truck Line 
Extension—Western States; MC-106069 
(Sub.-No. 3) McAlister Trucking Co. Ex- 
tension—Western States; MC-106407 
(Sub.-No. 11) T. E. Mercer Teaming & 
Trucking Contractor Extension—West- 
ern States; MC-106509 (Sub.-No. ¢ 11) 
Younger Bros.-J. M. English Truck 
Lines, Inc., Extension—Western States; 
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MC-109064 (Sub.-No. 3) Jim G. Norris 
Extension—Western States; MC-109101 
(Sub.-No. 1) J. H. Marks Trucking Co., 
Inc., Extension—Western States; MC- 
105553 (Sub-No. 16) C. J. Simpson Ex- 
tension—Western States; MC-82733 
(Sub.-No. 1) W. C. Case and H. L. Case 
Extension—Western States; MC-106775 
(Sub.-No. 8) Heavy Haulers, Inc., Ex- 
tension—Western States; and MC- 
105984 (Sub.-No. 5) John B. Barbour 
Trucking Co. Extension—Western States. 


J. H. Rose Truck Line, Inc., of Houston, 
Tex., in MC-13250, Sub. 56, was granted 
authority to transport oil-field equip- 
ment between points in Texas, on the 
one hand, and, on the other, points in 
Wyoming and Montana, over irregular 
routes. 


Newsom Truck Line, Inc., of Houston, 
in MC-108944, Sub. 7, was granted 
similar authority between points in 
Texas, on the one hand, and, on the 
other, points in New Mexico, Colorado, 
Utah, and Wyoming, over irregular 
routes. 





Rail Line To Replace Coal 
Trucks In W.Va. Approved 


By a report and order in Finance No. 
17063, West Virginia Northern Railroad 
Co. Construction, the Commission, divi- 
sion 4, has authorized a certificate per- 
mitting construction and operation by 
the West Virginia Northern Railroad Co. 
of a branch line of railroad extending 
5.832 miles from a connection with its 
main line at Howesville to West Vir- 
ginia state route No. 92, near Brown’s 
Mills, in Preston county, W. Va. 


It said the certificate would provide 
that the construction would be started on 
or before August 1, and be completed on 
or before August 1, 1952. 

Main purpose of the proposed branch 
was to serve an area of about 7,000 acres 
of coal land, said the Commission. It 
said the Kray Coal Co., owner of the 
area, was operating 10 mines thereon, the 
output of which was trucked to 21 sid- 
ings on the W.V.N’s line. 


“The cost of trucking the coal to the 
railroad is shown to be from 70 to 75 cents 
a ton, involving the use of a large num- 
ber of trucks, and the services of from 
10 to 12 men engaged in repairing roads,” 
said the Commission. “The proposed 
branch would enable the coal company 
to discontinue the use of 8 or 10 trucks, 
and to reduce the number of men repair- 
ing the truck roads by at least 7, which 
would decrease the number carried on the 
payroll by not less than 15, and reduce 
the cost of moving the coal to the railroad 
by 40 to 50 cents a ton.” 





Motor Finance Action 


Under its expedited procedure, the 
Commission, division 4, has disposed of 
the following motor-carrier rights pur- 
chase or control proceedings, with the 
dates shown for the filing of objections 
with the Commission, and the effective 
dates of the Commission’s orders: 

MC-F-4839, Claude Needes — Control; 
Needes’ Express, Inc.—Control and Merger— 
Fisher’s Express (1) Acquisition by Needes’ 


Express, Inc., Kingston, N.Y., of control of 
Fisher's Express, Fairlawn, NJ., through 


purchase of capital stock, (2) merger of its 
operating rights and property into Needes’ 
Express, Inc., for ownership, management, 
and operation, and (3) acquisition of con- 
trol of the rights and property by Claude 
Needes, also of Kingston, through the trans- 
actions, authorized, with conditions, effective 
July 25. Objections due by July 10. 

MC-F-4847, Moss Patterson, et al.—Control; 
Mid-Continent Coaches, Inc.—Purchase (Por- 
tion)—Ted Chester. Purchase by Mid-Conti- 
nent Coaches, Inc., Oklahoma City, Okla., of 
certain operating rights of Ted Chester, dba 
Kansas Motor Coaches, Dodge City, Kan., 
and acquisition of control of the rights by 
Moss Patterson, Kenneth T. Wilson, Mary 
Nell Wilson, and Nell C. Patterson, all of 
Oklahoma City, through the purchase, au- 
thorized, with conditions, effective July 20. 
Objections due by July 5. 

MC-F-4858, E. L. Powell and Sons Trucking 
Co.—Purchase (Portion)—Cleo Stiles, em- 
bracing MC-F-4888, John W. Presley—Pur- 
chase (Portion)—Cleo Stiles. Purchase (1) by 
E. L: Powell, H. H. Powell, and B. L. Powell, 
partners dba E. L. Powell and Sons Truck- 
ing Co., Tulsa, Okla., of a portion of the 
operating rights of Cleo Stiles, dba A. C. 
Clark Trucking Co., Tulsa, and (2) by John 
W. Presley, dba Security Trucking Co., Tulsa, 
of a portion of the rights of Cleo Stiles, dba 
A. C. Clark Trucking Co., authorized, with 
conditions, effective July 25. Objections due 
by July 10. 





Bay Line Speed Plea Denied 


The Commission, division 3, on further 
hearing, has denied a petition of the 
Atlanta & Saint Andrews Bay Railway 
Co., for modification of an order of the 
Commission of June 17, 1947, sa as to 
permit operation of passenger and 
freight trains over its line at speeds in 
excess of 59 and 49 miles an hour, re- 
spectively, without automatic or manual 
block signal system. It issued a twenty- 
second report on further hearing in No. 
29543, Appliance, Methods and Systems 
Intended to Promote Safety of Railroad 
Operation—Atlanta & Saint Andrews 
Bay Railroad Co. 


COMMISSION REPORTS 


An asterisk before the docket number 
means that the report will not be printed 


in full in the permanent series of Com- 
mission reports. Mimeographed copies of 
such reports in full may be obtained by 
Prompt application to the Commission. 





Farm Implements 


No. 30557, E. J. Smith & Sons Co. v. 
Colorado & Southern Railway Co. et al., 
embracing Same, Sub. 1, Same v. Same. 
By the Commission, division 3. Com- 
plaints dismissed on finding not shown 
unreasonable, unjustly discriminatory, or 
unduly prejudicial, rate and minimum 
weight applied on 21 carload shipments 
of agricultural implements, other than 
hand, and tractors, steam or internal 
combustion, and parts, in straight or in 
mixed carloads, moved in closed cars ex- 
ceeding 41 feet 6 inches but not exceed- 
ing 50 feet 6 inches in length, shipped 
between January 14 and September 29, 
1948, from Longmont, Colo., to Charlotte, 
N.C. The Commission said charges were 
collected at the applicable class-40 rate 
of $2.16 a 100 pounds. minimum 36,000 
pounds, on 18 shipments that moved on 
and between January 14, and April 19, 
1948, and a shipment that moved April 
24, 1948. On two other shipments that 
moved August 26, and September 29, 
1948, it said, charges were collected at 
a rate of $2.25, minimum 36,000 pounds. 
It said the applicable rate on these ship- 
ments was $2.34, minimum 36,600 pounds, 
and that there were outstanding under- 
charges on each of $32.40, exclusive of 
federal tax. The Commission said that 
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the minimum rate and weight require- 
ments “here concerned” had been in 
effect many years and, so far as ap- 
peared, had been satisfactory to the in- 
dustry as a whole. It said the particular 
commercial needs or requirements of 
one shipper should not, in the absence 
of convincing evidence, warrant a change 
in a minimum-weight adjustment which 
for a substantial period appeared gen- 
erally to have been satisfactory. It cited 
Denver Rock Drill Mfg. Co. v. New York 
C.R. Co., 148 I.C.C. 509. 


Superphosphate 


I. and S. No. 5837, Superphosphate, 
Illinois and Missouri to Kansas. By the 
Commission, division 2. Order of sus- 
pension vacated as of July 2, and pro- 
ceeding discontinued, on finding just and 


reasonable, schedules proposing reduced 


railroad rates on superphosphate (acid 
phosphate), other than ammoniated, in 
carloads, minimum 100,000 pounds, from 
East St. Louis, Ill., and St. Louis and 
St. Joseph, Mo., to Topeka and Junction 
City, Kan. The Commission said the 
schedules were filed to become effective 
September 5, 1950, and that their opera- 
tion was suspended until and including 
April 4, 1951, on protest of Thurston 
Chemical Co., manufacturer of super- 
phosphate and mixed commercial fer- 
tilizers at Atlas, Mo., and Tulsa, Okla., 
the respondents having deferred opera- 
tion of the schedules until August 4, 
1951. It said the rates proposed to To- 
peka and Junction City were 14 and 18 
cents a 100 pounds, respectively, from St. 
Joseph, and 27 and 29 cents, respectively, 
from both East St. Louis and St. Louis, 
the proposed rates having been 12 per 
cent of the basic first class scale rates, 
subject to exceptions, plus authorized 
general increases. It said motor truck 
competition was an important factor 
considered by the railroads in publishing 
the proposed rates. It said the protestant 
recognized that the basis of 12 per cent 
of first class, minimum 100,000 pounds, 
applying generally on superphosphate 
from and to points in Western Trunk 
Line Territory, was reasonable, and it 
did not desire cancellation of the sus- 
pended schedules. It contended that its 
rates should be on the same basis, the 
Commission said. The reasonableness 
of the rates from Atlas and Tulsa was 
not in issue in this proceeding, it said. 


Tobacco 


I. and S. No. 5886, Tobacco, Louisville 
to Alabama, Georgia, and Tennessee. 
By the Commission, division 2, Commis- 
sioner Splawn noting dissent. Suspended 
schedules ordered canceled by July 20, 
on one day’s notice, and proceeding 
discontinued, on finding unlawful be- 
cause below a minimum reasonable level, 
proposed reduced commodity rates on 
manufactured tobacco, mainly cigarettes, 
carloads, Louisville, Ky., to Atlanta, Ga., 
Birmingham, Ala., and Memphis, Tenn. 
The Commission said the schedules were 
filed to become effective January 10, 
1951, and later, and, on protest of the 
Southern Motor Carriers’ Rate Confer- 
ence, Atlanta, their operation was sus- 
pended until and including August 9. 
Prior to December 6, 1950, it said, car- 
load commodity rates of $1.09 a 100 
pounds to Atlanta and Birmingham, 
and $1.43 to Memphis, for weights up 
to 40,000 pounds, were in effect on ciga- 
rettes from Louisville, with rates of 88 
cents to Atlanta and Birmingham, and 
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$1.16 to Memphis, applying on any ton- 
nage in excess of that weight contained 
in the same car, designed to act as an 
inducement to heavier and car-capacity 
loading. It said that effective Decem- 
ber 6, the railroads published rates of 
84 cents to Memphis and 83 cents to 
Atlanta, and the latter rate was estab- 
lished also to Birmingham. All of these 
rates, it said, applied to the entire ton- 
nage shipped, subject to a minimum of 
40,000 pounds, and no lower rates were 
provided for any weight in excess of 
the minimum. It said that those rates, 
which were protested, were 34.1, 30.3, 
and 32.3 per cent, respectively, of the 
respective first-class rates. The motor 
carriers then maintained rates of $1.32 
to Memphis, and $1 to Birmingham, 
minimum 20,000 pounds, it said. Keen 
competition existed, it said, between 
shippers at Louisville and at North 
Carolina points; also keen competition 
for the traffic between rail and motor 
carriers. It said there was no indica- 
tion that savings in rail transportation 
costs at least equal to the proposed 20 
per cent reduction would result from an 
expected increase in loading. 


Flavoring Sirup 


MC-C-1075, James Clyde Dean, dha: 
Red River Barge Line v. Herrin Trans- 
portation Co., et al., embracing MC-C- 
1075, Sub. 1, Same v. Same. By the Com- 
mission, division 3. Complaints dismissed 
on finding not shown unjust, unrea- 
sonable, or otherwise unlawful, truckload 
commodity rates of defendants, two mo- 
tor common carriers, on flavoring sirup, 
in bulk in barrels, or in metal cans in 
barrels or boxes, or in glass or earthen- 
ware, packed in barrels or boxes, New Or- 
leans, La., to Beaumont and Port Arthur, 
Tex. The Commission said the complain- 
ant’s present aggregate charge of 40 
cents a 100 pounds was approximately 74 
per cent of the present rail rate of 54 
cents from New Orleans to Port Arthur. 
It said that although it was true that it 
had approved water rates that were low- 
er than rail rates between the same 
points, it did not necessarily follow that 
it should require rail and motor carriers 
to maintain rates on a level high enough 
to assure a competing transport agency 
of obtaining or retaining traffic. To re- 
quire such carriers to maintain rates 
above what, by the usual tests, would ap- 
pear to be a reasonable level, merely to 
enable a water carrier to obtain traffic, 
it said, would be unfair to the carriers 
and shippers alike and would contravene 
the national transportation policy. It 
said that in complaint cases the burden 
Was on the complainant to establish that 
the assailed rates were unlawful as al- 
leged. In the instant case, it continued, 
the complainant had merely shown that 
the defendants had established a rate 
equal to that maintained by him. The 
evidence was persuasive, it said, that the 
assailed rate was reasonably compensa- 
tory and otherwise lawful. The report 
Said the considered traffic was diverted 
to motor carriers because they had re- 
duced their rates of 52 and 53 cents, 
minimum 20,000 pounds, from New Or- 
leans to Beaumont and Port Arthur, re- 
Spectively, to 40 cents, minimum 30,000 
pounds, to both points. 


Ball or Roller Bearings 


_ 1. and S. M-3354, Ball or Roller Bear- 
ings—New Jersey Points to Detroit. 
Cancellation of proposed schedule or- 


dered by July 31, on one day’s notice, 
and proceeding discontinued, on finding 
not shown just and reasonable, com- 
modity rate of 98 cents a 100 pounds, 
on ball or roller bearings, n.o.i., and 
parts other than anti-friction balls or 
rolls, minimum 23,000 pounds, from 
Clark township and Harrison, N.J., to 
Detroit, Mich., in lieu of a higher class 
rate. The Commission said the sched- 
ule was filed to become effective May 10, 
1950, and, on protest of Eastern Central 
Motor Carriers Association, Inc., was sus- 
pended until December 9, 1950, the re- 
spondent motor carriers having post- 
poned operation of the schedules in- 
definitely. It said the proposal applied 
over the singleline routes of the propo- 
nent, Interstate Motor Freight System, 
and over joint-line routes of Long Trans- 
portation Co., in connection with Gar- 
ford Trucking, Inc., or Miller’s Express 
& Trucking Co. “which apparently 
joined in the proposal to maintain their 
competitive position.” At the time of 
publication, it said, Interstate intended 
the suspended schedule to reflect a 
March 31, 1950, general increase, and 
at the hearing asked that a rate of 103 
cents which would include such increase 
be found just and reasonable, instead of 
the suspended schedule. It said the pro- 
posed rate, minimum 23,000 pounds, of 
103 cents, was approximately 45 per cent 
of the first class rate. It said Interstate 
relied solely on an opinion that a truck- 
load rate which would return truck-mile 
earnings within a range from 35 to 37.75 
cents would be reasonably compensatory. 
It said that without any supporting cost 
data it was unable to appraise the cor- 
rectness of this opinion. The mere facts 
that the proposed rate was not an initial 
departure from the classification and 
that rates on a somewhat relative level 
were maintained by other common car- 
riers, had little, if any, value as criteria 
of a reasonable rate level by the respond- 
ents from and to other points, said the 
Commission. 


Sodium Products 


I. and S. M-3436, Sodium Products, 
Ready Truck Lines. By the Commission, 
division 3. Proposed schedules ordered 
canceled by July 31, on one day’s notice, 
and proceeding discontinued, on finding 
not shown just and reasonable, proposed 
rate of 28 cents a 100 pounds on sodium 
phosphate, disodium phosphate, tri- 
sodium phosphate, and silico fluoride, 
minimum 30,000 pounds, Joliet, Ill., to 
Ivorydale and St. Bernard, O. The Com- 
mission said the schedules were filed by 
Ready Truck Lines, Inc., Harvey, IIl., to 
become effective July 15, 1950, and, on 
protest of Central States Motor Freight 
Bureau, Inc., operation of the schedules 
was suspended until February 14, 1951, 
when they became effective. Under the 
present class rate, minimum 20,000 
pounds, of 30 cents, from Joliet to both 
destinations which were within the cor- 
porate limits of Cincinnati, O., the re- 
spondent derived a minimum truckload 
revenue of $60, the Commission said, add- 
ing that the proposed commodity rate of 
28 cents, minimum 30,000 pounds, would 
return a minimum truckload revenue of 
$84, or $24 more than the rate existing 
prior to February 14, and minimum 
weight. It said the proposed rate was 
apparently intended to attract traffic of 
large Cincinnati shippers which had in- 
creased the use of rail service. While the 
higher minimum rate had a bearing on 
the reasonableness of the proposed rate, 
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it said, the evidence was not convincing 
that such minimum was necessary either 
for competitive reasons or to accommo- 
date shipments of persons engaging the 
services of the respondent. It said no 
cost data were presented by the respond- 
ent tending to show the proposed rate 
to be compensatory. Obviously, it con- 
tinued, differences in costs were incurred 
in the handling of shipments of different 
weights and in the operation of different 
size vehicles. 


Brass, Bronze, Copper 


I. and S. M-3364, Brass, Bronze, Cop- 
per—Indianapolis to Milwaukee. By the 
Commission, division 3. Cancellation of 
suspended schedules ordered, by July 26, 
on one day’s notice, and proceeding dis- 
continued, on finding not shown just and 
reasonable, schedules filed by five motor 
common carriers proposing to establish 
reduced truckload and less-than-truck- 
load commodity rates on brass, bronze, 
or copper articles, from Indianapolis, 
Ind., and points grouped therewith, to 
Milwaukee, Wis., and points grouped 
therewith. The Commission said the 
schedules were filed to become effective 
May 18, and, on protest of the Central 
States Motor Freight Bureau, Inc., their 
operation was suspended until December 
17, 1950, the respondents having post- 
poned the effective date of the sched- 
ules indefinitely. The proposed 1.t.l. 
rate was cancelled on November 1, 1950, 
it said. The Commission said that the 
mere fact that other rates were main- 
tained on substantially the same level 
as those proposed did not, standing 
alone, establish that the proposed rates 
were just and reasonable. 


RAILROAD ABANDONMENTS 


L. &N. 


By a report and certificate in Finance 
No. 17285, Louisville & Nashville Rail- 
road Co. Abandonment, the Commission, 
division 4, has permitted the applicant 
to abandon a portion of its Paris and 
Lexington branch line, which extends 
from a connection at Paris with the 
Frankfort & Cincinnati Railroad Co., 
to Chicle, about 12.686 miles, in Bourbon 
and Fayette counties, Ky. The Commis- 
sion said that no representations had 
been made by state authorities and no 
objection had been presented by ship- 
pers. It made the abandonment sub- 
ject to the so-called “Burlington condi- 
tions” for the protection of employes 
who might be adversely affected. The 
Commission said the volume of traffic 
handled on the line, and otherwise avail- 
able in the area served, was not sufficient 
to prevent substantial system losses to 
the applicant. The certificate was made 
effective 30 days from June 8. 


S.A.L. 


The Seaboard Air Line Railroad Co., 
by an application in Finance No. 17398, 
has asked the Commission for authority 
to abandon its Hull-Fort Myers line and 
the San Carlos and Alva branches there- 
of, a total of approximately 65 miles in 
DeSoto, Charlotte, and Lee counties, Fla. 
The S.A.L. said there was no commercial 
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activity or any traffic of consequence 
along the line between Hull and the 
Caloosahatchee River south of Salvista, 
such traffic as there was consisting 
mainly of pulpwood, wastewood or stumps 
and fertilizer. It said that south of that 
river the chief commercial activities were 
agricultural, on the Alva branch con- 
sisting mainly of the production of pulp- 
wood, wastewood, logs, vegetables, citrus, 
and gladiolus flowers. It said the line 
proposed to be abandoned had been op- 
erated at a substantial loss for several 
years. It said the Atlantic Coast Line 
either directly served or closely paralleled 
a large section of the line and the entire 
area was provided with highways and 
available motor carrier transportation. 


Alabama Central 


By an application in Finance No. 
17395, the Alabama Central Railroad 
Co. asks authority to abandon its entire 
line of railroad, because of “lack of 
revenue to sustain same.” The line ex- 
tends 9.96 miles in Walker county, Ala., 
from Jasper to Marigold. The applicant 
said that coal mining operations at 
Marigold, from which it had received 
its principal revenue, had been aban- 
doned and that revenue from other 
freight that might be handled would not 
be sufficient to sustain the railroad. 


COMMISSION MOTOR REPORTS 


An asterisk before the docket number 
means that the report will not be printed 
in full in the permanent series of motor 


carrier reports of the Commission. Mime- 
ographed copies of such reports in full 
may be obtained by prompt application 
to the Commission. 





* MC-111933, Lisle T. Short, Home, Pa., 
Common Carrier. Certificate granted. 
Fertilizer and agricultural lime, Balti- 
more, Md., to points in Armstrong, In- 
diana, and Jefferson counties, Pa.; ir- 
regular routes; applicant to conform his 
leasing practices to rules prescribed by 
the Commission (T.W., May 26, p. 35). 

* MC-11530, William Frank Smith and 
J. O. Bales, dba J. & B. Motor Lines, 
Limestone, Tenn., Contract Carrier. Per- 
mit denied. (1) Tobacco, in sheets, hogs- 
heads, and baskets, between points in 
Ky. and Tenn.; and between points in 
Ky. and Tenn., on one hand, and, on 
other, points in Ga., La., Md., N.C., Pa., 
S.C., Va.; (2) eggs, in crates, from 
Greeneville, Morristown, Knoxville, New- 
port, Rogersville, Tenn., to points in Md., 
N.J., N.Y., N.C., Pa., S.C., Va. The report 
said the proposed interstate for-hire 
transportation of green leaf tobacco and 
eggs fell within the partial exemption 
provided by section 203(b) (6), interstate 
commerce act, relating to agricultural 
commodities, if no commodity not within 
the exemption was transported for com- 
pensation at the same time. 

* MC-112113, Gypsum Haulage, Inc., 
Baltimore, Md., Contract Carrier. Permit 
granted. Irregular routes: (1) plaster, 
plaster products, gypsum, gypsum prod- 
ucts, fiberboard, tape, tape joint systems, 
iron and steel arches, steel bead, steel 
channels, steel lathing, steel ribbing, steel 
plaster grounds, steel rods, steel wall ties, 
insulating materials, paint, lime, lime- 
stone, Baltimore, Md., to points in Pa., 
N.J., Va., Md., Del., D.C., within 150 miles 


of Baltimore; (2) pulpboard, rock wool, 
paper tape, paint, aluminum sulphate, 
ammonium sulphate, silicate of sand, 
lime, soap chips, from points in Pa., N.J., 
Va., Del., within 150 miles of Baltimore, 
to Baltimore. 

* MC-111847, Orval D. Marks, Port- 
land, Ore., Common Carrier. Certificate 
denied, Commissioner Lee noting dis- 
sent. (1) Lumber mill products, from 
points in 6 Ore. counties to points in a 
described Calif. area; (2) agricultural 
commodities, fish, between points in Ore., 
Wash., Calif.; irregular routes. 


*MC-55811, Sub. 13, Craig Trucking, 
Inc., Albany, Ind., Extension—Glass. 
Certificate granted. Irregular routes: 
(1) glass, glass articles, (a) from South 
Connellsville, Pa., to points in Ill., Ind., 
Mich., O., to St. Louis, Mo., Louisville, 
Covington, Owensboro, Ky., (b) from 
Bremen and Canal Winchester, O., to 
destinations named in (la), except those 
in O., (c) from Lancaster, O., to Indi- 
anapolis, Ind., and Detroit, Mich.; (2) 
closures for glass containers (a) from 
South Connellsville to destinations named 
in (la), (b) from Bremen to aforemen- 
tioned destinations. 

* MC-102682, Sub. 213, Hughes Trans- 
portation, Inc., Charleston, S.C., Exten- 
sion— Blue Grass Ordnance Depot. 
Certificate granted. Irregular routes: 
dangerous explosives, component parts 
(not including .ingredients) thereof, 
ammunition not classified as a danger- 
ous or less dangerous explosive, and 
empty ammunition containers, between 
Blue Grass Ordnance Depot site near 
Richmond, Ky., on one hand, and, on 
other, site of Camp Atterbury, Ind., 
points in La. east of Mississippi River, 
and points in 11 states. 

* MC-108228, Sub. 4, J. A. Miles, Jr., 
Plant City, Fla., Extension—Frozen 
Foods. Certificate granted. Irregular 
routes: frozen fruits, frozen vegetables, 
Plant City to points in 13 states. 

*MC-76177, Sub. 215, Baggett Trans- 
portation Co.,, Birmingham, Ala., Exten- 
sion—Tubes, Certificate denied. Cop- 
per, brass, aluminum tubing, condenser 
tubes, refrigeration coils, between De- 
catur, Ala., on one hand, and, on other, 
Houston and Beaumont, Tex.; irregular 
routes. 

*MC-78139, Sub. 13, Buch Express, Inc., 
Harrisburg, Pa., Extension—Letterkenny 
Ordnance Depot. Certificate denied. 
General commodities, with exceptions, 
serving site of Letterkenny Ordnance 
Depot and Culbertson, Pa., as off-route 
points in connection with regular route 
operation between York, Pa., and Cham- 
bersburg, Pa., over U. S. highway 30. 


UNCONTESTED FINANCE CASES 





Report and order in F.D. No. 17361, Chi- 
cago, Milwaukee, St. Paul & Pacific Rail- 
road Co. Equipment Trust Certificates, 
granting authority to assume obligation and 
liability in respect of not exceeding $5,300,- 
000 of Chicago, Milwaukee, St. Paul & Pa- 
cific Railroad equipment-trust certificates, 
series NN, to be issued by the Continental 
Illinois National Bank & Trust Co. of Chi- 
cago, as trustee, and sold at 99.4178 per cent 
of par and accrued dividends in connection 
with the procurement of certain equipment. 
Approved. 

* * * 

Report and order in F.D. No. 17356, Alle- 
ghany Corporation Stock, granting authority 
to issue not exceeding 195,000 shares of com- 
mon stock of the par value of $1 a share, 
to be offered for sale to four officers of the 
applicant, subject to certain conditions, 


pursuant to a plan for purchase of stock 
by officers, at a price not less than the fair 
market value thereof at the date of the 
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order herein, the proceeds to be used to pro- 
vide additional working capital. Approved. 
a - * 


Report and order in F.D. No. 17368, Lake 
Terminal Railroad Co. Notes, (1) granting 
authority to issue at par four unsecured 
promissory notes in the aggregate principal 
amount of not exceeding $857,100, to be de- 
livered to the United States Steel Corpora- 
tion to evidence loans of a like aggregate 
amount, consisting of (a) a note for $345,100 
to evidence the unpaid balance of a loan 
made by that corporation to the applicant 
to finance in part the purchase of five 
Diesel electric locomotives, and now car- 
ried in open account; (b) a note for $90,000 
to complete the financing of the purchase 
of the five Diesel electric locomotives; and 
(c) two notes, one for $277,000 and one for 
$145,000, the proceeds to be used for major 
improvements to the railroad. (2) Action 
on that part of the application which re- 
quests authority to issue a note for $1,800,- 
000 to finance the purchase of new freight 
cars, deferred. Approved. 

* on * 

Report and order in F.D. No. 17374, The 
Greyhound Corporation Note, granting au- 
thority to issue at par a secured installment 
promissory note in face amount not to ex- 
ceed $500,000 to evidence a loan in a like 
amount to finance a part of the cost of a 
new passenger terminal building. Approved. 


MOTOR FINANCE CASES 


MC-F-4049, W. D. Sellers, Jr.—Control; 
Baggett Transportation Co.—Purchase (Por- 
tion)—North Alabama Motor Express, Inc., 
embracing MC-F-4487, W. D. Sellers, Jr.— 
Control; Baggett Transportation Co.—Pur- 
chase—J. P. Denton. On further hearing in 
MC-F-4049, prior findings affirmed; applica- 
tion of Baggett Transportation Co., Bir- 
mingham, Ala., for authority to purchase 
certain operating rights of North Alabama 
Motor Express, Inc., alsc of Birmingham, 
and of W. D. Sellers, Jr., also of Birmingham, 
for authority to acquire control of the 
rights through the proposed purchase, de- 
nied. In MC-F-4487, application of Baggett 
Transportation Co. for authority to pur- 
chase intrastate operating rights of J. P. 
Denton, dba Denton Express, Montgomery, 
Ala., and of W. D. Sellers, Jr., for authority 
to acquire concurrent control of the rights 
through the purchase by Baggett, denied. 


* * * 


MC-F-4491, Galen J. and Carroll J. Roush 
—Control; Roadway Express, Inc.—Purchase 
(Portion)—Dewey M. and Nora A. Augs- 
burger, and embraced cases. In MC-F-4491 
and MO-F-4492, applications of Roadway Ex- 
press, Inc., of Akron, O., to purchase cer- 
tain operating rights of (a) Dewey M. 
and Nora A. Augsburger, dba Liberty Mov- 
ing & Storage, Lima, O., and (b) Union 
Storage & Warehouse Co., Charlotte, N. C., 
and of Galen J. and Carroll J. Roush for 
authority to acquire control of the oper- 
ating rights, denied. In MC-F-4540. Same 
—Control; Roadway Express, Inc.—Purchase 
(Portion) Robert L. Osborne and M. F. Hicks, 
dba Hunt Freight Lines, Chattanooga, Tenn., 
purchase by Roadway of certain operating 
rights of Hunt and acquisition of control 
by Galen J. and Carroll J. Roush, approved, 
with condition. In MC-F-4542, Same—Con- 
trol; Shippers Freight Forwarding Co.—Pur- 
chase (Portion)—Komray & Bock, Inc., ap- 
plications of Shippers, of Akron (a) to pur- 
chase a portion of the operating rights of 
Komray & Bock, Warren, O., and (b) to 
lease certain operating rights of Roadway, 
and of Galen J. and Carroll J. Roush to 
acquire control of the rights, denied. In 
MC-F-4861, Same—cControl; Roadway Ex- 
press, Inc.—Merger—Shippers Freight For- 
warding Co., merger of the operating rights 
of Shippers into Roadway for cwnership 
management, and operation, and acquisi- 
tion of control by Galen J. and Carrol J. 
Roush of the rights and properties through 
the merger, approved, with conditions. 

* * * 


MC-F-4588, Himan Smith and D. S. Freed- 
man—Control; Smith & Solomon Trucking 
Co.—Purchase (Portion)—Reisch Trucking & 
Transportation Co., Ine. Application of 
Smith & Solomon Trucking Co., New Bruns- 
wick, N.J., for authority to purchase certain 
operating rights of Reisch Trucking & Trans- 
portation Co., Inc., Palisades Park, NJ. 
and of Himan Smith and D. S. Freedman, 
both of New Brunswick, for authority to 
acquire control of the rights, through the 
purchase, denied. 

* oe - 


MC-F-4685, Sol and Domenice De Ceanne 
—Purchase—Sidney Blumenthal. Applica- 
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tion of Sol De Ceanne and Domenice De 
Ceanne, partners dba Midwest Freight For- 
warding Co., Chicago, Ill., for authority to 
purchase the operating rights of Sidney 
Blumenthal, dba Bloomfield Transportation 
Co., Jersey City, NJ., denied. 


MC-F-4712, Robert J. Gisinger — Control; 
Cortland Fast Freight, Inc. — Purchase — 
Norton L. Worster. Purchase by Cortland 
Fast Freight of the operating rights and 
property of Norton L. Worster, dba Iro- 
quois press, both of Cortland, N. Y., and 
acquisition by Robert J. Gisinger of con- 
trol of the rights and property, approved, 
with condition. ‘ 

* 


MC-F-4734, J. M. Goldston — 
Goldston Motor Express, Inc.—Purchase— 
R. N. and W. H. McBride. Application of 
Goldston Motor Express, Inc., of Spray, N. 
C., for authority to eg the operating 
rights of R. N. and . H. McBride, also of 
Spray, dba McBride & McBride, and of J. 


Control; 


M. Goldston to acquire control of the 
rights, denied. f 
* * 


MC-F-4920, James B. Godfrey, Jr.—Con- 
trol; Great American Transport System, In- 
corporated — Purchase (Portion) — Starr 
Freight Service, Inc. (John H. Chatz, 
Trustee). Application for authority under 
section 210a(b) of Great American Trans- 
port System, Incorporated, of Detroit, Mich., 
for temporary operation of a portion of the 
motor-carrier rights of Starr Freight Service, 
Ine. (John H. Chatz, Trustee), of Chicago, 
Ill., denied. . 

= * 


MO-F-4927, T. S. Carter—Control; Inter- 
state Motor Lines, Inc.—Control and Mer- 
ger—Great American Dispatch, Inc.—Appli- 
cation for authority under section 210a(b) 
of Interstate Motor Lines, Inc., of Salt Lake 
City, Utah, for temporary operation of the 
motor-carrier rights and properties of Great 
——- Dispatch, Inc., of Denver, Colo., 
enied. 


ORDERS 


1.C.C. Again Refuses to 
Receive Senator Johnson’s 


Speech In Gateway Case 


The Commission has again denied 
a petition of the Union Pacific Rail- 
road for receipt in evidence in the 
so-called Ogden Gateway Case of a 
radio speech by Senator Johnson, 
chairman of the Senate interstate 
and foreign commerce committee, 
said to favor the position of the Rio 
Grande Railroad in the proceeding 
(T.W., May 12, p. 34). 


By an order in No. 30297, Denver & 
Rio Grande Western Railroad Co. v. 
Union Pacific Railroad Co. et al., the 
Commission denied the U.P.’s petition 
for “reconsideration and reversal of the 
Commission’s order, by Commissioner 
Mahaffie, dated March 12, 1951, denying 
petition of the Union Pacific Railroad 
Co. to reopen the record .. . to receive 
in evidence a speech broadcast by radio, 
and overruling motion to.reject or strike 
the answer to said petition.” 

The Commission said it appeared that 
the reasons set forth in the instant peti- 
tion did not furnish sufficient justifica- 
tion for reversal of the order of March 12. 

The Odgen Gateway Case involves an 
effort of the Rio Grande to have the 
Commission order the U.P. to establish 
through routes and joint rates with the 
Rio Grande. 


Oil Transit Tariff Effective 


The Commission has declined to sus- 
pend railroad tariff items providing 
transit privileges for the blending, mix- 
ing, and compounding of petroleum lu- 
bricating oils at Ponca City, Okla. The 
items, published as item 3089-I of Agent 
D. Q. Marsh’s I.C.C. 3785 and other 
Marsh tariffs, became effective June 18. 
They were protested by the Lion Oil Co., 
El Dorado, Ark. (T.W., June 9, p. 37.) 


Smoky Mountain Trustee Pay 


The Commission, division 4, by an or- 
der in Finance No. 15657, Smoky Moun- 
tain Railroad Reorganization, has dis- 
missed an application of the debtor rail- 
road’s trustees and counsel for the fixing 
of final maximum limits of allowances 
for compensation for services rendered 
and reimbursement of expenses incurred 


by them in the period generally from 
March 20, 1947, until January 19, 1948. 

It said that in that period the Smoky 
Mountain’s plan of reorganization, in 
proceedings No. 14122, was pending in 
the Tennessee eastern district, northern 
division, court at Knoxville. The Com- 
mission said that on consideration of an 
opinion of the U.S. Court of Appeals for 
the sixth circuit dated June 28, 1948, in 
its cause No. 10706, State of Tennessee 
ex rel., petitioner, v. George C. Taylor, 
respondent, the district court, on July 12, 
1948, entered an order dismissing the 
reorganization petition of the Smoky 
Mountain. 


Rail Reparation Payments 


Ordered in Several Cases 


The Commission has issued reparation 
orders in seven proceedings as follows: 

No. 29772, Pacific Gamble Robinson Co. 
et al. v. Santa Fe Railway et al., and No. 
29776, Safeway Stores, Inc. v. Santa Fe, 
on account of “unreasonable rates 
charged for transportation of watermel- 
ons, in bulk, in carloads, shipped between 
May 25, 1945, and June 20, 1946, and be- 
tween June 5, 1945, and June 6, 1946, from 
origins in Texas to destinations in Wash- 
ington, Oregon, Idaho, Montana, Utah 
and British Columbia.” 

No. 30127, Ideal Cement Co. v. Santa 
Fe Railway et al., on account of “un- 
reasonable rates charged for the trans- 
portation of residual fuel oil, in tank- 
car loads, on December 31, 1946, and 
January 13, 1947, from Lovell, Wyo., to 
Boettcher and Portland, O.” 

No. 30246, Allied Oil Co., Inc. v. Alton 
& Southern Railroad et al., on account 
of “unreasonable rates charged for the 
transportation of crude oil, in tank-car 
loads, from points in Texas and Louisi- 
ana to destinations in Ohio and Pennsyl- 
vania.” 

No. 30426, Morris De Lee v. Southern 
Pacific Co. et al., on account of “inap- 
plicable rates charged on six carloads 
of vehicle window assemblies shipped 
between November 22, 1947, and January 
21, 1948, from Detroit, Mich., to Culver 
City, Calif.” 

No. 30402, General Foods Corporation 
v. Baltimore & Ohio Railroad et al. (sup- 
plemental), on account of “unreasonable 
rate charged and collected on five car- 
load shipments of frozen fresh spinach 
from Eagle Pass, Tex., to Boston, Mass.” 

Two of the orders were to amend prior 
orders by striking certain items. They 
were issued in No. 29977, Celanese Cor- 
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poration of America v. Akron, Canton & 
Youngstown Railroad Co. et al., and No. 
29893, Empire Steel Corporation v. Ann 
Arbor Railroad Co. et al. 

The amounts of reparation ordered 
paid were payable by the affected rail- - 
roads on or before July 19. In most in- 
stances the amounts were under $1,000. 

In Nos. 29772-29776, the International- 
Great Northern, the Texas & Pacific, the 
Missouri Pacific, the Burlington, and the 
Northern Pacific were ordered to pay an_ 
item of $1,969.88. 

In No. 30127, the Burlington, the Colo- 
*rado & Southern, and the Santa Fe were 
ordered to pay an item of $1,508.94. 





Applications Dismissed in 


Seashore Lines’ Bond Case 


The Commission, division 4, by an or- 
der in Finance No. 17362, Pennsylvania- 
Reading Seashore Lines Bonds, and 
Same, Sub. 1, Pennsylvania Railroad 
Co. and Reading Co., Assumption of Ob- 
ligation and Liability, has dismissed, 
without prejudice, application of the 
three named railroads in those proceed- 


ings. 

It said that by an application filed 
May 23, the Pennsylvania-Reading Sea- 
shore Lines asked authority to issue 
$4,000,000 first mortgage bonds, series 
A, to be sold and the proceeds used to 
provide a portion of the funds required 
to pay at maturity $1,926,000 of out- 
standing bonds due July 1, 1951, and to 
redeem on or before November 1, 1951, 
$2,200,000 of bonds due May 1, 1954. 

The P.R.R. and the Reading, owners 
of the stock of the Seashore Lines, by 
a joint application filed May 23, it said, 
asked authority to assume obligation 
and liability as guarantors in respect to 
the Seashore Lines’ bonds. 

The Seashore Lines stated that, be- 
cause of unsettled market conditions, it 
had decided to withdraw its offering of 
bonds, and requested dismissal of its ap- 
plication without prejudice, said the 
Commission. It said that the P.R.R. and 
the Reading requested that, in view of 
the Seashore Lines’ petition for dismis- 
sal, the joint application of the P.R.R. 
and the Reading also be dismissed with- 
out prejudice. 





Passenger Vessel Operation 


By an order in W-1008, Sub. 3, Isle 
Royale Navigation Co., Temporary Au- 
thority--Grand Portage (2), the Com- 
mission, division 4, has authorized the 
applicant, of Cloquet, Minn., effective 
until and including October 15, to operate 
aS a common carrier by self-propelled 
vessels between Grand Portage, Minn., 
and Isle Royale, Mich., in the transpor- 
tation of passengers (including their 
baggage) traveling to or from Windigo 
Inn at Washington ‘Harbor or Rock Har- 
bor Lodge at Rock Harbor. 


Temporary Water Rights Denied 


By an order in W-1030, Gwinn, Inc., 
Temporary Authority Application, the 
Commission, division 4, has denied an 
application of Gwinn, of Harvey, La., for 
temporary authority to operate as a con- 
tract carrier by water in the transporta- 
tion of ground barytes, in bags, from 
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Harvey, La., to Venice, Berwick, Frank- 
lin, Houma, Lockport, Garden City, and 
Cameron, La. 

The Commission said the applicant 
had not shown there was no carrier 
service capable of meeting the need for 
that transportation. 





Canned Goods Heavy Load 
, Order Suspended 15 Days 


The Commission, division 3, late 
June 20, suspended for 15 days its heavy 
loading service order No. 878, Require- 
ments for Loading Canned Goods and 
Foodstuffs (T.W., June 16, p. 57). The 
order requires heavier loading of canned 
goods and foodstuffs in railroad freight 
cars. 


By service order No. 878-A, service 
order No. 878 was suspended until July 
16, at 12:01 a.m. The originally an- 
nounced effective date was July 1, at 
12:01 a.m. 

At the Commission it was said that 
the suspension was to allow time for 
distributors to line up their sales units 
with respect to the order’s requirements. 
It was said that large companies in par- 
ticular had encountered problems in 
meeting the requirements. 

The Defense Transport Administra- 
tion issued an announcement of the sus- 
pension of the service order. 





Motor Sale Order Modified 


The Commission, division 4, by an or- 
der in MC-F-4481, Ralph Tarantola, Jr. 
—Purchase—Globe’s Service, Inc., has 
granted a petition of the applicant, of 
Flemington, N.J., and modified its order 
of March 13, 1950, in the proceeding, to 
authorize the considered purchase trans- 
action on terms providing for payment 
of not exceeding $16,350 for the operating 
rights and property purchased, and to 
approve a credit of $35.83 toward expen- 
ditures made in connection with the 
transaction. 


Rate Case Reopened 


The Commission, division 3, by an or- 
der in No. 29997, W. H. Mason Lumber 
Co. v. Baltimore & Ohio Railroad Co. 
et al., has reopened the proceeding for 
further hearing under modified proce- 
dure, solely for clarifying the record with 
respect to alleged misrouting of certain 
shipments and the complainants’ right 
to an award of reparation. 


N.Y. Motor Rises Effective 


The Commission has declined to sus- 
pend proposed increased motor carrier 
rates applying to and from a specified 
market area in Manhattan Island, New 
York City, as published in supplement 
No. 16 to tariff No. 3-D, New England 
Motor Rate Conference, MF-I.C.C. No. 
A-113 and other supplements. The tar- 
iffs were to become effective June 15 and 
later. ‘The increases were to be applied 
through imposition of additional charges 


ranging from 5 to 8 cents a 100 pounds 
on shipments of varying weights. They 
were protested by the Port of New York 
Authority (T.W., June 16, p. 44). 





Midwest Transfer Co. Note 


The Commission, division 4, by a sup- 
plemental order in Finance No. 17334, 
Midwest Transfer Co. of Illinois Notes, 
has modified an order of May 15, in 
the proceeding, so as to permit Midwest 
Transfer Co. of Illinois to use the pro- 
ceeds of a note for $20,000 to the Cos- 
mopolitan National Bank of Chicago to 
replenish working capital which has 
been paid out for motor vehicles. 


SUSPENDED TARIFFS 


Designation of a tariff below does not 
mean that all schedules in it have been 


suspended by the Commission. Suspen- 
sion orders contain many schedules not 


reproduced here. Details of such orders 
are published in The Traffic Bulletin. 





I. and S. No. 5930, Crushed Stone, 
Cairo, Ill. to East St. Louis, Il. from 
June 15, to and including January 14, 
1952, certain schedules as published in 
Gulf, Mobile & Ohio Railroad Co.’s tariff 
I.C.C. No. 250. The suspended schedules 
propose to increase the rates on crushed 
or ground stone, in box cars, carloads, 
from Cairo, Ill. to East St. Louis, Il, 
where such rates are used as factors in 
constructing combination rates. 

I. and S. M-3772, Alcoholic Liquors— 
Federal Truck Lines, Inc., from June 14, 
to and including January 13, 1952, cer- 
tain schedules published in tariffs MF- 
I.C.C. Nos. 29, 30 and 31 of Federal 
Truck Lines, Inc., Chicago, Ill. The 
suspended schedules propose to establish 
motor common carrier commodity rates 
on alcoholic liquors, minima 22,000 and 
32,000 pounds, from Lawrenceburg, Ind., 
Cincinnati, O., and Louisville, Ky., to 
Chicago, Ill. 

I. and §S. M-3773, Wooden Battery 
Partitions to Fairfield, Conn., from June 
15, to and including January 14, 1952, 
certain schedules published in supple- 
ments Nos. 41 and 42 to tariff MF-I.C.C. 
No. A-345 of Middle Atlantic States Mo- 
tor Carrier Conference, Inc., agent, 
Washington, D.C. The suspended sched- 
ules propose a new motor common car- 
rier commodity rate on wooden battery 
insulating partitions, on pallets or lift- 
truck skids, minimum 30,000 pounds, from 
Philadelphia, Pa., to Fairfield, Conn. 


I. and S. M-3774, Fertilizer and In- 
secticides—Portland and New York, from 
June 15, to and including January 14, 
1952, all schedules set forth in tariff 
MF-I.C.C. No. 4 of Domenick Longo, 
Gastonbury, Conn. The suspended sched- 
ules propose new commodity rates per 
ton, minimum 10,000 pounds, on ferti- 
lizer and fertilizer materials, insecticides, 
fungicides, herbicides and rodenticides 
between Portland, Conn., and 18 destina- 
tions in New York. . 

I. and S. M-3775, Dresses, Etc.—From 
Pa., To Newark & New York, from June 
15, to and including January 14, 1952, 
certain schedules published in supple- 
ment No. 1 to tariff MF-I.C.C. No. 3 of 
Interstate Dress Carriers, Inc., New York, 
N.Y., and in supplements Nos. 10 and 
12 to tariff MF-I.C.C. No. 16 of Barney 
Shapiro, agent, Newark, N.J. The sus- 
pended schedules propose increased mo- 
tor common carrier rates on ladies, wear- 
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ing apparel consisting of dresses (other 
than party dresses or evening gowns), 
gamps, bathing suits, hoovers, smocks 
and slack suits, having actual value of 
$2.89 to $3.75 and $4.75 to $5.25 per gar- 


ment, from St. Clair, Pa., to Newark, N.J.,. 


and from Allentown, Bethlehem and 
Easton, Pa., to New York, N. Y. 


I. and S. M-3776, Containers—Gradiny 
Delivery Service, Inc., from June 18, to 
and including January 17, 1952, certain 
schedules published in schedule MF-I.C.C. 
No. 6 of Gradiny Delivery Service, Inc., 
New York, N.Y. The suspended sched- 
ules propose to reduce motor contract 
carrier minimum rates and charges on 
glass containers, any quantity, to Bridge- 
ton and Winslow, N.J., from Baltimore, 
Md., Jersey City, N.J., and Philadelphia, 
Pa., and on tin cans, minimum 10,000 
pounds, to Bridgeton and Winslow from 
Baltimore, New York, N.Y., and Phila- 
delphia. 

I. and S. No. 5931, Class Rates, Colum- 
bus, Ind. to T. L. & N. Eng., from June 
15, to and including January 14, 1952, 
certain schedules as published in sup- 
plement No. 173 to Agent L. C. Schuldt’s 
tariff I.C.C. No. 3642 and MF-I.C.C. No. 
83. The suspended schedules propose to 
reduce the class rates from Columbus, 
Ind, to points in Trunk Line and New 
England territories. 

I. and S. M-3777, Aluminum Cable, 
Etc., Vancouver, Wash., to Montana, 
from June 19, to and including January 
18, 1952, certain schedules published on 
2nd revised page 59-A to tariff MF-I.C.C. 
No. 11 of Pacific Inland Tariff Bureau, 
Inc., agent, Portland, Ore. The sus- 
pended schedules propose to reduce rates 
on aluminum cable, rod, and _ wire, 
minimum 40,000 pounds, from Vancou- 
ver, Wash., to Kalispell, Great Falls, 
Shelby and Sweet Grass, Mont. 

I. and S. M-3778, Iron and Steel Ar- 
ticles—Eldon Miller, Inc., from June 18, 
to and including July 11, certain sched- 
ules published in Supplement No. 8 to 
tariff MF-I.C.C. No. 6 of Eldon Miller, 
Inc., Iowa City, Iowa. The suspended 
schedules propose a reduced commodity 
rate on iron and steel articles, minimum 
32,000 pounds, from Cedar Rapids, Ia., to 
Danville, Ill. 

I. and S. M-3779, Fertilizer—Pauls- 
boro, N.J., to New York Points, from 
June 18, to and including January 17, 
1952, certain schedules published in sup- 
plement No. 14 to tariff MF-I.C.C. No. 
9 of Lewis G. Johnson, Newark, N.Y. 
The suspended schedules propose new 
joint-line motor common carrier com- 
modity rates in cents per ton of 2,000 
pounds, on fertilizer, in packages, mini- 
mum 28,000 pounds, from Paulsboro, 
N.J. to all points in western New York 
counties as follows: to Cayuga, Monroe, 
Ontario, Seneca, Wayne and Yates, 666 
cents; to Orleans, 680 cents; to Genesee, 
Livingston and Wyoming, 700 cents; and 
to Erie, 800 cents. 

I. and S. M-3782, Drugs and Coffee to 
and from Jacksonville, Fla., from June 
19, to and including January 18, 1952, 
certain schedules published in supple- 
ments Nos. 17 and 21 to tariff MC-I.C.C. 
No. 322 of R. S. Cooper, agent, and in 
supplement No. 61 to Southern Motor 
Carriers Rate Conference tariff MF- 
I.C.C. No. 496 and I.C.C. No. 19. The 
suspended schedules propose reduced 
motor common-carrier truckload com- 
modity rates on drugs, chemicals, and 
toilet preparations, from Clinton, Conn., 
to Jacksonville, Fla., and on roasted cof- 
fee from Jacksonville to Charlotte, N.C. 

I, and S. M-3780, Alcoholic Liquors— 
Cincinnati & Louisville to W.T.L., from 
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June 19, to and including January 18, 
1952, certain schedules as set forth in 
supplement No. 7 to tariff MF-I.C.C. No. 
192 of the Middlewest Motor Freight Bu- 
reau, agent, Kansas City, Mo. The sus- 
pended schedules proposed to establish 
new and reduced motor common carrier 
minimum 30,000 pound commodity rates 
on alcoholic liquors from Cincinnati, O., 
to Duluth, Minn., Eau Claire, Wis., Fargo, 
N.D., LaCrosse, Wis., Minneapolis, Minn., 
Sioux Falls, S.D., Superior and Wausau, 
Wis., and from Louisville, Ky., to Duluth, 
Minn., Eau Claire, Wis., Fargo, N.D., 
LaCrosse, Wis., Minneapolis, Minn., and 
Wausau, Wis., in lieu of present higher 
class rates and to alternate with present 
higher 20,000-pound commodity rates. 

I. and S. M-3781, Dry Cell Batteries— 
Asheboro, N.C. to Atlanta, Ga., from 
June 19, to and including January 18, 
1952, certain schedules published in sup- 
plement No. 61 to tariff MF-I.C.C. No. 
496 and I.C.C. No. 19 of Southern Motor 
Carriers Rate Conference, agent, Atlanta, 
Ga. The suspended schedules propose 
to establish a motor common carrier 
commodity rate of 61 cents per 100 
pounds, minimum 36,000 pounds, on elec- 
tric dry cell batteries from Asheboro to 
Atlanta to alternate with the present 
commodity rate of 80 cents per 100 
pounds, minimum 15,000 pounds. 


I. and S. No. 5932, Merchandise, East- 
hampton & Hartford to Kansas City, on 
the Commission’s own motion, from June 
20, to and including January 19, 1952, 
certain schedules published in supple- 
ment No. 1 to Agent I. N. Doe’s tariff 
I.C.C. No. 604. The suspended schedules 
propose to establish over certain routes 
increased rates on merchandise, in mixed 
carloads, from Easthampton, Mass., and 
Hartford, Conn., to Kansas City, Mo.- 
Kan., without observing the provisions 
oe 4 of the interstate commerce 
act. 


I. and S. No. 5933, Sugar To Virginia, 
No. Carolina & South Carolina, from 
June 20, to and including January 19, 
1952, certain schedules as published in 
supplement 101 to Agent W. P. Emerson, 
Jr.’s tariff I.C.C. 380 and supplement 3 
to Agent C. A. Spaninger’s tariff I.C.C. 
No. 1217. The suspended schedules pro- 
pose to reduce the water-rail rates on 
sugar, in carloads, from Baltimore, Md., 
and the all-rail rates from South At- 
lantic Ports, to various points in Vir- 
ginia, North Carolina and South Caro- 
lina. The reduced rates were protested 
by the Southern Motor Carriers Rate 
Conference, Inc. (T.W., June 16, p. 15.) 


M-3783, Anhydrous Ammonia — New 
York to Jacksonville, Fla., from June 20, 
to and including January 19, 1952, cer- 
tain schedules published in supplement 
No. 2 to tariff MF-I.C.C. No. 331 of 
Agent R. S. Cooper, Greensboro, N.C., 
and in supplement No. 20 to joint tariff 
MF-I.C.C. No. 523 issued by Southern 
Motor Carriers Rate Conference, agent, 
Atlanta, Ga. The suspended schedules 
propose to establish a new motor com- 
mon carrier commodity rate of 165 cents 
ber 100 pounds, minimum 25,000 pounds, 
on anhydrous ammonia, in steel cylin- 
ders, from New York, N.Y., and points 
grouped therewith, to Jacksonville, Fla. 


COMMISSION ORDERS 


No. 30206, H. E. Fletcher Co., et al. v. A. 
OC. L. et al. Order of Sept. 1, 1950, further 
modified to become effective Sept. 14, on 
oe —_ than 30 days’ notice, instead of 

ly 30. 





I. & S. 5830, Sulphur, La., and Tex. to 
Nashville and Old Hickory; F.S.A. 25256, 
Sulphur from La. and Tex. Ko Tenn. Or- 
ders of Mar. 26, further modified to become 
effective July 25, instead of June 25. 

x z * 

I. & S. 5877, Canned Goods from Inwood, 
W. Va. to South. Proceeding discontinued. 
+ — ne 

Ex Parte 104, Practices of Carriers Affect- 
ing Operating Revenues and Expenses, Part 
II, Terminal Services, John Morrell & Co. 
Terminal Allowance. Order of Mar. 12, fur- 
ther modified to become effective July 16, 
instead of June 15. 3 

ca . 

MC-29736, Sub. 4, Nan Anderson Wilson 
and Richard D. Wilson Extension—Utah. 
Reopened for reconsideration on present 
record. 

s * * 

MC-52709, Sub. 27A, Ringsby Truck Lines, 
Inc. Extension—Ogden, Utah. Applicant’s 
petition for reconsideration, denied. 

« * * 

MC-55223, Sub. 8, Santa Fe Transporta- 
tion Co. Extension—Calif. Operations. Date 
on which recommended order shall become 
order of Commission and become effective, 
postponed to June 15. 


* * * 


MO-76564, Sub. 29, Hill Lines, Inc. Ex- 
tension—Hobbs and Tatum, N. M. Appli- 
cant’s petition for reconsideration or ar- 
gument, denied. 

* = * 

MC-88447, Sub. 2, Frank Jacob Extension 
—Western States. Applicant’s petition for 
reconsideration and amendment of applica- 
tion, denied. 

Kk ae * 

MC-104020, Sub. 1, E. L. Bradshaw Com- 
mon Carrier Application. Applicant’s peti- 
tion for further hearing and reconsidera- 
tion, denied. 

Bo a * 


MC-106135, Sub. 6, J. H. Porter, d/b/a Por- 
ter Transfer & Storage Extension—Several 
States. Interveners’ petition for reconsid- 
eration and argument, denied. 

* oe * 

MC-107496, Sub. 17, Ruan Transport Corp. 
Extension—Peru, Ill. Intervener’s petition 
for hearing de novo and revocation of cer- 
tificate, denied. 

* * * 


MC-107818, Sub. 6, Nathan Greenstein Ex- 
tension—Several States. Applicant’s peti- 
tion for further hearing and consolidation, 
denied. 

oa * ok 


MC-107822, Sub. 18, George Wright Exten- 
sion—Sugar. Applicant’s petition for recon- 
sideration, denied. 

os + * 

MC-110053, Sub. 1, Illinois State Motor 
Service, Inc. Extension—II1l. Applicant’s 
petition for reconsideration, further hear- 
ing, and/or argument, denied. 

o t a 

MC-111348, Albert Larson Contract Car- 
rier Application. Interveners’ petition for 
reconsideration, denied. 

* * 


MC-112004, Butler-Newark Daily Delivery, 
Inc. Common Carrier Application. Peti- 
tion of Metropolitan Motor Carriers Con- 
ference, Inc., to stay order of Mar. 7, and 
reopen proceeding for further hearing, de- 
nied. 

. aa * 

MC-F-4585, Galen J. and Carroll J. Roush 
—Control; Roadway Express, Inc.—Purchase 
(Portion)—Diamond State Motor Freight 
Inc. Reopened for further hearing. 

+ 


MC-F-4749, C. G. Beam and D. F. Beam— 
Control; Carolina Freight Carriers Corp.— 
Purchase (Portion)—August Apel, Jr. Or- 
der of May 7 vacated and set aside, and or- 
der of Mar. 15, reinstated, except that fifth 
ordering paragraph shall be amended to 
provide that order shall be effective on July 
5: 


* ® * 


MC-C-1221, Interstate Motor Frt. System, 


Minimum Charge at Chicago. Proceeding 
discontinued. ra 

MC-C-1233, Heels, Soles—Mass. Points 
to St. Louis. Proceeding discontinued. 

* + * 

MC-C-1247, Roofing Materials, Millis 
Transportation Co., Inc. Proceeding discon- 
tinued. 

* * * 
No. 29461, Omaha Grain Exchange of 


Omaha, Nebr. v. M. P. (Guy A. Thompson, 
trustee) et al. Order of July 10, 1950, fur- 
ther modified to become effective Sept. 19, 
on not less than 30 days’ notice, instead of 
July 19. +. i oh 


No. 30035, Kansas Intrastate Rates. Peti- 
tion. of. State Corporation Commission of 
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Kans. for reopening, reconsideration, and 
reargument on record as made, denied. 
” 


No. 30131, Vernon Lumber Co. v. A. T. & 
S. F. et al. Reopened for reconsideration. 
* oa 


No. 30167, Western Soybean Mills v. G. N. 
et al. (Embracing also Subs. 1 to 7, inclu- 
sive). Complainants’ petition for recon- 


sideration, denied. 
* a ” 


No. 30251, Portsmouth Steel Corp. v. N & 
W. et al. Defendants’ petition for rehear- 
ing and reconsideration, denied. 

* 


No. 30271, Detecto Scales, Inc. v. A. & W. 
et al. Reopened for reconsideration, and 
order of Dec. 7, 1950, further modified so as 
to postpone effective date thereof until 
further order of Commission. 


No. 30289, A C F-Brill Motors Co. v. P. 
R.R. et al. Reopened for reconsideration. 
co ok * 


q 5, Fairview Collieries Corp. v. B. 
Pe bye No. 30305, Sub. 1, Bell & Zoller 
Coal and Mining Co. v. Same. Intervener's 
and defendants’ except (N. Y. C. R.R. Co.) 
for argument and reconsideration, denied. 


No. 30315, White and Bagley Co. Vv. B. & 
M. et al. Intervener’s and defendants peti- 
tions for reopening, rehearing, and recon- 
sideration, denied. a 


: 74, Firestone Tire & Rubber Co. v. 
Aw Wer. et al. Complainant’s petition for 
argument and reconsideration, denied. 

cd a * 

No. 30522, Charles A. Green & Sons, Inc. Vv. 
P. RR. et al. Defendants’ petition for re- 
argument and reconsideration, denied. 

ae * * 


I. & S. 5740, Perlite Rock & Sand From 
or To Ill. Territory. Proceeding discon- 
tinued. he 


53, Limestone Mixtures and Grit 

_6rhetal pe Ran Petition of official ter- 

ritory railroad respondents for reopening and 

reconsideration, denied. 

* a * 

’ 77, Commodities Between W.T.L. 

a we Western R.R. Order of Jan. 17, 

further modified to become effective July 

31, on not less than one day’s notice, in- 
stead of June 15. se ia 


I. & S. 5807, Candy, Atlantic to Pacific 
Coast Ports. Protestants’ petition for re- 
consideration, denied. 

* * * 

I. & S. 5839, Forwarder Class Rates Be- 
tween East and Chicago. Protestant’s peti- 
tion for reconsideration, denied. 

ae a * 

I. & S. 5840, Sewage Sludge, Ill. and Wis. 

to Fla. Respondents’ petition for reconsid- 


eration, denied. 
ok * 


MC-573, Sub. 24, Howard R. Williams, Inc. 
Extension—Boise, Idaho, and following in- 
volving same extension: 

MC-19339, Sub. 13, Joe Bookshnis. 

MC-2862, Sub. 31, Arrow Transportation Co. 

MC-23939, Sub. 45, Asbury Transportation 


Co. 
MC-52750, Sub. 16, Blue Line Transporta- 
tion Co., Inc. 
MC-88161, Sub. 14, Inland Petroleum 
Transportation Co., Inc. 
MC-109734, Sub. 11, Pacific Inland Trans- 
port, Ltd. 
MC-59493, Sub. 20, Silver Eagle Co. 
Reopened for further hearing. 
~ aa a 
MC-29886, Sub. 41, Dallas & Mavis For- 
warding Co., Inc. Extension — Secondary 


Movements. Applicant’s petition for re- 
consideration, denied. 

* ok * 
MC-110166, Sub. 5, Tennessee Carolina 


Transportation, Inc. Extension—Two Alter- 
nate Routes. Petition of Mason & Dixon 
Lines, Inc., and Hoover Motor Express, Inc., 
for leave to intervene, further hearing, and 
suspension of certificate, denied. 

* ok * 

MC-111424, Stanley Shelinsky Common: 
Carrier Application. Interveners’ petition 
for reopening, reconsideration and argu- 
ment, denied. an 


MC-111439, Tel-Radio Transport Corp. 
Contract Carrier Application. Reopened for 
reconsideration on present record. 


I. & S. M-3008, Paint—Los Angeles to 
Portland, Tacoma, and Seattle. Petition of 
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Pacific Inland Tariff Bureau, Inc., for re- 
consideration and argument, denied. 
* * * 


I. & S. M-3203, Alcoholic Liquors, Ind., Ky., 
&. Ohio to St. Louis. Respondents’ petition 
for reopening, reconsideration, and further 


hearing, denied. 
* 7 


I. & S. M-3438, Petroleum Products in 
Southern Territory. Respondent’s request 
for argument, denied. 

a oe ¥ 

MC-C-987, M. I. O’Boyle & Son, Inc., et al. 

v. Houff Transfer, Inc. Application denied. 
+ * 7 


MC-C-1161, Advance Truck Co., et al. v. 
M and M Transfer Co., et al. Complaint 


dismissed. 
+ * + 


MC-F-4502, L. F. Skaggs and John Mein- 
ders—Control; Mid-Continent Freight Lines 
—Purchase—Carter H. Dunaway. Applica- 
tion dismissed. 


MC-F-4530, Frank W. Babbitt—Control; 
Chippewa Motor Freight, Inc.—Purchase— 
Vern Bellows. Effective date of order of 
Mar. 9, further postponed to July 16. 

* * 


* * 


MC-F-4572, Harvey H. McGeorge, et al.— 
Control; McGeorge Transportation Corp.— 
Purchase (Portion)—Long Island Transpor- 
tation, Inc. Application _lismissed. 

* 


MC-F-4698, H. D. Gorman—Control; Chi- 
cago Express, Inc.—Purchase (Portion) — 
Brady Transfer and Storage Co. Effective 
date of order of Feb. 7, as modified by or- 
der of April 6, postponed fo July 2. 

* 


Respondents having cancelled suspended 
schedules under special permission, the 
Commission has issued orders discontinuing 
the following proceedings: 

I. & S. M-3323, Gas Black—Southwest to 
W.T.L. and Central Points. 

I. & S. M-3479, Books-Chicago, Ill. to 
Jackson, Miss. 

I. & S. M-3519, Minimum Charge, Less 
Truckload, W.T.L.—Southwest. 

I. & S. M-3587, Iron & Steel Articles— 
Baltimore to N. C. 

I. & S. M-3630, Coffee—Omaha, Neb. to 
Kansas City, Mo. 

I. & S. M-3642, Corn, Potato Products— 
Spray Materials—Feed. Oswald. 

I. & S. M-3644, Packing-House Products 
over Safeway Truck Lines, Inc. 

I. & S. M-3647, Coffee, Drugs, Over Nilson 
Motor Express. 

I. & S. M-3651, Iron and Steel Over Daniels 
Transfer Co. 

I. & S. M-3658, Sugar—New Orleans to 
Louisville and Owensboro. 

I. & S. M-3665, Canned Goods—New Haven 
to Conn. Points. 

I. & S. M-3669, Nails and Backer Strips 
over Fiorot Trucking. 

I. & S. M-3671, Electric Lamps—Atlanta, 
. Ga. to Ala. and Ga. Points. 

I. & S. M-3672, Powdered Milk or Butter- 
milk—Minneapolis to Chicago. 

I. & S. M-3673, Automobile 
Panels—Atlanta to N. C. Points. 

I. & S. M-3675, Frozen Eggs—Wichita, 
Kans. to Chicago, Il. 

I. & S. M-3683, Leaf Tobacco, Baltimore, 
Md. to Winston-Salem, N. C. 

I. & S. M-3684, Meats—Rose Line Trans- 
portation Co. 

I. & S. M-3685, Roofing Material, Between 
Millis, Mass. and Vt. 

I. & S. M-3694, Cigarettes, Manufactured 
Tobacco—St. Louis to Peoria. 

I. & S. M-3695, Merchandise—from and to 
Port Wayne, Ind. 

I & SS. M-3698, Restrictiuns—Hayes 
Freight Lines, Within the South. 

I. & S. M-3708, Agricultural Implements— 
Chicago to Memphis. 

I. & S. M-3709, Paperboard Boxes, Ridge- 
field Park, N. J.—New York, N. Y. 

I. & S. M-3712, Household Laundry Ma- 
chines over Aztec Lines, Inc. 

* - * 


Fenders, 


I. & S. M-3499, Trans-Continental Motor 
Carrier Commodity Rates. Date on which 
recommended order shall become order of 
Commission and become effective, postponed 
to June 22. 


MC-66562, Sub. 1061, Railway Express 
Agency, Inc. Extension—Cincinnati, Ohio. 
Application amended, by adding thereto a 
request for authority to serve intermediate 
points, and proceeding reopened for further 
hearing. 


. - * 


+ * * 
MC-F-4813, Orange Transportation Co. Inc. 


—Purchase (Portion)—Karst Freight Lines, 
Inc. Proceeding reopened, and order of 





May 23, amended so as to authorize purchase 
of portion of yendor’s operating rights. 
* * *~ 
MC-107839, Sub. 9, Denver-Albuquerque 
Motor Transport Inc. Extension—Walker Air 
force Base. Intervener’s petition for re- 
hearing, denied. " A 
MC-F-4437, Thomas J. Lyons—Control; 
Quinn Freight Lines, Inc.—Purchase—Jessie 
B. Wadkins and Thomas Ferrol Neale (Agnes 
B. Neale, Administratrix). Effective date of 
order of April 2, further postponed to 
July 2. . 7 n 


MC-F-4722, Associated Transport, Inc.— 
Purchase—W. Floyd Russell. Effective date 
of order of May 29, fixed as June 15. 

* ok ok 


No. 30601, Kaiser-Frazer Corp. v. A.T. & S.F. 
et al. Complainant’s petition tor reconsidera- 
tion and reopening, denied. 

* * co 


Ex Parte 104, Practices of Carriers Affect- 
ing Operating Revenues and Expenses, Part 
II, Terminal Services, Ford Motor Co Termi- 
nal Allowance. Reopened for further hearing 
insofar as description of tracks designated in 
supplemental report as interchange tracks 
with Detroit, Toledo & Ironton R.R. Co. 
be changed to include two tracks (numbers 
225 and 226) in western part of this plant. 


I. & S. 5701, Coffee from Houston and 
New Orleans to Ill. and Ia. Order of April 
20, 1950, further modified to become effective 
Aug. 2, on not less than one day’s notice, 
instead of July 2. “ 


I. & S. 5710, Petroleum in Southern Terri- 
tory-Rail. Order of May 8, modified to be- 


come effective Sept. 17, on not less than 30 
days’ notice, instead of July 17. 


MC-C-1267, Oscar Mayer & Co., Inc. v. Re- 
frigerated Transport, Inc. 
missed. 


Complaint dis- 


APPLICATIONS 
AND PETITIONS 





Bulwinkle Pact Protested 


The Department of Justice has pro- 
tested an application for approval of an 
agreement under section 5a of the inter- 
state commerce act filed with the Com- 
mission by the Middlewest Motor Freight 
Bureau in section 5a application No. 34 
(T.W., May 26, p. 21). 

Said the department, 
things: 

“The complete, free and unrestrained 
right to take independent action at any 
time, whether before, during, or after 
consideration pursuant to procedures es- 
tablished by the agreement, is not ac- 
corded. Conformance to and not devia- 
tion from the established procedures is 
expected even though the right of in- 
dependent action is seemingly pre- 
served.” 

Section 5a, embracing the so-called 
Reed-Bulwinkle act, relieves from op- 
eration of the antitrust laws common 
carriers entering into and carrying out 
agreements concerning joint action on 
rates and related matters, if the agree- 
ments are approved by the Commission. 

“The Commission cannot properly find 
that relief from the antitrust laws should 
apply with respect to the making and 
carrying out of the agreement,” said 
the department with respect to the pro- 
posed Middlewest agreement. 


FINANCE APPLICATIONS 


Finance No. 17384, Texas & Pacific Rail- 
way Co. (supplemental), announces ac- 
ceptance of bid of Salomon Bros. & Hutzler, 
New York, N.Y., of 98.191 per cent of par and 
a dividend rate of 25g per cent in connection 
with issuance of $5,500,000 equipment trust 
certificates, series K, for procurement of 12 
diesel-electrie and freight locomotives, 7 
diesel-electric switching locomotives, 100 


among other 











TRAFFIC WORLD 


flat cars, and 150 all-steel gondola cars, 
under agreement to be dated July 1, 1951. 
cs ok cs 


Finance No. 17397, Western Maryland Rail- 
way Co., asks authority to issue equipment 
trust series P certificates, $3,540,000, to fi- 
mance 79 per cent of $4,452,000 purchase of 
470 gondola cars, 100 covered hopper cars, 
100 box cars, and 40 flat cars, certificates to 
be dated July 1, 1951, paying dividends at 3 
per cent. The applicant said the certificates 
had been sold to Halsey Stuart & Co., Inc.., 
subject to Commission approval, at 99.52466 
per cent of their principal amount. 

+ * * 


MC-F-4938, Jones Truck Lines, Inc., 
Springdale, Ark., asks authority to purchase 
certain operating rights of Keystone Freight 
Lines, Tulsa, Okla. 

* 


* * 
MC-F-4939, Beneficial Corporation, Wil- 
mington, Del., and Continental Motor 
Coach Lines, Inc., Wilmington, ask au- 


thority to acquire control of Kentucky Bus 
Lines, Inc., Louisville, Ky., through owner- 
ship of capital stock or otherwise. 

oa * * 


MC-F-4940, Sims Motor Transport Lines, 
Inc., asks authority to purchase certain op- 
erating rights of Yellow Truck Lines, Inc., 
heretofore contracted for by Steffke Freight 
Co., Wausau, Wis., and temporarily to op- 


erate. 
* ©@& 6 


MC-F-4941, Greig Freight Line, Inc., Akron, 
O., and Wheeling-New York Express, Inc., 
Wheeling, W.Va., ask authority to merge. 


PETITIONS FOR REHEARING, ETC. 





MC-87880, Sub. 13, William Howard Bair 
Extension—Prefabricated Houses. Applicant 
asks reconsideration. 

a . 


MC-111320, Sub. 2, Curtis Keal Transport 
Co., Inc. Extension. Applicant asks recon- 
sideration and/or further hearing. 

s os i 


I. & S. M-3540, Petroleum Products in 
Tank Trucks—Walker Hauling Co., Inc. Re- 
spondents ask discontinuance of proceed- 
ng. 
me * e * 

Ex Parte MC-43, Lease and Interchange 
of Vehicles by Motor Carriers. ‘Transport 
Corp. asks postponement of effective date 
of order of May 8, and exemption of to- 


bacco. 
se 2 = 


MC-C-968, Determination of Exempted Ag- 
ricultural Commodities. American Ass’n of 
Nurserymen, Inc., asks reconsideration or, 
in alternative further hearing. 

* + * 

MC-F-4845, Ralph FE. Faylor—Control: 
Wheeling-New York Express, Inc.—Purchase 
(Portion)—Charles B. Spear. Reopened for 


hearing. 
* * * 


MC-78947, Sub. 1, Robert Elliott and Rich- 
ard Elliott Extension—Chicago Heights, Ili. 
Applicaants ask reconsideration. 

cs * a 

No. 29543, Appliances, Methods and Sys- 
tems Intended to Promote Safety of Rail- 
road Operation. Respondents ask further 
postponement of time for completion of 
signal installation program. 

* * * 

No. 30809, Tide Water Associated Oil Co. 
(Mid-Continent Division) v. A. T. & S. F. 
et al. Defendants ask dismissal of com- 
plaint. 

* K cK 

MC-88352, Sub. 11, William L. Dunn Ex- 
tension—Radio Sets. Applicant asks re- 
consideration. 

* * + 

No. 30007, Columbia Metals Corp. v. A. T. 
& S. F. et al. Defendants ask postpone- 
ment of effective date of Commission's 
order of May 21. 

ae a 

I. & S. 5756, Petroleum Products in IIl. 
Territory. R. G. Raasch, Agent, asks post- 
ponement of effective date of order of 
May 8. 

a as = 

MC-C-1244, Electric Lamps—Atlanta and 
Charlotte to Ala. Caro. Pts. Southern Motor 
Carriers Rate Conference, Inc., of Atlanta 
asks an extension of investigation. 

* * * 


MC-F-4636, Julius Cohen and James John 
Johnston—Control—Meredith & Hitchcock, 
Inc. Applicants ask dismissal of applica- 
tions for authority to purchase capital 
stock of Meredith & Hitchcock, Inc. 


ca * * 


No. 30481, J. C. Miller Co.) et al. v. P.R.B. 
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et al. Complainants ask reconsideration with 
argument, or further hearing 
ae * * 

W-409. Sub. 2, Shaver Transportation Co. 
Extension—Coastwise. Applicant asks cor- 
rection of third amended certificate and 
order. 

+ + oe 

MC-7213, Sub. 8, Lester C. Newton Exten- 

sion. Protestants ask hearing de novo. 
* * ok 


MC-30887, Sub. 22, Shipley Transfer, Inc. 
Extension. Applicant asks reopening and 
reconsideration of order of Mar. 5, denying 
petition for reopening and reconsideration. 

* oa * 


MC-52657, Sub. 431, Arco Auto Carriers, 
Inc. Extension—Protestants ask reconsidera- 
tion. 

* a * 

MC-104960, Sub. 7, Motor Fuel Carriers, 
Inc. Extension—Naphtha. Protestants ask 
that application be denied outright or, in 
alternative, that the examiner ‘‘be required 
te submit a report setting forth the facts 
upon which his recommendations are based.” 

* * * 

MC-107839, Sub. 9, Denver—Albuquerque 
Motor Transport, Inc. Extension—Walker Air 
Force Base. Little Audrey’s Transportation 
Co., Inc. asks rehearing. 

- * ~ 


MC-109421, Sub. 4, Leland E. Carter and 
Harold T. Carter Extension—Southern States. 
Applicant asks reconsideration and further 
hearing. 

* * * 


MC-FC-53222, Garland Freeman and Lloyd 
Freeman, dba Freeman Transfer, Transferee, 
and Nels A. Johnson, dba Johnson Express 
& Transfer, Transferor. Applicants ask re- 
opening and reconsideration, and amend- 
ment of original application. 

* os * 


MC-FC-53319, Asphalt Carriers, Inc., Trans- 
feree, and H. A. Schult and John M. Schult, 
dba Schult Co., Transferor. Applicant asks 
reopening and reconsideration. 





MC-C-1286, John H. Kalte, trading as 
Carolina Pillow Mfg. Co., High Point, 
N.C. v. Central Motor Lines, Inc. 

Alleges rates on chicken feathers, in 
bags, from Newark, N.J., to High Point, 


N.C., in violation of section 216. Asks 
cease and desist order and rates. (Clar- 
ence H. Noah, 116 North Main Street, 
High Point, N.C.) 


* * * 


MC-C-1287, Asbury Transportation Co., 
Los Angeles, Calif., and Acme Trans- 
portation Co., Oakland, Calif., v. 
D. M. Johnson and G. H. Johnson, 
dba Johnson Truck Lines. 

Allege defendants have not engaged 
in transportation or rendered service as 
authorized. by permit MC-76689, in vio- 
lation of sections 204 and 212. Ask hear- 
ing and revocation of permit. (E. M. 
Berol, 1095 Market Street, San Fran- 
cisco 3, Calif., and William B. Adams, 
331 Pacific Building, Portland 4, Ore.) 

co co oe 

No. 30825, Cotton Linters, Brownsville to 
Hopewell & Baltimore. 

Investigation instituted, on motion of 
the Commission, division 2, concerning 
the reasonableness of classifications, 
rates, and charges, and rules, regulations 
and practices affecting such classifica- 
tions, rates and charges applicable to 
transportation of cotton linters, other 
than bleached or dyed, in bales, carloads, 
from Brownsville, Tex., to Hopewell, Va., 
via all-rail, as provided in item 1710 of 
Agent D. W. Marsh’s tariff I.C.C. No. 
3947, FF-I.C.C. No. 14, and MF-I.C.C. No. 
136, and from Brownsville, Tex. to Balti- 
more, Md., via all-water, as provided in 
item No. 1180 of Newtex Steamship Cor- 
boration’s tariff I.C.C. No. 17. 


* * * 


No. 30829, Stearns Coal & Lumber Co., 


Inc., Stearns, Ky. v. Cincinnati, New 
Orleans & Texas Pacific Railway Co., 
et al. 


Alleges carload rates on coal from 
mines on the Kentucky & Tennessee Rail- 
way to all points on the C. N. O. & T. 
in Tennessee, in violation of sections 1, 
3, 13, and 15. Asks cease and desist order 
and rates. (J. E. Marks, 145 East High 
Street, Lexington, Ky.) 


- % * 


No. 30830, Twaits-Morrison-Knudsen, Los 
Angeles, Calif. v. Alton & Southern 
Railroad et al. 


Alleges rates on carload shipments of 
corrugated hard asbestos siding (artificial 
stone siding), from Lockland, O., to San 
Francisco, Calif., March 4, 1944, until 
March 31, 1944, delivered March 31, 1944, 
until April 10, 1944, in violation of sec- 
tion 6. Asks reparation of $1,513.95. (F. 
W. Turcotte, 1004 Builders Exchange 
Bldg., 656 So. Los Angeles St., Los Angeles 
14, Calif.) 


* * 


No. 30831, Rouge Oil Co., Inc., Ewing, Va. 
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v. Baltimore & Ohio Railroad Co. 

et al. 
Alleges rates on carloads of petroleum 
crude oil, February 24, 1947, through 


* April 14, 1947, Middlesboro, Ky. to Fall- 


ing Rock, W. Va. in violation of section 1. 
Asks order requiring waiver of payment 
of any outstanding undercharges. (J. W. 
Standard, Traffic Manager, Rouge Oil 
Co., Inc., P.O. Box 2470, Baton Rouge, 
La.) 
* oo a 
No. 30832, Tool Steel Gear & Pinion Co., 
Cincinnati, O. v. Pittsburgh & Lake 
Erie Railroad Co. et al. 

Alleges rates on carload shipments of 
steel wheel blanks, rolled, cast, or forged 
in the rough, from McKees Rocks, Pa., to 
Norwood, O., since September 25, 1948, 
in violation of section 6. Asks repara- 
tion. (Harry Teichner, 66 Court Street, 
Brooklyn 2, N. Y.) 


PROPOSED REPORTS 


‘Paper’ Rates in Big 
Motor Tariff Bring 


Cancellation Proposal 


Numerous changes and reduced 
rates, and rules and regulations gov- 
erning handling of iron and steel 
articles, proposed by motor common 
carriers parties to a tariff of the 
Motor Carriers Tariff Bureau, be- 
tween numerous points in Central 
Territory, would be cancelled if the 
Commission accepts the recom- 
mendations of Examiner Henry C. 
Lawton in I. and S. M-3638, Iron and 
Steel Articles—Central Territory. 


By schedules filed to become effective 
January 1, the carriers proposed the 
changes, on 20,000 and 32,000-pound 
minima. On protest of Central States 
Motor Freight Bureau on behalf of its 
members, and by six individual motor 
common carriers serving Central Terri- 
tory, and by the eastern railroads and 
those in [Illinois Freight Association 
Territory, the effective date of the sched- 
ules was postponed to July 31. 


Examiner Lawton said the proposed 
changes, the matter brought forward 
without change, contained in a new 
tariff, MF-I.C.C. No. 64, of 716 pages, 
was originally filed to become effective 
November 1, 1950. Because of numerous 
protests, he said, the effective date was 
voluntarily postponed until January 1 
to make adjustments that might satisfy 
the protestants, but that the attempt to 
do so gave grounds for additional objec- 
tions. Thereupon, he said, the supple- 
ments as well as the tariff were sus- 
pended apparently because of the im- 
practicability, if not the impossibility, of 
separating the unchanged matter from 
the thousands of items in the tariff. 


Rates Reviewed 


The examiner said the rates were to 
apply on two lists of commodities, one 
subject to a minimum of 20,000 pounds 
applying on the principal or “so-called 
broad” list of iron and steel articles, and 


the other containing rates, minimum 
32,000 pounds, to apply on a so-called 
restricted list. 

The 20,000-pound rates, Examiner Law- 
ton said, were intended to compete with 
rail rates, minimum 40,000 pounds, but 
he added that the 20,000-pound motor 
rates were about 10 per cent less than 
the 40,000-pound rail rates, the latter 
reflecting increases granted in general 
rail increase cases. At the time of hear- 
ing, he said, respondents intended to 
seek special permission to increase their 
rates on the broad list to the level of 
the rail 40,000-pound rates. He added 
that this had not been done. 

The 32,000-pound rates, he added, were 
intended to be competitive with the rail 
80,000-pound rates. 


Right to Serve Challenged 


Examiner Lawton said that the prot- 
estants challenged the right of certain 
respondents to provide service from and 
to points shown in the tariff as served 
by them, and also questioned the right 
of many carriers operating solely within 
a single state to participate in interstate 
transportaiton of the involved traffic. 


He then quoted a provision in the 
suspended tariff which he said appeared 
intended to provide for any present 
deficiencies in operating authorities, and 
carrying reference to a territory direc- 
tory intended to show the scope of re- 
spondents’ operating authorities. He 
said respondents conceded that the sus- 
pended tariff had not shown specific car- 
riers providing service from and to all 
origins and destinations, and he added 
that the territory directory did not in- 
dicate any specific routing for joint 
hauls. As to a routing guide referred 
to by the suspended tariff, Examiner 
Lawton. said no specific routing was pro- 
vided whereby joint routes from and to 
the thousands of points shown in the 
tariff could be determined. He said it 
appeared that the tariff had been framed 
so as to allow for future changes in op- 
erating authority and additional par- 
ticipants without showing such changes 
by supplement as the Commission’s tar- 
iff rules contemplated. He added: 


“It is reasonably clear, therefore, and 
the examiner so finds, that the suspended 
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tariff contains innumerable ‘paper’ rates 
not applicable at present over the lines 
of any particular respondent or respond- 
ents, or, at least, that such applicability 
cannot be determined from the sus- 
pended tariff provisions.” 


Rail Objections to Rates 


As to railroad objections to the 32,000- 
pound rates, Examiner Lawton said it 
appeared that most of them were already 
in respondents’ present tariff. 

He said the fact that the 20,000-pound 
rates were 10 per cent lower than the 
40,000-pound rail rates tended to show 
that the proposed rates might be lower 
than necessary to obtain a share of traf- 
fic for the respondents. But he said 
that, except where the suspended rates 
in actual measure reflected reductions 
below present rates, “the record made 
in this proceeding does not warrant their 
condemnation as unreasonably low.” 

In connection with his recommenda- 
tion that the suspended schedudes be 
ordered cancelled without prejudice to 
filing others in conformity with the dis- 
cussion, Examiner Lawton said: 

“Tt is clear that the suspended tariff 
is of wider scope than the operating 
authorities of the present participants, 
and does not provide clear and specific 
routing. This unlawfulness permeates 
the entire tariff. In addition, it is pos- 
sible, but cannot be definitely ascer- 
tained, except by a long and exhaustive 
comparison .of the present and proposed 
rate bases, that the suspended tariff may 
reflect a number of actual reductions in 
rates, or other changes. It is not incum- 
bent upon the Commission to determine 
the extent of the rate changes and their 
lawfulness. Under all of the circum- 
stances, the entire tariff must be found 
not to be just and reasonable. In view 
of the cost of publication of a new tariff 
of this size, it would appear that the re- 
spondents might refile the suspended 
tariff on statutory notice, and concur- 
rently therewith, after obtaining appro- 
priate permission, file a supplement, 
cancelling out all of the new and addi- 
tional matter contained in the tariff un- 
der suspension. If these suggestions 
could be carried out, it would seem that 
the way would then be paved for re- 
spondents to take care of the additions 
of new carriers and new points and 
service not presently provided, through 
later supplements.” 





Coal Motor Rights 


Additional motor recommended reports 
of Examiner William J. Lippman in cases 
involving motor-carrier transportation of 
coal from Pennsylvania have been issued 
by the Commission (T.W., June 16, p. 50). 

Exceptions to the reports must be filed 
with the Commission within 20 days from 
June 14. 

The reports, and the examiner’s rec- 
ommendations of irregular-route author- 
ity to be granted, were as follows: 

MC-112541, Leroy B. Krause (New 
Tripoli, Pa.), Common Carrier Applica- 
tion: Coal, from points in Schuylkill 
county, Pa., to Trenton and Palisades 
Park, N.J., and points in Warren and 
Hunterdon counties N.J. 

MC-112517, Nathan Altemose (AI- 
brightsville, Pa.), Common Carrier Ap- 
plication: Coal, from points in Luzerne 





and Schuylkill counties, Pa., to points in 
Monmouth, Bergen, and Essex counties, 
N.J., and Rockland county, N.Y. 

MC-112513, Elwood R. Fehnel (Easton, 
Pa.), Common Carrier Application: Coal, 
from points in Schuylkill and North- 
umberland counties, Pa., to Palisades 
Park, N.J., and points in Ocean and Bur- 
lington counties, N.J. 

MC-112510, Ernest L. Scott (Cressona, 
Pa.), Common Carrier Application: Coal, 
from points in Schuylkill county, Pa., to 
points in Mercer county, N.J. 

MC-112502, William E. Dorshimer, 
Common Carrier Application. Coal, from 
points in Schuylkill and Luzerne coun- 
ties, Pa., to Palisades Park, N.J. 





Denial of Expanded Motor 
Rights on Florida Juice 


Concentrates Recommended 


A Commission examiner has rec- 
ommended denial of a motor carrier 
application intended, he said, to save 
about four hours’ running time be- 
tween points in Florida, and points in 
12 states and the District of Colum- 
bia, by eliminating a present need of 
“tacking” two sets of rights at Hen- 
dersonville, N.C., in the transporta- 
tion of frozen juice concentrates. 


In a recommended report in MC-25798, 
Sub. 6, Clay Hyder, Extension—Frozen 
Concentrate, Examiner Richard Yardly 
recommended denial of authority to 
transport frozen citrus juices from Win- 
ter Haven, Fla., and points within 75 
miles thereof, to points in Georgia, South 
Carolina, North Carolina, Virginia, Mary- 
land, Delaware, New Jersey, Pennsyl- 
vania, New York, Rhode Island, Con- 
necticut, Massachusetts, the District of 
Columbia ,and Jacksonville, Fla.; and 
from Jacksonville, Savannah and At- 
lanta, Ga., Charlotte, Lexington, Winston 


Salem, and Greensboro, N.C., to points - 


in the aforementioned states, and the 
District of Columbia, and empty con- 
tainers and rejected shipments on re- 
turn movements. 

The examiner said that the applicant 
was now hauling the frozen citrus juice 
from certain Florida points under his 
“grandfather” right to transport fruit 
juices (processed) and tacking it to the 
authority in his Sub. 3 rights authorizing 
him to transport frozen food. By combin- 
ing the two authorities, the examiner 
said, the applicant was compelled to op- 
erate through Hendersonville. One of 
the purposes of the instant application, 
he said, was to by-pass Hendersonville. 

The application was opposed by Sea- 
board and Atlantic Coast Line railroads. 
The examiner reviewed present motor 
carrier authorities, and the temporary 
rights granted certain carriers under 
which, on protest of the railroads, those 
carriers may not add vehicles in the 
citrus juice concentrate service. Examiner 
Yardley observed that when the ap- 
plicant received his grandfather rights, 
frozen citrus juices were not manufac- 
tured in Florida. 

In connection with the support ac- 
corded the application by two of the 
companies packing the concentrates, he 
said one was interested in a faster serv- 
ice. The other, he said, was not in- 
terested in service from storage in transit 
points and that when its new storage fa- 
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cilities in Florida were completed, the 
traffic would move evenly and there 
would not be any peak movements. This, 
Examiner Yardley said, would enable 
motor and rail carriers to supply a con- 
sistent service “in that sufficient vehicles 
and cars should be available.” That, he 
said, was one complaint of the two 
companies. 

“Some of these motor carriers are op- 
erating under temporary authority and 
under that authority are prevented from 
adding any additional vehicles,” said 
Examiner Yardley. “The permanent au- 
thority, if any, which will be granted 
these motor carriers, is not known at 
this time. The shippers stated that they 
would continue to use applicant’s services 
if the application is denied.” 


The examiner said the applicant pro- 
posed a new and different service, that 
shippers had not complained of the pres- 
ent service, that actual out-of-pocket 
savings on any particular shipment were 
not of record, and that, in his opinion, 
three or four hours faster service alone 
was not sufficient ground on which to 
grant an application of that type. 





Examiners Propose Action 
In Motor Finance Cases 


Examiner Irving J. Raley has recom- 
mended that the Commission deny ap- 
plications of Archibald H. and Hazen H. 
Stevens, a partnership, doing business as 
Stevens Van Lines and Stevens Brothers 
Moving & Storage, Saginaw, Mich., for 
authority to purchase certain motor car- 
rier operating rights of Bert Hendricks, 
Cincinnati, O., and of the _ operat- 
ing rights of Wm. F. Beall, Day- 
ton, O. A proposed report was issued 
in MC-F-4621, Archibald H. and Hazen 
H. Stevens—Purchase (Portion)—Bert 
Hendricks, embracing MC-F-4622, Archi- 
bald H. and Hazen H. Stevens—Pur- 
chase—Wm. F. Beall. 


Examiner F. Roy Linn has recom- 
mended that the Commission authorize, 
with conditions, the acquisition by Dallas 
& Mavis Forwarding Co., Inc., South 
Bend, Ind., of control of Robertson 
Truck-A-Ways, Inc., Los Angeles, Calif., 
through purchase of capital stock and 
acquisition of control of the rights and 
properties by Paul A. Mavis, of South 
Bend, through the purchase. A pro- 
posed report was issued in MC-F-4796, 
Paul A. Mavis—Control; Dallas & Mavis 
Forwarding Co., Inc.—Control—Robert- 
son Truck-A-Ways, Inc. 


Prepared Flour 


I. and S. No. 5885, Prepared Flour, Los 
Angeles to Arizona. By Examiner G. B. 
Vandiver. Recommends vacation of order 
of suspension and discontinuance on 
finding just and reasonable proposed new 
reduced commodity rates on prepared 
flour containing not to exceed 50 per cent 
of other ingredients, of 77 and 93 cents 
a 100 pounds, minimum 20,000 pounds, 
from Los Angeles to Phoenix and Tucson, 
Ariz., respectively. The schedule was 
filed to become effective January 9 by 
American Consolidators, a freight for- 
warder, and suspended to August 8 on 
protest of Interstate Freight Carriers 
Conference, Inc. The examiner said the 
proposed rates and minimum weight, the 
same as those maintained by protestants, 
appeared necessary to place respondent 
in a position more efficiently to serve its 
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patrons, that they were not less than 
minimum reasonable rates, and that the 
revenue from them would not cause an 
undue burden on other traffic. 


Aluminum 


I. and S. No. 5869, Aluminum, Point 
Comfort, Tex., to East Davenport, Ia. 
By Examiner C. W. Griffin. Recommends 
ordering suspended schedules cancelled 
and proceeding discontinued on finding 
not shown just and reasonable proposed 
reduced rate of $11.70, minimum 50 tons, 
filed to become effective November 29, 
1950, by rail carriers, from Point Com- 
fort, Tex., to East Davenport, Ia. The 
schedules were suspended until June 28 
on protest of Waterways Freight Bureau. 
The examiner said $13.36 a ton more 
closely approximated the actual cost of 
barge movement than the estimate of 
the shipper in asking a rate of $11.20. 
Establishment of the $11.70 rate, he said, 
would constitute an unfair competitive 
practice. 


Caustic Soda 


No. 30701, Armstrong Cork Co. v. Louis- 
ville & Nashville Railroad Co. et al. 
By Examiner H. A. Downs. Recom- 
mends reparation on finding unreason- 
able charges based on a combination rate 
of $7.32 a ton of 2,000 pounds on 36 
shipments of liquid caustic soda, in tank- 
car loads, from Lake Charles, La., to Pen- 
sacola, Fla., delivered between February 
4, 1948, and November 28, 1949. The ex- 
aminer said the Commission should find 
the combination rate assailed was un- 
reasonable to the extent it exceeded $4.92, 
subject to general increases authorized in 
the period covered by the shipments in- 
volved. 


Soda Ash, Etc. 


No. 30644, Van Waters & Rogers, Inc. 
v. Erie Railroad Co. et al. By Examiner 
M. J. Walsh. Recommends dismissal of 
complaint on finding not shown unrea- 
sonable or otherwise unlawful, rates 
charged on numerous carloads of modi- 
fied soda ash, silicate of soda, dry, in 
packages, and on cleaning and washing 
compounds, n.0o.i.b.n., sold under the 
trade names of Escolite, Escol 77, Escofos, 
Escolloid N, Penbrite, Pensal, Pensal-B, 
Pensal-O, Pensal-R, and Pensal-M, from 
Lockport, N.Y., and Wyandotte, Mich., to 
destinations. in Washington, Oregon, 
Idaho, Montana, and Utah. The ex- 
aminer said that the application from 
Lockport and Wyandotte to points in the 
Pacific coast area of rates on washing 
or cleaning compounds lower than those 
on modified soda ash and silicate of 
soda, dry, did not establish that the 
latter exceeded a reasonble maximum 
basis. He said the record established no 
violation of section 6, interstate com- 
merce act, and that there was no show- 
ing of undue prejudice or preference. 


Basket Carts 


_I. and S. 5835, Classification of Self- 
Service Basket Carts. By Examiner 
Martin J. Walsh. Recommends vaca- 
tion of suspension order and discon- 
tinuance, on finding just and reasonable 
proposed increased classification ratings 
on self-service store, four-wheeled, basket 
carts, carloads and less-carloads, between 
points in the United States. Schedules 


changing ratings on rigid set-up carts 
from first class, in less-carloads, and 
40-6-A, in carloads, minimum 24,000 
pounds, to double first class in less-car- 
loads and second class in carloads, mini- 
mum 10,000 pounds; and increasing less- 
carload rating on folding, collapsible and 
telescoped or nested carts from third 
class to first class, were filed to become 
effective September 1, 1950, by rail car- 
riers parties to Consolidated Freight 
Classification. On protests of Oklahoma 
City Chamber of Commerce on behalf 
of Folding Carrier Corporation of that 
city, the E-Z Glider & Basket Co., Union 
City, N.J., and Campbell & French, De- 
troit, Mich., the schedules were post- 
poned to March 31 and respondents vol- 
untarily postponed their effective date to 
July 31. In comparison with cited fur- 
niture ratings, the examiner said that 
the increased ratings proposed did not 
appear unreasonable. 


Coal 


No. 30711, Sid Brand (trading as 
Storen Coal Co.) et al. v. Guy A. 
Thompson (trustee of the Missouri Pa- 
cific Railroad Co.), embracing Same, 
Sub. 1, Central Coal Co. et al. v. St. 
Louis-San Francisco Railway Co.; Same, 
Sub. 2, Central Coal Co. v. Missouri- 
Kansas-Texas Railroad Co.; Same, Sub. 
3, Edith M. Quinley, trading as the 
Quinley Coal Co. v. Kansas City South- 
ern Railroad Co.; Same, Sub. 4, Central 
Coal Co. et al. v. Santa Fe Railway. By 
Examiner Leland F. James. Recom- 
mends dismissal of complaints on find- 
ing applicable and not shown unreason- 
able, or otherwise unlawful, rates 
charged on bituminous coal, in carloads, 
from origins in Kansas to Kansas City, 
Kan., over interstate routes, in 1948. The 
examiner said the underlying basis for 
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the complaints was that the shipment 
allegedly could, and should, have moved 
over intrastate routes. He said the com~ 
plaints were based on the assumption 
that the higher rates charged, incident 
to increases authorized in Increased 
Freight Rates, 1947, 270 I.C.C. 93, and 
270 I.C.C. 403, in connection with rates 
on bituminous coal between Kansas 
points over interstate routes, could have 
been avoided had the shipments in 
question been routed over intrastate 
routes. He said that essentially the only 
issue concerned tariff interpretation, 
with particular reference to the appli- 
cability of certain authorized increases. 
The examiner said that no intrastate 
route existed from and to the consid- 
ered points over any one railroad or 
combination of railroads, so that the 
authorized increases applied to the in- 
terstate rates charged were applicable. 


Wooden Houses 


No. 30634, Lumber Fabricators, Inc. et 
al. v. Alabama Great Southern Railway 
Co. et al. By Examiner J. Edgar Snider. 
Recommends dismissal, on finding not 
shown unreasonable rates on wooden 
houses or buildings, portable or pre- 
fabricated, carloads, from Fort Payne, 
Ala., to certain destinations in 22 states. 
The examiner said that such evidence as 
was relied on by complainant was less 
than substantial for the purpose of es- 
tablishing that the rates charged had 
been, or for the future would be, unrea- 
sonable. Reparation was asked for 
movements moving in the statutory pe- 
= The complaint was filed July 13, 








MOTOR RECOMMENDED REPORTS 


Recommended orders in these reports 
become effective at expiration of 20 days 
from date of service of reports (25 days 
if general office of a party to a proceed- 
ing, or the office of the petitioner repre- 
senting him, is located at or west of El 


Paso, Tex., Salt Lake City, Utah, or 
Helena, Mont.) unless exceptions have 
been filed within the 20-day period, or 
the order has been stayed or postponed 
by the Commission. 

State in which applicant for certificate 
license or permit has home Office is shown 
below in “black face” type, with name 
of town or city following. 





Arkansas (Gregory)—MC-111029, Sub. 
2, M. L. Lockhart, dba Lockhart Grain 
Co., Contract Carrier. Permit proposed. 
Unfrozen fresh strawberries, packed in 
cans with sugar, from Bald Knob, Ark., 
to St. Louis, Mo., and Birmingham, Ala., 
over irregular routes, from May 5 to 
June 5, both inclusive, of each year. 

Arkansas (Hughes) — MC-107943, Sub. 
2, J. O. Davis, Jr., Extension—Parkin, 
Ark. Denial of certificate proposed. Pas- 
sengers and their baggage, and mail, 
newspapers, express, between Parkin and 
Memphis, Tenn., and return; described 
route, serving all intermediate points, 
with certain exceptions. 

California (Redwood Valley) — MC- 
112555, Lauri Oman and Lorraine Oman, 
dba Oman Trucking-Redwood Products, 
Common Carrier. Dismissal of applica- 
tion for certificate proposed on finding 
operation that of private carrier. Red- 
wood lumber, from points in Mendocino 


county, Calif., to Reno, Nev.; irregular 
routes. 

California (San Bernardino) — MC- 
112670, San Bernardino Van & Storage 
Co., Common Carrier. Certificate pro- 
posed. (1) Household goods, (2) new 
and used pianos, between points within 
25 miles of intersection of Court and Ar- 
rowhead Streets, San Bernardino; ir- 
regular routes. 

California (Orland)—MC-103980, Sub. 
1, Lawrence A. Chamberlain, Common 
Carrier Conversion. Denial of certificate 
for want of prosecution proposed. (1) 
Olive oil, cheese, nuts, Orland and points 
within 30 miles, with certain exceptions, 
to Sacramento, Stockton, Oakland, Ala- 
meda, San Francisco, Calif.; (2) dried 
fruit, grain, wool, baled hay, butter, 
olives, powdered milk, lemons, almonds, 
from Orland and points within 30 miles, 
to named destinations; (3) canned goods, 
flour, paper, creamery supplies, from the 
named destinations to Orland and points 
within 30 miles; irregular routes. 

Colorado (Idaho Springs)—MC-112482, 
W. F. Wilson, dba Wilson Truck Line, 
Contract Carrier. Denial of permit pro- 
posed. Ores, ore concentrates, precipi- 
tates, mining and milling machinery, be- 
tween points in 5 Colo. counties; irregu- 
lar routes. 

Colorado (Nucla)—MC-112712, Sub. 1, 
Alvin Felkins, Common Carrier. Cer- 
tificate proposed. Uranium and vana- 
dium ores, bulk, irregular routes from 
Monticello, Utah, and points within 175 
miles, to Durango and Naturita, Colo. 

Connecticut (Stamford) — MC-15106, 
Sub. 2, Max Epstein, dba Stamford Stor- 
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age Co., Extension — Fairfield County, 
Conn. Certificate proposed. Irregular 
routes: household goods, between points 
in Stamford, on one hand, and, on other, 
points in Fairfield county, Conn. 


Georgia (Clayton) —MC-112427, Rabun 
Transportation Corporation, Common 
Carrier. Denial of certificate proposed. 
General commodities, with exceptions, 
between Clayton and points within 25 
miles thereof, on the one hand, and, on 
the other, points in 24 states, over ir- 
regular routes. 


Georgia (Thomasville) — MC-95540, 
Sub. 190, Watkins Motor Lines, Inc., Ex- 
tension—Waterloo, Ia. Certificate pro- 
posed. Meats, meat products, and meat 
by-products, dairy products, and articles 
distributed by meat packing houses, 
from Waterloo to points in Ala., Ga., 
Miss., N.C., and S.C. (excepting butter, 
cheese, cream and milk, including con- 
centrated milk from Waterloo, to points 
in Ala. and Ga.) applicant or persons 
controlled by or under common control 
with applicant not to perform private 
carrier service. 

Georgia (Thomasville) — MC-95540, 
Sub. 198, Watkins Motor Lines, Inc., Ex- 
tension—Resin Glue. Certificate pro- 
posed. Liquid synthetic resin glue, when 
transported under refrigeration, Wil- 
mington, Del., to points in Miss., La.; 
empty containers on return; irregular 
routes. 

Illinois (Chicago)—MC-29130, Sub. 67, 
Rock Island Motor Transit Co., Exten- 
sion—Herington Satellite Air Field. 
Certificate proposed. General commodi- 
ties, with exceptions, serving site of 
Herington Satellite Air Field, near Her- 
ington, Kan., as an off-route point in 
connection with regular route operation 
between Herington and Topeka, Kan. 

Illinois (Chicago)—-MC-72997, Sub. 8, 
Liberty Trucking Co., Extension—Al- 
ternate Routes. Certificate proposed. 
General commodities, with exceptions, 
(1) between Fort Atkinson and Madison, 
Wis., over U. S. highway 12, and (2) 
between junction U. S. highway 14 and 
Wis. highway 13 and junction Wis. high- 
ways 13 and 11, over Wis. highway 13, as 
alternate routes. 

Indiana (Fortville)—-MC-112769, Har- 
old G. Ecoff and Ward T. Ecoff, Con- 
tract Carrier. Permit proposed. Sul- 
phuric acid, bulk, in tank vehicles, (1) 
Indianapolis, Ind., to Greenville, O., and 
points in O. within one mile of Green- 
ville; (2) Monsanto, Ill., to Indianapolis; 
irregular routes. 

Indiana (Fowler) — MC-110505, 
18, Ringle Truck Lines, Inc., Extension 
—Farm Tractors from Louisville. Denial 
of certificate proposed. Irregular routes: 
farm tractors, Louisville, Ky., and 
points in Ky. within 3 miles, to all 
points in Benton county, Ind., and in 
Iroquois county, Ill. 

Indiana (Indianapolis) — MC-1649, 
Sub. 48, Railway Express Motor Trans- 
port, Inc., Extension—Fort Wayne and 
Plymouth. Certificate proposed. Gen- 
eral commodities, moving in express serv- 
ice, between Fort Wayne and Plymouth, 
Ind., U.S. highway 30, serving specified 
intermediate points, with conditions, in- 
cluding one that service be limited to 
service auxiliary to, or supplemental of, 
express service. 

Indiana (Marion) — MC-8540, Sub. 29, 
Harwood Trucking, Inc., Extension — 
Hillsboro, Ill. Denial of certificate pro- 


Sub. 


posed. Irregular routes: Glass, glass 
products, caps, covers, tops, rubber rings 
for glass containers, Hillsboro to Louis- 
ville, Ky., and all Ind. points; soda, ash, 
sand, lime, in bulk, between Hillsboro 
and Muncie, Ind. 


Iowa (Dubuque)—MC-14421, Sub. 8, 
Chicago Dubuque Motor Transportation 
Co., Extension—Alternate Route—Chi- 
cago, Ill. Certificate proposed. General 
commodities, with exceptions, between 
junction U.S. highway 20 and Ill. high- 
way 80, on one hand, and Chicago, on 
other, and return; described alternate 
route in connection with regular route 
operations, serving no intermediate 
points; serving aforementioned junction 
solely for purpose of joining at that 
point the instant alternate route with 


presently authorized route between 
Dubuque and Chicago. 
Kansas (Dodge City) — MC-57695, 


Sub. 2, N. C. Bickel, dba Bickel Bus Line, 
Extension—Between Norton and Dodge 
City, Kan. Certificate proposed. Pas- 
sengers and their baggage, express, mail, 
newspapers, between Norton and Dodge 
City, and return, described route, serving 
all intermediate points. 


Kansas (Wilsey) — MC-1806, Sub. 4, 
Jay Francis and Leroy Francis, dba 
Francis Brothers, Extension—Eastbound 
Commodities. Certificate proposed. Gen- 
eral commodities, with exceptions, Wil- 
sey to Kansas City, Mo., and return, de- 
scribed route, serving specified interme- 
diate and off-route points. 

Maine (Rumford)—MC-108431, Sub. 
1, International Coach Lines, Inc., Ex- 
tension — Colebrook, N.H., and Newry, 
Me. Certificate proposed. Passengers 
and their baggage between Colebrook 
and Newry; described route; serving all 
intermediate points. 


Maryland (Hagerstown) — MC-29647, 
Sub. 17, Charlton Bros. Transportation 
Co., Inc., Extension—Connecting Routes. 
Denial of certificate proposed. General 
commodities, with exceptions, (1) be- 
tween Westminster, Md., and Fayette- 
ville, Pa.; (2) between Reistertown, Md., 
and Carlisle, Pa.; (3) between York 
Springs, Pa., and Hogestown, Pa.; regu- 
lar routes, serving Mechanicsburg, Pa., 
as an intermediate point on proposed 
route between York Springs and Hoges- 
town, but serving no _ intermediate 
points on proposed routes between West- 
minster and Fayetteville and between 
Reistertown and Carlisle. 

Maryland (Indianhead) — MC-102780, 
Sub. 7, John M. Price, Jr., dba Southern 
Maryland Lines, Extension — Silesia, 
Md. Certificate proposed. Passengers 
and their baggage, newspapers, between 
Indianhead and Washington, D.C., alter- 
nate Md. highway 224, serving all in- 
termediate points; conditioned on re- 
quest for cancellation of certificate MC- 
102780, Sub. 5. 

Massachusetts (Dorchester) — MC- 
87523, Francis M. J. Cosgrove and 
Charles E. Demers, dba Frank Cosgrove 
Transportation Co., Extension—Wilming- 
ton, Del. Certificate proposed. Irregular 
routes: red oil, bulk, in tank vehicles, 
Dighton, Mass., to Wilmington, Del., and 
Pittsfield, Me. 

Michigan (Menominee) — MC-4761, 
Sub. 7, John F. Stang, dba Lock City 
Transportation Co., Extension—Sulphur 
Dioxide. Certificate proposed. Sulphur 
dioxide, bulk, in tank vehicles, Menomi- 
nee to Wis. point; irregular routes. 


Michigan (Niles)—MC-112857, Robert 
John Fairchild, Contract Carrier. Per- 
mit proposed. Irregular routes: fresh 


foods and canned foods and equipment, 
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supplies, and materials used in manu- 
facture of canned foods, between plant 
of Michigan Mushroom Co., in Niles 
township, Mich., and south of Niles, 
Mich., on one hand, and, on other, 
Aurora and Naperville, Ill., and points 
in the Chicago commercial zone. 


Michigan (Saginaw)—MC-112695, Sub. 
1, Prince Bondarenko, Common Carrier. 
Certificate proposed. Sulphuric acid, 
bulk, in tank vehicles, Toledo, O., and 
points within 5 miles, to Saginaw; ir- 
regular routes. 

Mississippi (Gulfport) — MC - 112728, 
Hew, Inc., Contract Carrier. Denial of 
permit proposed. (1) Paint products, 
Gulfport to New Orleans, La.; (2) raw 
materials used in manufacture of paint 
products, empty containers and cases 
used for packing and shipping paint 
products, New Orleans to Gulfport, U.S. 


highway 90, serving no intermediate 
points. ‘ 
Missouri (North Kansas City)—MC- 


200, Sub. 116, Riss & Co., Inc., Extension 
—Fort Worth, Tex., Commercial Zone. 
Certificate proposed. General commodi- 
ties, with exceptions, serving points in 
the Fort Worth commercial zone as 
intermediate or off-route points in con- 
nection with regular route operations to 
and from Fort Worth. 

New Jersey (Bridgeton) — MC-106798, 


Sub. 1, Sylvester J. Mather and Joseph - 


B. Lawrence, dba Bridgeton Transit, Ex- 
tension—Lincoln Tunnel. Certificate pro- 
posed, Passengers and their baggage, 
between Bridgeton and New York, N.Y., 
and return; described route, serving 
specified intermediate points; conditioned 
on request for revocation of certificate 
MC-106798. 

New Jersey (Millville)—-MC-73618, Sub. 
3, Wilbert P. Bivins, dba Bivins Freight 
Service, Extension—Four Counties. Cer- 
tificate proposed. Irregular routes: 
(1) (a) airplane engines, (b) airplane en- 
gine parts, (c) airplane accessories, be- 
tween Baltimore, Md., and Washington, 
D.C., on one hand, and, on other, Mill- 
ville, N.J.; (2) (a) marine engines, (b) 
marine engine parts, (c) marine hard- 
ware, (d) marine supplies, between Bal- 
timore and points in Cumberland county, 
N.J.; (3) (a) boat building supplies, (b) 
boat parts, Baltimore to points in At- 
lantic county, N.J.; (4) feed, grain, Bal- 
timore to points in 4 N.J. counties. 

New Jersey (Millville) — MC-73618, 
Sub. 2, Wilbert P. Bivins, Extension— 
Sand and Gravel. Denial of certificate 
proposed. Over irregular routes (1) 
sand and gravel, silex, silica, glass, foun- 
dry, mould wash, and blasting, from 
specified N.J. points to Boston, Mass., 
Troy, N.Y., and points in N.Y. in a de- 
scribed area, and points in Pa.; and 
(2) feed, grain, and seed, from Phila- 
delphia to points in named N.J. coun- 
ties, points in the New York commer- 
cial zone, Port Chester, White Plains, 
Yonkers, and Long Island, N.Y., and 
points in Conn., Mass., and R.I., with 
rejected shipments and empty contain- 
ers on return. 

New Jersey (Phillipsburg) —MC-55846, 
Sub. 4, Delaware River Coach Lines, Inc., 
Extension — Easton Area. Certificate 
proposed. Over regular routes, passen- 
gers, between Easton, Pa., and Borough 
of Wilson, Borough of West Easton, 
Borough of Glendon, Forks Township, 
and Palmer Township, serving all in- 
termediate points. 

New Jersey (Salem)—MC-43700, Sub. 
10, Fowser Fast Freight, Inc., Extension 
—Two States. Certificate proposed. Ir- 
regular routes: (1) glassware, glass con- 
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tainers, closures, Salem, N.J., and Mill- 
ville, N.J., to points in R.I., Mass.; (2) 
damaged, defective, or returned ship- 
ments of same commodities, and wooden 
boxes, fiberboard cartons, on return. 


New Jersey (Westfield) — MC-2880, 
Sub. 4, Somerset Bus Co., Inc., Extension 
—New Jersey Turnpike. Certificate pro- 
posed. Passengers and their baggage, (1) 
between junction N.J. highway 25 and 
Raymond Boulevard ramp, Newark, N.J., 
on one hand, and N.J. Turnpike, Newark, 
on other, and return, described route; 
(2) between junction N.J. highway 25 and 
Port Street, Newark, on one hand, and 
junction N.J. highway 25 and access 
roads to N.J. Turnpike, Newark and 
North Bergen, N.J., on other, and re- 
turn, described route; no service at inter- 
mediate points. 

New Mexico (Shiprock) — MC-112165, 
Sub. 2, Richmond P. Hobson, Common 
Carrier. Certificate proposed. Uranium, 
vanadium ores, bulk; irregular routes 
from points in San Juan county, N.M., 
and Apache and Navajo counties, Ariz., 
to Monticello, Utah, and Durango coun- 
ties, Colo. 


New York (Buffalo) —MC-112698, Sub. 
1, Yanik Bros. Trucking Co., Extension— 
Buffalo, N.Y. Certificate proposed. Lique- 
fied gases, bulk, in tank vehicles, Buffalo, 
N.Y., to Erie and Warren, Pa.; irregular 
routes. 


North Carolina (Raleigh)—MC-13300, 
Sub. 42, Carolina Coach Co., Extension 
—Additional Route. Certificate pro- 
posed. Passengers and their baggage, 
express, newspapers, mail, between 
Greensboro, N.C., and High Point, N.C., 
and return, described route, serving all 
intermediate points. 


Ohio (Canton)—MC-111827, Sub. 1, 
John E. Stewart, Extension — Non- 
Metallic Mandrels. Permit proposed. 
Non-metallic mandrels, Louisville, O., to 
Buffalo, N.Y., Fort Wayne and Indian- 
apolis, Ind., Detroit and Jackson, Mich.; 
empty containers used in transportation 
of mandrels; irregular routes. 


Ohio (Cleveland) — MC-1520, Sub. 26, 
Central Greyhound Lines, Inc., of New 
York, Extension — Special Operations. 
Certificate proposed. Passengers and 
their baggage, special operations, between 
Saranac Lake, N.Y., and Tupper Lake, 
N.Y., over N.Y. highway 3, serving no 
intermediate points, in connection with 
special operations being conducted, in 
part, over applicant’s otherwise author- 
ized regular routes. 

Oklahoma (Oklahoma City)—MC-873, 
Sub. 14, Sooner Freight Lines, Extension 
—Mangum. Certificate proposed. Gen- 
eral commodities, with exceptions, (1) 
between Chickasha, Okla., and Hobart, 
Okla., and return, described route; (2) 
between Granite, Okla., and Mangum, 
Okla., over Okla. highway 9; serving all 
intermediate points, both routes. 

Pennsylvania (Chambersburg) — MC- 
112582, Sub. 2, T. M. Zimmerman Co., 
Extension—Forty Miles. Certificate pro- 
posed. Irregular routes: commodities 
dealt in by mail order houses operating 
retail stores, Chambersburg to points in 
Md., W.Va., within 40 miles of Chambers- 
burg; (2) damaged, defective, traded-in 
shipments of general merchandise, from 
named destinations to origins. 

Pennsylvania (Doylestown) — MC- 
112725, Large Brothers, Common Car- 
rier. Certificate proposed. (1) Turkeys, 
live or dressed, New Hope, Pa., and 
points within 10 miles, to New York, 
N.Y., and Newark, N.J., turkey crates, 
apple boxes, on return; (2) fertilizer, in 
bags, Wilmington, Del., and Paulsboro, 


N.J., to New Hope, Pa., and points within 
10 miles of New Hope; (3) lime, in bags, 
Newton, N.J., to Doylestown and 
points within 10 miles; irregular routes. 


Pennsylvania (Hanover) — MC-68898, 
Sub. 4, Hanover Transfer Co., Extension 
—Woodensburg, Md. Certificate pro- 
posed. General commodities, with ex- 
ceptions, (1) serving Lineboro, Md., and 
Porters and Glenville, Pa., as off-route 
points in connection with regular route 
between Hanover, Pa., and Baltimore, 
Md.; (2) described regular route between 
Hanover and Fairfield, Pa., and return, 
serving specified intermediate points, 
with restrictions, including one that 
service shall be limited to service auxil- 
iary to, or supplemental of, Western 
Maryland Railway service. 


Pennsylvania (Hanover) — MC-452, 
Sub. 5, Raymond S. Border, Extension— 
Synthetic Yarn. Permit proposed. Ir- 
regular routes: synthetic yarns and rov- 
ings, Hanover to specified points in N.Y., 
N.J., Conn., Mass., Va., N.C.; empty cores, 
spools, containers used in packing and 
shipping such yarns and rovings, on re- 
turn. 


Pennsylvania (Milnesville) — MC- 
112579, William V. Cauley and Richard 
G. Miller, dba Cauley & Miller Trucking, 
Common Carrier. Certificate proposed. 
Coal, from points in Luzerne, Schuylkill 
counties, Pa., to points in Hunterdon, 
Mercer, Burlington counties, N.J.; ir- 
regular routes. 


Pennsylvania (Philadelphia) — MC- 
100592, Sub. 3, James Stuffo, Extension 
—Six States. Permit proposed. Irregu- 
lar routes: (1) steel and aluminum bar 
window sash; (2) steel doors, uncrated 
and unglazed, set-up Philadelphia to 
points in Ill., Ind., O., W.Va., Mich., 
N.Y., other than New York, N-Y. 


Pennsylvania (Philadelphia) — MC- 
35536, Sub. 42, Scott Bros., Inc., Exten- 
sion—Bear, Del. Certificate and dual 
operations proposed. General commodi- 
ties, with exceptions, between Baltimore, 
Md., and Bear, Del., U.S. highway 40, 
alternate route, no service at interme- 
diate points; in connection with author- 
ized routes to and from Wilmington. 
Del., in certificates MC-35536 and Same, 
Sub. 40, with same restrictions and con- 
ditions as applicable to those certificates. 


Pennsylvania (Philadelphia) —-MC-107- 
403, Sub. 130, E. Brooke Matilack, Inc., 
Extension—Cambria County, Pa. Cer- 
tificate proposed. Irregular routes: coal 
tar products, bulk, in tank vehicles, 
Johnstown, Pa., to Long Island City, 
N.Y. 


Pennsylvania (Tamaqua)—MC-112600, 
Robert Rosenkrans, Common Carrier. 
Certificate proposed. Coal, from points 
in Luzerne, Schuylkill counties, Pa., to 
points in Hudson, Union counties, N.J.; 
irregular routes. 


Texas (Fort Worth)—MC-1968, Sub. 
56, David C. Hall, dba D. C. Hall Motor 
Transportation, Extension — Oklahoma 
City, Okla., Commercial Zone. Certifi- 
cate proposed. General commodities, 
with exceptions, serving points in the 
Oklahoma City commercial zone as in- 
termediate or off-route points in con- 
nection with regular route operations to 
and from Oklahoma City. 


Texas (Fort Worth)—MC-1968, Sub. 
51, David C. Hall, dba D. C. Hall Motor 
Transportation, Extension — Shreveport, 
La., Commercial Zone. Certificate pro- 
posed. General commodities, with ex- 
ceptions, serving points in the Shreve- 
port commercial zone as intermediate 
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or off-route points in connection with 
regular route operations to and from 
Shreveport. 


Texas (Fort Worth)—MC-1968, Sub. 
50, David C. Hall, dba D. C. Hall Motor 
Transportation, Extension—Fort Worth, 
Tex., Commercial Zone. Certificate pro- 
posed. General commodities, with ex- 
ceptions, serving points in the Fort 
Worth commercial zone as intermediate 
or off-route points in connection with 
regular route operations to and from 
Fort Worth. 


Virginia (Gate City)—-MC-104057, Sub. 
8, R. G. Craft and Ruth Vines Craft, dba 
Craft Transport Co., Extension—Knox- 
ville, Tenn. Denial of certificate pro- 
posed. Petroleum products, bulk, in tank 
vehicles, Knoxville and points within 10 
miles, to points in 8 Va. counties and 
Bristol, Va.; irregular routes. 


Virginia (Marion)—MC-107544, Sub. 18, 
Lemmon Transport Co., Inc., Extension 
—Knoxville, Tenn. Certificate proposed. 
Petroleum products, bulk, in tank ve- 
hicles, Knoxville, Tenn., and points 
within 5 miles, except Warcer, Tenn., to 
points in 10 Va. counties, excluding 
Abingdon, Bristol, and Marion, Va., and 
points within 3 miles of Marion; irregu- 
lar routes. 


Virginia (Pembroke) — MC-112583, 
O. D. Collins, Common Carrier, embrac- 
ing MC-112586, Kenneth B. Turner, 
Pearisburg, Va., Common Carrier, and 
MC-112607, T. N. Clarkson, Pearisburg, 
Va., Common Carrier. Dismissal of ap- 
plications for certificates proposed on 
finding applicants not operating either 
as common or contract carriers. MC- 
112583: (1) Lime products, other than 
agricultural lime, mine timbers, sand, 
gravel, stone, from points in Giles county, 
Va., to points in 8 W.Va. counties, 2 Va. 
counties; (2) coal, from points in afore- 
mentioned destination counties to points 
in Giles county; irregular routes. MC- 
112586: Coal, from points in Tazewell and 
Russell counties, Va., and from McDowell 
and Mercer counties, W.Va., to points 
in Giles county, Va.; mine timbers, from 
points in Giles county to points in Taze- 
well, Russell, McDowell, Mercer counties; 
irregular routes. MC-112607: Coal, from 
Pocahontas, Va., and from Pageton and 
Carswell, W.Va., and points within 2 
miles of each, to Pearisburg and points 
within 10 miles thereof; mine timbers, 
from Pearisburg and points within 10 
miles, to Pocahontas, Pageton, Carswell,’ 
and points within 2 miles thereof; irreg- 
ular routes. 

West Virginia (Weirton)—MC-10788, 
Sub. 2, Tom’s Express, Inc., Extension— 
Larger Base Territory. Denial of cer- 
tificate proposed. Irregular routes: (1) 
brass, copper, nickel, between points in 
12 W.Va. counties, on one hand, and, 
on other, all points in W.Va., Mich., 
N.Y., O., Pa., N.J., and Conn.; (2) steel, 
steel products, materials used in manu- 
facture of steel, building and construe- 
tion materials, between all points in 9 
W.Va. counties, on one hand, and, on 
other, all points in aforementioned 
states. 

Wisconsin (Wausau)—MC-108586, Sub. 
25, Stefke Freight Co., Extension—Relo- 
cated U. S. Highway 41. Certificate pro- 
posed. General commodities, with excep- 
tions, over specified routes between 
Appleton, Wis., and Kaukauna, Wis. 
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Wyoming (Newcastle) — MC - 108380, 
Sub. 17, Johnston’s Fuel Liners, Inc., 
Extension— Chadron, Neb. Certificate 
proposed. Petroleum, petroleum products, 
bulk, in tank vehicles, Chadron to points 


in S.D., on and west of US. highway 
83; irregular routes. 

Wyoming (Newcastle) — MC-108380, 
Sub. 18, Johnston’s Fuel Liners, Inc., Ex- 
tension—Coal Tar Products. Certificate 
proposed. Coal tar products, in bulk, in 
tank vehicles, from Pueblo, Colo., to 
Deadwood, S.D., and points within 5 
miles thereof, over irregular routes. 


Coal Industry, Others Strongly Oppose 
Ex Parte 175 Increases at Washington 


Witnesses for Bituminous Coal Group Critical of Railroad Estimates 


Of Revenues and Expenses. 


To Support 15 Per Cent Rate Boost. 


Assert Rail Estimates Themselves Fail 


Other Industries to Be Heard. 


By L. W. BRITTON 


Representatives of the coal indus- 
try, and others, appeared at the 
Commission’s hearing, beginning 
June 18 in Washington, in opposition 
to the increases proposed by the rail- 
roads in Ex Parte No. 175 (and Sub. 
1), Increased Freight Rates and 
Charges, 1951. 


In the week beginning June 25, the 
government agencies will present their 
case in opposition to increased railroad 
rates, and the railroads will offer re- 
buttal testimony. Oral argument will 
begin July 9, under present plans. 

Witnesses for the National Coal As- 
sociation offered the first testimony on 
behalf of the bituminous coal industry. 
Other industries to present evidence, 
or to file verified statements, will be: 
non-ferrous metals; sand; iron ore; an- 


thracite coal; oil refining; brick and 
clay; aluminum; cotton; paper and 
pulp; sugar; lignite. Some industries 


will deal with coal or coke rates, as will 
a power company, a chamber of com- 
merce, and the National Water Carriers 
Association, Inc. 

F. F. Estes, traffic manager, National 
Coal Association, offered an _ exhibit 
bringing up to date his previous exhibit 
in the proceedings (exhibit No. 36). His 
exhibit traced the history of rates on 
bituminous coal. It also showed, he 
said, the loss in revenue to the bitumi- 
nous coal industry and to the railroads 
through increased consumption of nat- 
ural gas and fuel oil since 1928. 

He showed a revenue loss to the 
bituminous coal industry, 1928 through 
1949, of $3,424,322,295, and a revenue loss 
to Class I railroads of $1,743,507,553, by 
reason of increased consumption of nat- 
ural gas. For the same period, Mr. Estes 
showed a revenue loss to the coal indus- 
try of $3,444,946,059, and to Class I rail- 
roads of $1,565,084,928, through increased 
consumption of fuel oil. 


Rail Estimates Questioned 

William E. Carpenter, traffic and cost 
analyst of Washington, D.C., offered an 
exhibit consisting of an analysis of the 
railroad estimates of revenue and traffic; 
proposed rail rate reductions, October 1, 
1949-December 31, 1950, under the head- 
ing, “Erosion in Rail Rate Levels”; a 
statement of traffic averages from the 
Commission’s waybill studies; and an 
analysis of the coal-carrying railroads. 


After comparing the estimates of the 
railroads for 1951, under “basis 1” and 
“basis 4,’ Mr. Carpenter said the dif- 
ference between them was the “measure 
of increased expenses which the railroads 
in their original petition were unable to 
foresee at the beginning of the year and 
for which they were not reimbursed by 
the interim increase.” It was, moreover, 
he added, “measure of the propriety, in 
terms of the carriers’ own expense esti- 
mates, of their request for an additional 
9 per cent increase in rates and charges. 
He was referring to the fact that the 
railroads originally asked a 6 per cent 
increase, were permitted increases of 4 
per cent in the east, and two per cent in 
the other territories and interterritorially 
as an interim measure, and then revised 
their original request to ask for a 15 
per cent increase on freight rates, with 
some exceptions. 

Mr. Carpenter asserted that the com- 
parison indicated that, if the rate relief 
already granted had been in effect for 
the full year 1951 and the expenses cur- 
rently being incurred had also been in 
effect during that entiire year, “on bal- 
ance the railroads would have had an 
increase in expense of one-half of 1 per 
cent greater than their increase in 
freight revenues.” 

“With these figures in their posses- 
sion,” he continued, “the decision of the 
railroads to ask for a very considerable 
additional increase in freight rates 
would appear to have been based not 
solely, if at all, on increased costs of op- 
eration but rather on their judgment as 
to what the traffic would bear. Insofar 
as bituminous coal traffic is concerned, 
the showing that I make .. . together 
with that of other coal witnesses, indi- 
cates that present rate levels are serving 
to dry up coal traffic to the particular 
detriment of the very railroads that are 
the most earnest proponents of higher 
rates, the Pennsylvania Railroad and the 
New York Central.” 

At this point, Harry C. Barron, repre- 
senting the western railroads, objected to 
the final statement, asserting that the 
western railroads were as earnest pro- 
ponents of the increases as any other 
railroads. 

Mr. Carpenter discussed what he called 
several times the “round numbers” in the 
estimates of the railroads, and said that 
“the impressiveness and_ circulation 
given to the large numbers which the 
carriers have used in these increases 
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should not be under-estimated.” He said 
that the implication that “they will in 
large measure materialize and are of a 
permanent character” had been the bur- 
den of the testimony of Dr. J. H. Parme- 
lee, vice-president, and director of the 
Bureau of Railway Economics, of the 
Association of Railroads, “in this and 
prior cases.” He continued: 

“The extent to which the railroads 
have in the past and will in the future 
minimize these increases or already have 
taken them into their expenses never 
seems to be fully understood. Typical 
of this misunderstanding and indicative 
of the rolling nature of a round number 
is the comment of the ‘Wall Street Jour- 
nal’ in its editorial .. . May 29, 1951 con- 
cerning the recent settlement with the 
Brotherhood of Trainmen. The edi- 
torial observes that ‘It looks as though 
the railroad payroll is to be increased 
by several hundred million dollars when 
all the train crew unions have settled.’ 

“The editorial writer either overlooked 
or was unaware of the fact that the in- 
creases referred to already appear in the 
operating expenses of the railroads of 
the country and appeared in those 
accounts prior to the actual settlement. 
In other words, as has been apparently 
true in some measure in the past, it is 
not another several hundred million dol- 
lars; it is the same several hundred mil- 
lion dollars, or less, already currently 
being charged to expense. With all of 
the current increases accounted for in 
the April, 1951 figures, the railroads car- 
ried down through substantially higher 
income taxes 8.4 million more dollars to 
net railway operating income than they 
did in April, 1950.” 

A little later Mr. Carpenter asserted 
that the railroad estimate of expense for 
1949 when applied to substantially the 
same volume of traffic actually handled 
in 1950, overstated the 1950 actual ex- 
pense by an amount in the neighborhood 
of $900 million. He added that “this 
overstatement, which was countrywide, is 
of almost the same magnitude which 
Witness Parmelee has computed as be- 
ing the width of the next layer of his 
cake.” 

Summarizing that section of his 
exhibit, he said it appeared that the 
railroads, by their own estimates of 
revenues and expenses, did not justify a 
further increase in rates represented 
by the requested increase from 6 to 15 
per cent... .” 


‘Erosion’ of Increases 


Referring to the next section of his 
exhibit dealing with “erosion in rate 
levels,” Mr. Carpenter said it was to 
provide “clues to the disappearance of 
revenue revealed by the somewhat 
mysterious gap which exists between 
authorized rate increases on the one 
hand, and actual ton-mile revenue 
increases on the other, since June 30, 
1946.” He said his exhibit brought to 
the end of 1950 a tabulation of railroad 
rate reductions filed since the interim 
increase in the 1948 general rate increase 
case. 

As to traffic averages, he said that, 
measured in terms of average revenue in 
cents a short-line car-mile, the rail- 
roads in the third quarter of 1950 had 
realized a greater gain in bituminous 
coal traffic, “both in absolute cents and 
percentagewise,” than on any other 
commodity group over a_ three-year 
period between the third quarter of 1947 
and the third quarter of 1950. He added 
that bituminous coal almost consistently 
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had produced the highest car-mile earn- 
ings, with the exception of the products 
of mines group, of all other traffic han- 
dled by the railroads “in terms of I.C.C. 
commodity groups.” 

In commenting on the final section 
of his exhibit, Mr. Carpenter said that 
increases in the tonnage carried by the 
Pennsylvania and the New York Central, 
1950 over 1939, percentagewise fell far 
short of the experience of all railroads, 
both with respect to bituminous coal and 
total freight traffic. He had earlier re- 
ferred to the “burden” imposed on other 
Eastern railroads in the attempt to give 
those two roads a 6 per cent return. 

After reviewing performance statistics, 
Mr. Carpenter said that the decline in 
coal traffic offered an explanation for 
“the troubles of such roads” as the 
Pennsylvania and the N.Y.C. No other 
basic raw material moving in volume, 
he asserted, was presently “engaged in 
a comparable fight for its life with a 
powerful substitute.” No other impor- 
tant segment of rail traffic had better 
reason in the interest of maintaining 
and increasing the volume of rail coal 
traffic, with all that that implied in 
terms of operating efficiency and profit 
for the railroads, “to ask for special 
consideration in this proceeding, if not 
outright Hoch-Smith relief,” Mr. Car- 
penter asserted. 

After it was agreed that Mr. Carpen- 
ter’s cross-examination would be de- 
ferred, C. E. Miller, traffic manager, East- 
ern Bituminous Coal Association, Phila- 
delphia, Pa., continued the expression of 
opposition to the 50 cents a net ton in- 
crease he said the railroads proposed “in 
our coal rates.” 

He summed up his 43-page prepared 
statement by saying he believed that the 
following facts were clearly established: 

“1. In the face of expanded industrial 
production, coal production in our dis- 
trict has been gradually downward and 
unless some relief is granted, will con- 
tinue to decline. 

“2. The invasion of oil in the eastern 
marketing area has made tremendous 
inroads in our coal markets, causing the 
loss of many millions of tons and with 
the entry of natural gas, as an additional 
competitor of coal, can only mean the 
loss of very substantial additional ton- 
nage. 


“3. The lack of adequate car supply 
in the district over the last three years 
has resulted in the loss of tonnage, even 
when it was possible to regain for a short 
period of time some tonnage by reason 
of increased oil prices. 

“4. The carriers have made and are 
continuing to make numerous reductions 
in practically all commodities except 
bituminous coal, to meet competition 
with other forms of transportation, as 
well as competition with each other, but 
ho adjustments have been made by the 
carriers in an effort to assist bituminous 
coal produced in our district in meeting 
competition with other fuels. 

“5. Rates from the base district to 
our eastern markets have been main- 
tained by the carriers on the highest 
level, and have been subject to the 
maximum increases authorized under 
he various Ex Partes.” 

Mr. Miller asserted that, if the car- 
riers serving the eastern markets recog- 
nized the importance of bituminous coal 
traffic as a tonnage and revenue pro- 
ducer, they must also recognize that 
the coal industry in district No. 1 had 
“long past reached the saturation point 
in trying to meet competition from sub- 
Stitute fuels. The continual increasing 


of freight rates will only lead to one 
end, i.e., further decreased tonnage and 
revenue for the carriers and disaster 
for the coal producers in the base dis- 
tricts.’” He added that “our coal rates 
should be substantially reduced rather 
than increased,” and asked that the 
authority granted in the interim order 
to increase those coal rates be rescinded. 


E. A. Kaier, general attorney for the 
Pennsylvania Railroad, referring to Mr. 
Miller’s exhibit, said it showed an aver- 
age increase of $2.74 a net ton in the 
price f.o.b. mines on bituminous coal 
purchased by selected railroads serving 
New England, middle Atlantic, and south 
Atlantic states, from 1940 to 1950. Refer- 
ring to a comment by the witness that 
the future of the railroads and the coal 
industry were “tied together,” Mr. Kaier 
asked the witness, on the basis of that 
figure, which had contributed most to 
their common interest. 

Mr. Miller said that increased prices 


‘ of coal were caused primarily by in- 


creased wages over which the industry 
had no control,.and when asked if the 
increases were justified, Mr. Miller re- 
plied that they “can’t be helped.” 

Mr. Miller had stressed the possible 
decrease in tonnage to eastern markets, 
which he said the industry had built up 
over the years. Mr. Kaier asked if rail- 
road rates had, in view of that state- 
ment, confined the industry to the east- 
ern market. Mr. Miller replied that it 
was not true “in all instances.” 

Referring to a list of industrial plants 
shown in Mr. Miller’s exhibit as having 
converted from coal to other fuels, Com- 
missioner Mahaffie said, speaking in a 
lighter vein, that the presence of Yale 
University in the list raised the question 
as to whether that institution was “an 
industrial plant.” 


Retail Dealers 


B. E. Urheim, of Chicago, representing 
the American Retail Coal Association, 
said he was opposing any increase in coal 
rates in the interests of the retail coal 
dealer and the small commercial and 
household user. 

Referring to a statement made by 
Fred Carpi, vice-president in charge of 
traffic for the Pennsylvania Railroad, 
that the increase of 50 cents a ton would 
mean only an increase of $4 a year in the 
bill of the average householder for eight 
tons of coal, Mr. Urheim said it must be 
remembered that that increase came 
after others. He said he thought it 
would be sufficient to make the house- 
holder convert to other fuels if it was 
possible. 

Mr. Urheim asserted that, since 1939, 
there had been an increase in the cost 
at the mine of $2.50 for one type of bitu- 
minous coal sold by retailers to com- 
mercial users. He compared this with 
an increase of $3.39 in freight rates, and 
an increase in the retail dealer’s margin 
of $2.14. 

In cross-examination, Mr. Kaier at- 
tempted to make the witness discriminate 
between the increase of $3.39 in freight 
rates, which Mr. Urheim called the rail- 
roads’ “gross margin”, and the increase 
of $2.14 in the retailer’s “margin,” but 
Mr. Urheim said he was “talking about 
gross margin as I see it.” 


District 8 Testimony 


F. E. Garry, secretary, District 8 Coal 
Association, offered two exhibits. One 
was a map of the coal districts, the other 
a tabulation of “cost, realization and 
margin” for district No. 8 coal mines 
from 1947, including the first quarter of 
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1951, and preliminary figures for April, 
made from reports of more than 100 
mines. 

He asserted that the maxima had been 
reached in 1948, with $5.159 a ton cost, 
$5.914 realization or selling price, and 
a margin of seventy-five and one-half 
cents. For the first quarter of 1951 he 
showed cost as $5.322, realization as 
$5.345, and margin as two and three- 
tenths cents. For April (preliminary) he 
showed cost as $5.295, realization as 
$5.237, with a loss of five and eight- 
tenths cents a ton. 

Cross-examination of Mr. Garry was 
brief, tending to develop that he was 
presenting a tabulation of material fur- 
nished by the reporting mines. 

Bituminous Witnesses 


Witnesses for the bituminous coal in- 
terests included representatives of coal 
sales agencies and individual coal mining 
companies. 

C. F. Hardy, chief engineer, Appalach- 
ian Coals, Inc., described an exhibit he 
had prepared showing: fuel-burning 
equipment installation permits in typi- 
cal cities in the district No. 8 (southern 
high-volatile field) market area, 1948-50; 
natural gas sales of utilities by states, 
1933-49; coal equivalent to natural gas 
sales of utilities by states, 1933-43; esti- 
mate of freight revenue lost to the rail- 
roads due to displacement of coal by 
natural gas, 1933-49; a report of partial 
losses in coal sales by districts Nos. 7 
and 8 (southern low- and high- volatile 
fields) to other fuels in tons a year; 
accounts reported as “combined losses to 
oil and gas”. 

For the 1933-49 period, Mr. Hardy 
showed an estimated freight revenue 
loss to the railroads due to displacement 
of coal by natural gas in the district No. 
8 market area of $617,041,000. 

M. Davidson, of Huntington, W. Va., 
special representative for the Island 
Creek Coal Sales Co., selling coal from 
district No. 8, said that any increase in 
freight rates would have an adverse ef- 
fect on the mines in that district by in- 
creasing the delivered price and causing 
the use of other fuels. 

He gave examples of the loss of cus- 
tomers to fuels other than coal, after 
giving the present range of prices on 
industrial sizes of coal was unable to 
give exact price ranges for earlier pe- 
riods in answer to questions by rail- 
road counsel. 

William M. Maddox, of Louisville, Ky., 
appearing for the Harlan County Coal 
Operators Association, offered an exhibit 
consisting of a map showing four pro- 
ducing districts, and another, from which 
he said the major portion of the coal 
mined was trucked to destination. 


Tabulations also forming a part of his 
exhibit showed coal moving by trucks 
from mines in eastern Kentucky; the 
fuel used by public utilities for the gen- 
eration of electric energy in Georgia, and 
their equivalents in net tons of coal, 
1931-1950, and for the first three months 
of 1951; consumption of fuel by public 
utilities for the production of electric 
energy in Georgia and their equivalent 
in net tons of coal by months for 1950 
and the first three months of 1951; 
the per cent that coal, gas and oil each 
was of the total fuel used by the Georgia 
public utilities to generate electric energy, 
1931-1950, and the first three months of 
1951: and coal purchased for railroad 
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fuel by railroads in the Southern Dis- 
trict in 1950, and the average f.o.b. mine 
price of coal purchased by those rail- 
roads for the years 1948, 1949, 1950, and 
for the months available for 1951. 


Exhibit Discussed 


Mr. Maddox, in his exhibit, showing 
the fuel used by public utilities in 
Georgia to produce electrical energy, in- 
dicated 11,884 net tons of coal used in 
1931, rising to 861,015 tons in 1950, the 
percentage of coal used in 1931 having 
been 10.22 as compared with all fuels, 
that percentage rising to 42.98 per cent 
in 1950 and to 61.40 per cent in the first 
three months of 1951. 


Commenting on the increase in the 
tons of coal, and in its relative percent- 
age, Commissioner Mahaffie suggested 
that the explanation was the great in- 
crease in industry in Georgia, and he 
observed that the increase in the use of 
coal had been greater than the increase 
for other fuels. 

Mr. Maddox also showed that the 
average f.o.b. mine prices paid by rail- 
roads for coal used as fuel in the 
Pocahontas Region, was $5.26 a ton in 
1948, $5.19 in 1949, $5.14 in 1950, $5.51 in 
January, $4.32 in February, and $5.36 in 
March, 1951. In the Southern Region, 
those prices were shown, respectively, as 
$4.42, $4.45, $4.49, $4.40, $4.49, and $4.50. 

C. R. Griffith, of Knoxville, Tenn., said 
he was sure it had been conclusively 
proven by the testimony presented that 
the coal industry could absorb no further 
increases in freight rates. Mr. Griffith 
is president of the Southern Coal and 
Coke Co., a sales company; president of 
the Southern Appalachian Coal Opera- 
tors Association, and vice-president of a 
coal corporation operating two mines. 

He asserted that “we are losing busi- 
ness because of our high delivered cost,” 
adding that the southern Appalachian 
operators had produced 4,732,000 tons in 
1949, and that this had dropped to 3,- 
654,000 tons in 1950 for the same mem- 
bership. In the past seven months, he 
said, four member mines had discon- 
tinued operations for lack of markets. He 
said the production of 1,092,000 tons thus 
far in 1951 was below the comparable 
1950 period. 

Turning to Savannah, Ga., as an ex- 
ample, he said that the 1946 freight rate 
on industrial coal was $3.47 a ton, and 
that it was $4.62 a ton in 1950. In 1946, 
he said, his company had shipped 20,000 
tons to Savannah, and only 700 tons in 
1950. Commissioner Mahaffie asked the 
witness what freight rate his company 
would need to regain customers lost be- 
cause they converted to oil as a fuel. 
Mr. Griffith said that when oil prices 
increased 21 cents a barrel “we were told 
that we were still about 30 cents out of 
competition,” but added he could not say 
how accurate that statement was. 

When J. V. Norman, representing the 
Property Owners Association, and whose 
witness Mr. Griffith was, asked if he un- 
derstood that the witness’ coal prices 
had gone down, while “railroad prices” 
have gone up, Mr. Griffith replied that 
he was not a rate expert, and could not 
recall what freight rates had been. 

E. H. Burgess, vice-president and gen- 
eral counsel of the Baltimore & Ohio, 
and acting as general counsel for the 
railroads in Ex Parte 175, questioned Mr. 
Griffith and developed replies to the 


effect that the average price for the total 
tonnage sold by the witness in 1946 was 
$4.02 a ton, and that it was $6.20 a ton 
in 1950, an increase of $2.18 a ton. He 
also developed that there had been a 
comparable increase of $1.05 in the rates 
on coal to Savannah. 


Mr. Burgess repeated a statement by 
Mr. Griffith that coal prices had been 
going steadily down, and asked if this 
was true of prices for rail fuel coal. Mr. 
Griffith said he could not recall the 
prices, but was under the impression 
that prices were now somewhat below 
those in 1948. Mr. Burgess then referred 
to the exhibit offered by Mr. Maddox and 
Mr. Griffith agreed that the exhibit 
showed rail fuel prices were “up.” Mr. 
Norman interjected the remark that 
they were up 10 cents, while freight 
rates were up 39 cents a ton. 


R. B. Williamson, vice-president in 
charge of sales, Eastern Coal Sales Co., 
Bluefield, W. Va., representing companies 
mining about 2,000,000 tons a year, said 
those companies found themselves in “a 
three-way squeeze” between the labor 
unions, railroad transportation charges, 
and competitive fuels. He asserted that 
the companies represented by the sales 
company had lost one-half of the 11,- 
000,000-ton market they had enjoyed in 
New England. 


In 1950, he said, the railroad tidewater 
coal rate being $3.87 a ton, the railroads 
had received $23,000,000 in revenue, in- 
stead of the $38,000,000 they had received 
in 1948, when the rate was $3.42. Mr. 
Williamson asserted that this and other 
business lost to the producers could not 
be regained without further reductions 
in selling prices, but added that when 
companies were selling at less than the 
cost of production, the situation was not 
healthy. 

Commissioner Mahaffie asked whether 
or not the producers were selling rail- 
road fuel coal at less than the cost of 
production. Mr. Williamson replied that 
rails which originated coal were gen- 
erally fair in their attitude, but that 
other railroads were difficult buyers. In 
the course of this discussion, Mr. Norman 
remarked that the coal producers had 
lost “quite a lot of your market” to diesel 
locomotives. When the witness cited a 
drop from $6.67 a ton in the 1948 selling 
price, to $5.08 in 1951, Mr. Burgess asked 
for the 1946 selling price, which the wit- 
ness said was $4.25 a ton. 


Indiana Coal Group 


Harold V. Scott, traffic manager, Coal 
Trade Association of Indiana, Terre 
Haute, Ind., said the association was 
“appearing in this proceeding in opposi- 
tion to any increases in the rates on 
bituminous coal as sought by the rail 
carriers.” He added that “we believe 
the present earnings of the railroads are 
sufficiently high and that future earn- 
ings will be considerably higher.” 

“It is our position that bituminous 
coal is now contributing more than its 
fair share to the carriers’ revenue re- 
quirements, and is contributing more 
than its fair share to the out-of-pocket 
costs and to the overhead burden,” he 
asserted. 

Mr. Scott said the Indiana bituminous 
coal industry had been severely affected 
by the trend toward diesel locomotives 
on the railroads, and the trend among 
industrial and domestic users of coal, 
particularly industrial users, to natural 
gas and oil. Increases in freight rates 
on Indiana coal, he asserted, had been 
a major factor in the increased de- 
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livered cost of coal, which, he added, 
had been and was causing consumers to 
turn to other fuels that did not require 
movement by railroads, or to purchase 
their coal at mines from which coal 
could be shipped either all-water or by 
rail-water routes with lower transporta- 
tion charges than for all-rail move- 
ments. 


Mr. Scott offered a list of coal tonnage 
lost as the result of “a spot check” of 
companies. He said the tonnage lost by 
conversion to other fuels was probably 
less than 20 per cent of such loss in In- 
diana tonnage, on which he asserted the 
railroads had lost revenue of $992,854, 
without considering the Ex Parte in- 
terim increase. 


The witness would not agree with Mr. 
Kaier that many or most of the com- 
panies which had converted to other 
fuel had done so because of a 1949 coal 
strike, or because of cleanliness and con- 
venience as reasons other than attrac- 
tiveness of rates. He said the reason 
was the added delivery cost of coal. 


Midwest Coal Interests 


A. J. Christiansen, secretary, Northern 
Illinois Coal Trade Association, appear- 
ing also for the Central Illinois District 
Coal Traffic Bureau, Fifth and Ninth 
Districts Coal Traffic Bureau, Illinois 
Coal Traffic Bureau, and Middle States 
Fuels, Inc., offered an exhibit consisting 
of a tabulation of companies which had 
converted to gas or oil resulting in the 
displacement of what was shown as 
2,875,000 tons of bituminous coal an- 
nually. 


Erle J. Zoll, Jr., commerce counsel for 
the [Illinois Central, asked how Mr. 
Christiansen explained the fact that the 
I.C., the largest coal-carrying road in 
Illinois, had had a peak year in 1950 in 
the face of the 2-million-ton loss esti- 
mated by the witness. Mr. Christiansen 
said he thought it was because non- 
union western Kentucky mines had con- 
tinued to ship during the 1949 strike, but 
Mr. Zoll questioned that that factor 
would have continued through 1950. 


Northern States Power 


For Northern States Power Co., Minne- 
apolis, Minn., serving the Twin Cities 
area, Akeley L. Stevens, its traffic man- 
ager, presented an exhibit showing 
freight rates on bituminous coal screen- 
ings to its Minneapolis, St. Paul, Red 
Wing, Minn., and La Crosse, Wis., power 
plants. He also showed the spreads and 
changes in spreads between all-rail and 
rail-barge rates to the company’s power 
plants; the minimum increases in coal 
and lignite freight costs of the power 
company, and citations of decisions per- 
taining to lignite. 

Mr. Stevens said the power company 
was taking no position for or against the 
general increases “as such.” In describ- 
ing his exhibit, he asserted that the pro- 
posed increases would add $574,000 an- 
nually to the cost of the power company’s 
fuel. He also said that, in line with 
the decisions cited concerning lignite, 
that commodity should take no more 
than 50 per cent of any increase per- 
mitted on bituminous coal. 


Cincinnati Area 

R. A. Ellison, of Cincinnati, O., speak- 
ing for Amherst Fuel Co., Charleston, 
W. Va.; Island Creek Coal Co. and Is- 
land Creek Fuel & Transportation Co. 
Huntington, W. Va.; Truax-Traer Coal 
Sales Co., and West Virginia Coal & 
Coke Corporation, both of Cincinnati, 
said it was their position that they were 
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not participating in the development of 
the Cincinnati metropolitan area. 

Part of an exhibit he offered, aside 
from a history of rates on rail-river, and 
rail-river-rail rates, on coal from 
Kanawha, W. Va., district coal fields on 
the Chesapeake & Ohio to Huntington, 
W. Va., consisted of newspaper clippings 
concerning the development of the Cin- 
cinnati area. 

He also showed a comparison, 1946, 
and 1951, of natural gas and customers, 
gas and electricity consumed, and the 
number of domestic users of natural gas 
for heating on April 30, 1946, and 1951, 
of the Cincinnati Gas & Electric Co., 
in the Cincinnati metropolitan area. He 
showed an increase of 208 per cent in 
natural gas consumption in 1951 over 
1946, with an increase of 81.2 per cent 
in the amount of “electric sales,” and 
of 397 per cent in the number of domestic 


_ users of natural gas with central house 


heating furnaces. 

Mr. Ellison said that, in 1951, the Cin- 
cinnati Gas & Electric Co. would con- 
sume about 1,700,000 tons of coal. 876,- 
000 tons, he said, would move from mines 
on the C. & O., representing 53 per cent 
of that consumption, while the balance 
of 824,000 tons would move from mines 
on the Kanawha and Ohio rivers. 

In 1952, he asserted, of an estimated 
2,200,000 tons to be consumed by the 
utility company, 900,000 tons would move 
from C. & O. mines, while 1,300,000 tons 
would move from “all-water”’ mines on 
the Kanawha and Ohio rivers. 

He gave over seven pages of his exhibit 
to excerpts from Commission proceedings 
involving the proportional rate on coal 
from C. & O. mines to Huntington as 
proof of the contention of the shippers 
he represented that they were not partic- 
ipating in the growth of the metropoli- 
tan Cincinnati area. He called particular 
attention to one sentence from a reply 
of the C. & O. to a petition of Central 
Territory railroads for suspension of a 
Cc. & O. tariff publishing a 55-cent pro- 
portional rate to Huntington, which be- 
came effective October 21, 1938, as fol- 
lows: 

“Respondent not only admits but as- 
serts that the principal justification for 


its proposed reduced transshipment rate 


of 55 cents is the competition of coal 
from mines on or adjacent to the Kana- 
wha River moving wholly by water to 
Ohio River points.” 

Mr. Ellison said that the clients for 
whom he spoke had asked in oral argu- 
ment in Ex Parte 175 that there be no 
interim increase in the rail-river coal 
rates to Toledo and Huntington because 
it would be harmful to them and to the 
railroads. Mr. Ellison said he made the 
same request with respect to a perma- 
nent increase on coal moving from mines 
on the C. & O. in West Virginia because, 
he said, “it is our feeling that these rates 
have all been increased to a far greater 
extent than other coal rates... .” 

In answer to questions of Horace L. 
Walker, general counsel for the C. & O., 
Mr. Ellison identified the 55-cent rate 
mentioned in his exhibit as the one that 
went into effect October 21, 1938, and 
Said that there were then 1,800,000 tons 
a year being handled, and that at pres- 
ent, 4,000,000 tons a year being handled, 
over the Huntington tipple. 


Midwest Coal Bureau 


A statement prepared by H. J. Goude- 
lock, executive vice-president, Midwest 
Coal Traffic Bureau, Kansas City, Mo., 
Was copied into the record without read- 
ing. He said the bureau was composed 


of corporations, firms and individuals 
engaged in mining, selling and shipping 
bituminous coal from various points in 
Iowa, Missouri, Kansas, Arkansas and 
Oklahoma. 

Mr. Goudelock said the executive com- 
mittee of the bureau had directed its 
executive vice-president and counsel to 
oppose the application of the railroads 
for increases sought in Ex Parte 175, 
insofar as the petition involved increases 
in rates on coal from the producing ter- 
ritory of the members to the distribution 
territory of such coals. Generally speak- 
ing, he said, that territory comprised 
the area of Southwestern and Western 
Trunk Line territories, or Central West- 
ern and Southwestern regions, as used 
by the Commission for accounting pur- 
poses. 

He said the Arkansas-Oklahoma Coal 
Operators’ Association had authorized 
the bureau to represent it in opposing 
any increase in rail rates in conformity 
with the action taken by the bureau’s 
executive committee. 

Among other things, Mr. Goudelock 
said that, in the. past two years, small 
towns which formerly distributed manu- 
factured gas from local pipe lines dis- 
continued the manufacture of gas and 
turned to the use of liquefied petroleum 
gas, distributed through the same lines. 
Those small town pipe lines, he said, 
could handle a larger quantity of lique- 
fied petroleum gas, distributed through 
the same lines. Those small town pipe 
lines, he said, could handle a larger 
quantity of liquefied petroleum gas than 
of manufactured gas, and that that 
product became available for household 
heating. He also observed that mines in 
the southwest had equipped themselves 
in the past ten years to load trucks and 
that, “since the last general increase be- 
came effective, there has been a di- 
version of substantial quantities of coal 
to trucks.” 

He asserted that an exhibit he offered 
showed that “increasingly favorable op- 
erating ratios” of railroads in the West- 
ern District clearly indicated a favorable 
financial position necessitating no in- 
crease in their freight rates to enable 
them to realize an adequate return on 
their properties and to provide satisfac- 
tory transportation service in the public 
interest. 


Otter Tail Power Co. 


J. L. Enright, executive assistant, Otter 
Tail Power Co., Fergus Falls, Minn., pro- 
tested any increase in rail bituminous or 
lignite rates. He said if the proposed 
increase was allowed, it meant a jump 
of $277,360 a year in the cost -of fuel 
to the power company. 

He also said he was asking for “a 
screening rate on interstate lignite, this 
screening rate to be given on the basis 
of present rates to our plants.” The 
screening rate was given on most bitumi- 
nous coal, and also on lignite in North 
Dakota, he asserted, “where the screen- 
ing rate is 85 per cent of the lump rate.” 


Dr. Edwards’ Testimony 


Dr. Ford K. Edwards, formerly head 
of the Commission’s Bureau of Accounts 
and Cost Finding, and now director of 
the Bureau of Coal Economics of the 
National Coal Association, said that, in 
the light of the facts he had cited in 
his testimony, “for the carriers to now 
propose an additional increase of some 
45 cents per ton on the average move- 
ment of coal is, in my opinion, sheer 
economic suicide.” 

After reviewing the trend of expenses 
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and earnings of the railroads, Dr. Ed- 
wards said: 

“In view of all elements I have dis- 
cussed above, including the upsurge in 
equipment changeover in the last three 
or four years and the improvement in 
financial and earning ratios, the rails’ 
financed accomplishments are something 
which, in my opinion, they can be 
proud of. Also it was accomplished with- 
out recourse to sale of new stocks.” 

In his preceding discussion, referring 
to an exhibit, Dr. Edwards said it would 
be noted that the unit revenues had con- 
sistently outpaced the unit operating 
expenses plus fixed charges since 1939 
and that for several years they had ex- 
ceeded the growth of the operating ex- 
penses taken alone. In other portions of 
his testimony, he asserted that, in the 
east and south, most major railroads 
showed fuel costs a gross ton-mile de- 
a from seven to 21 per cent in 

951. 

In reJation to April, 1950, he said, net 
railway operating income for all Class I 
carriers in April, 1951, rose from $62 
million to $71 million, an increase of 14 
per cent, “indicating that as a whole 
the Class I carriers took all increases in 
costs in stride.” 

He also said that operating revenues for 
the United States dropped from $875 mil- 
lion in March to $851 million in April, 
or 2.75 per cent, adding that the normal 
“peacetime drop” was about 5 per cent. 
As to net.railway operating income for 
April of $71 million, Dr. Edwards said it 
was $7.7 million below the $78 million 
in March, 1951, a drop of 9.8 per cent. 
Here he added that the normal peace- 
time drop was “around 20 per cent.” 

As to revenue “carried down to net rail- 
way operating income,” the witness said 
the proportion of operating revenue so 
carried down in the six months’ period 
ended with March, 1951, was 10.38 per 
cent, and that it substantially exceeded 
the comparable figure of 7.76 for 1950, 
8.40 for 1949, and 7.89 in 1948. 

After adjusting the 1950 income account 
“to a normal basis” he said the effect 
was to reduce reported net railway op- 
erating income for all Class I carriers 
in 1950, as reported by Dr. Parmelee, 
by $47 million, and the net income by 
$32 million. 

“From the standpoint of profit ratios 
the year 1950, in my opinion, ranks as 
one of the better years in rail history,” 
he added. 

For 1951, Dr. Edwards projected total 
operating revenues of $10,241,000,000, net 
railway operating income of $1,149,000,- 
000, and net income of $872,000,000. 


Stockholder ‘Rewards’ 


The economist said that “some of the 
issues in this proceeding appear to rest 
on the determination of what residual 
amount should be made available for 
gross capital additions and betterments 
after all operating expenses, rents, and 
taxes, fixed charges, and rewards to 
stockholders have been met.” 

Later he said that the average divi- 
dend rate on dividend-yielding stocks 
only for the period 1890-1941 was 6.6 
per cent (Class I, II, and III railways 
and their lessors). From 1939 to 1950 
(Class I railways only), he continued, 
the average figure was 5.2 per cent, and 
the figure for 1950, 6.2 per cent. 

Discussing the response of stockholders 
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to dividends paid, he said the position of 
the carriers appeared to be that higher 
returns should be made to encourage 
equity capital. Referring to a table 
showing the 20-year period, 1931-1950, 
Dr. Edwards said the utilities had paid 
$12 billion in dividends and sold $4 
billion in stock, while the Class I rail- 
roads had paid $3.9 billion in dividends 
and sold $10 million in stock. While rail 
plant was contracting during a large 
part of the 30’s and there was no oc- 
casion for the sale of new stock, Dr. 
Edwards said that “the table would seem 
to demonstrate a certain element of fu- 
tility in paying high dividend rates as a 
method of enticing new equity capital, 
even though the yields are comparable 
to other industries.” 

He said that equipment improvements 
seemed to have been pretty will effected 
by roads which could, and those which 
could not, issue stock, through the use 
of equipment obligations, adding that 
“the substance of the matter is that 
the new equipment must itself justify 
the expenditures (i. e., pay for itself in 
earnings) or it won’t be purchased re- 
gardless of the state of the carriers’ 
resources or past profits.” 

After a brief review of the rate at 
which additions and betterments had 
been made, Dr. Edwards said that “the 
recent expansion program on equipment 
seems higher than what might be ex- 
pected on a sustained basis.” Answering 
a question by Chairman Splawn, the wit- 
ness said he was not implying that the 
railroads were buying cars too fast, but 
that they were making up a “lag” in the 
past. He agreed with further questions 
that shippers, and particularly coal ship- 
pers, had been discontented with the 
car supply of the railroads. 


Funds for Expansion 

Turning then to an analysis of funds 
available for capital expansion, and 
funds required, the economist said that 
funds available—consisting of net rail- 
way operating income, depreciation, re- 
tirements and amortization, the net dif- 
ference between “other income” and 
“miscellaneous deductions” and “incre- 
ments to special funds’—in 1950 
amounted to $1,739.5 million. He said 
that this was based on the carriers’ re- 
ported income statement which reflected 
actual funds available, irrespective of 
whether some of the revenue, such as 
mail pay, was attributable to prior years. 

Deducting an estimated total of $771.7 
million to meet fixed and contingent 
charges, Dr. Edwards said that left 
funds available for gross capital expan- 
sion of $967.8 million. In 1950, he said, 
carriers’ gross expenditures for addi- 
tions and betterments totaled $286.4 
million, and for equipment, $779.4 mil- 
lion, a total of $1,065.8 million, exceeding 
the funds available by $98 million. He 
added that equipment obligations in- 
creased $75.7 million, while the long- 
term debt increased $154.6 million. 

As the result of computations which 
Dr. Edwards said were meant to deter- 
mine if the ration of equity capital was 
being bettered or worsened by the financ- 
ing of additions and betterments over 
the last three years, he said that the 
experience for 1948 and 1949, when gross 
additions and betterments approached 
the $1,376.4 million projected by him for 
1951, indicated that the net increase in 





investment averaged “some 3 times” the 
net increase in equipment obligations. 
Also, he said, the net increase in invest- 
ment was 7.2 and 4.4 times the net in- 
crease in all long-term debt. The aver- 
age increase in the stockholders’ equity 
was more than $700 million for the two 
years, he asserted, adding that “yet in 
those two years 1948 and 1949, the funds 
available from current earnings for gross 
additions and betterments were some 
$100 million and $300 million less than 
I have projected for 1951.” 


He asserted that the picture for 1950 
was equally favorable, “the net increase 
in equipment obligations being but $75.7 
million and in long-term debt $154.6 mil- 
lion as against an increase in net book 
investment after depreciation and rapid 
amortization of $603 million.” He added 
that the net increase in investment was 
not yet available for 1950. 

Dr. Edwards included a table in his 
prepared statement which he said 
showed the improved ratio of long-term 
total debt to total stock (including assess- 
ments, etc., and total plus surplus) re- 
spectively, since the end of 1947. For 
1947 he showed debt to total stock and 
debt of 52.7 per cent, and 53.4 per cent 
for 1949. Debt to total stock, surplus 
and debt he showed as 40.3 per cent in 
1947 and 39.7 per cent in 1949. 

It was here he made the quoted state- 
ment that the railroads might be proud 
of their accomplishments. 





Verified Statements Filed 
In Ex Parte 175 Hearing 


At Washington, D.C. 


Nearly fifty verified statements 
were filed in connection with the 
Washington hearing, which began 
June 18, in Ex Parte 175, Increased 
Freight Rates and Charges, 1951. 


Four of the statements dealt with the 
increase in a general way. For the 
Manufacturers Association of Connecti- 
cut, Inc., Erwin H. Tuthill, traffic man- 
ager for the group, said, among other 
things, that it was “our studied opinion 
that general percentage increases of 
freight rates work to the disadvantage 
of the rail lines by maintaining depressed 
rates on short hauls, which in most in- 
stances can be handled more expedi- 
tiously and at less over-all cost by the 
medium of motor carriers, and penaliz- 
ing long haul movements to the extent 
that they too become susceptible to mo- 
tor carrier competition.” He said the 
rail carriers had said many times that 
the principal increase in their operating 
costs were in terminal operations. The 
straight percentage of increasing rates, 
he asserted, did not take into considera- 
tion the lesser increase in cost found in 
road haul operations. He said a contin- 
uation of percentage increases could not 
help but result in further diversion of 
Connecticut tonnage from the rails. 


Similarly, in two statements, one as 
chairman of the board of directors and 
executive committee of the New Eng- 
land Traffic League, and one as mana- 
ger of the transportation department of 
the Boston Chamber of Commerce, W. 
H. Day objected to the percentage meth- 
od of increasing freight rates, and at- 
tached to each statement an exhibit en- 
titled “Illustrations of the Adverse Ef- 
fect of Percentage Increases of Class 
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Rates on New England Industry.” In 
each statement he said the increased 
rail operating costs between July 1, 1949, 
and April 1, 1951, were convincing to 
those for whom he spoke of the need 
for additional revenue. Whether or not 
the entire increase sought was neces- 
sary, he said, the Commission must de- 
cide. 


C. E. Schreiber, transportation statis- 
tician of the Public Service Commission 
of Wisconsin, after an analysis of rail 
traffic, said that, unless the current cal- 
endar year brought labor troubles or 
other economic upsets “out of keeping 
with those experienced in other years 
when there had been upturns of traffic 
similar in extent to that in 1950, the 
current and near future level of freight 
traffic for the country as a whole to be 
taken into consideration should be some- 
where between 650 and 675 billions of 
revenue ton-miles a year.” 


Coal Rates 


A number of the verified statements 
dealt with rates on coal. 


E. H. Dorenbusch, general traffic man- 
ager, Armco Steel Corporation, Middle- 
town, O., said the corporation’s position 
was that coal from Kanawha district 
mines on the Chesapeake & Ohio in 
West Virginia to Huntington, W.Va., for 
river movement beyond, and ex-river coal 
from Cincinnati to Hamilton and Middle- 
town, O., were in excess of what they 
should be; that the 2 per cent interim 
increase in Ex Parte 175 should be elim- 
inated, and that the proposed increase of 
23 cents a ton on river-rail coal for 
permanent-application could not be justi- 
fied; that the proposed increase of 50 
cents a ton on rail-river-rail coal was 
unreasonable on its face, and that, in 
view of “the present excessive rates” be- 
ing paid on “the here involved coal,” no 
increase should be allowed. 


For Youngstown Sheet & Tube Co., 
and Republic Steel Corporation, William 
E. Fowler, general traffic manager of the 
first-named company, protested against 
any increase in rates on ex-river bi- 
tuminous coal moving from Conway, Pa., 
from Colona, Pa., and from Smith’s 
Ferry, Pa., for about 42 miles to the 
Youngstown district. 

On behalf of the two companies, Mr. 
Fowler also said that, if the Commission 
found that rates on ex-lake iron ore 
should be increased, those companies 
endorsed in principal the proposal that 
increases be determined by application of 
a percentage increase to the various rates 
in effect prior to Ex Parte 175. 


Mr. Fowler also said that any further 
increase in the rate on fluxing stone 
would eventually force either litigation 
before the Commission “to bring the rate 
to a reasonable level, or recourse once 
again to truck transportation.” 

In the five-year period prior to com- 
mencement of the instant proceedings, he 
said, the increases in rates on ex-river 
coal, ex-lake iron ore, and limestone from 
the Hillsville, Pa., district had been such 
that Youngstown had alreddy borne more 
than its fair share. No further increases 
should be granted in the proceeding, Mr. 
Fowler said. 


Tennessee Valley Authority 


The assistant chief of the power pro- 
duction branch of the Tennessee Valley 
Authority, -J. Marshall Johnson, sub- 
mitted a verified statement to bring up 
to date estimates of T.V.A.’s future coal 
needs for generating electricity by steam 
and to reflect a contract between the 
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Texas Gas Transmission Corporation and 
the T.V.A. providing for natural gas 
at T.V.A.’s Johnsonville steam plant. 
If no gas was consumed at that plant, 
he gave the following coal tonnage esti- 
mates for 1951, 1952, 1953, and 1954, 
respectively: 1,808,400; 3,895,900, 6,263,- 
250, and 17,830,050. If gas consump- 
tion was 65,000 M.C.F. at the plant, the 
coal tonnage estimated for those years 
he estimated as: 1,808,400; 3,291,720; 
5,300,710, and 6,867,510. Mr. Johnson 
said that T.V.A. had no present plans 
to purchase natural gas for use at its 
three other plants, but added that they 
were being constructed so that, at small 
additional expense, they could be con- 
verted to the use of natural gas as well 
as coal. 


Tidewater Coal 


L. Goffe Briggs, president, Edward 
Chappel Co., Central Wharf, Norwich, 
Conn., said his company was interested 
because “our investment is jeopardized 
due to the two rates which are allowed 
on coal transportation to Hampton 
Roads.” If the Commission deemed the 
proposed increase in Ex Parte 175, and 
Sub. 1, essential, “we strongly urge that 
they, at least, apply any refunds on mine 
to tidewater rates to all coastal coal traf- 
fic,’ he said. If the refund margin be- 
came any greater, he said, it would he 
impossible for such docks as his to con- 
tinue in competition. 


Coal Dock Interests 


William F. Ehmann, manager, Wis- 
consin Coal Bureau, Inc., Madison, Wis., 
speaking for coal dock operators, said 
that if the railroads did not recognize 
the seriousness of the dock situation and 
failed to assist in preserving the busi- 
ness, “this Commission, despite its re- 
peated protestations against any intent 
to become traffic managers of the rail- 
roads, should adopt that position in or- 
der to save, for the railroads, millions 
of tons of coal traffic and millions of 
dollars of gross revenue.” 


John A. Maher, manager, Maher Coal 
Bureau, St. Paul, Minn., subscribed to 
Mr. Ehmann’s statement, and said the 
Lake Superior docks must meet in mer- 
chandising coal the same competition 
referred to by Mr. Enmann—all-rail coal, 
oil, gas, and hydro-electric power. He 
said the docks had suffered almost con- 
tinuous loss of business in the past 15 
years. 


Power Companies 


Ralph M. Besse, vice-president and 
general counsel of the Cleveland Elec- 
tric Illuminating Co., said the company 
did not desire to take any position as 
to the need of additional revenue by the 
railroads, but added it sincerely believed 
there would be decreased coal freight 
revenue to the roads serving the north- 
eastern Ohio area if the proposed in- 
crease was granted. He said, among oth- 
er things, that the area was “presently 
discriminated against by the rate struc- 
ture which subsidizes cargo rates and 
lower iron ore rates.” He said the pro- 
posed increase on coal rates should be 
denied or at least modified “to remove 
discrimination against the Cleveland- 
Northeast Ohio area.” 


Philip Torchio, assistant general man- 
ager of the Ohio Power Co., Cleveland, 
submitted a statement which he said 
Showed the effect on his company of 
the increased rates on bituminous coal 
requested by the railroads. If the in- 
creases were applied to the coal traffic 
of the company, he said, the increased 


annual cost to the company would be 
$442,922, based on 1950 coal receipts. He 
said that was an increase of 24 per cent. 
Referring to a table appended to his 
statement, he said it showed that the 
coal delivered by rail did not increase 
proportionately as much as the total re- 
ceipts of the plant for 1946 through 1950. 


Coal Bureau 


A supplemental verified statement was 
filed by George H. Reinbrecht, traffic 
consultant, Coal Traffic Bureau of North- 
ern West Virginia, Ohio, and Western 
Pennsylvania. He said the bureau was 
still of the view that the interim hearing 
did not develop a record which justified 
the increase on bituminous coal granted 
by the Commission and made effective 
April 4, and that those rates should be 
cancelled. He said the railroads should 
study downward readjustment in the 
coal rates in the same way they had 
made studies in connection with iron 
and steel articles, and were making stud- 
ies on other important commodity 
groups. 


Coal Company 


The Rochester & Pittsburgh Coal Co., 
Indiana, Pa., a producer and shipper in 
the Clearfield district of , Pennsylvania, 
said it was opposed to any further in- 
creases on bituminous coal. It said bitu- 
minous coal was already paying an un- 
fair share of the revenue needs of the 
carriers. It supported the position of 
the National Coal Association and the 
Eastern Bituminous Coal Association. 


Water Carriers 


W. Y. Wildman, transportation con- 
sultant of Chicago, Ill., for Central Barge 
Co., said the company’s interest was in 
the proposed adjustment of rates on bi- 
tuminous coal shipped from mines in 
Illinois and western Kentucky to points 
on the Mississippi River in Iowa, Wis- 
consin and Minnesota.” He said if in- 
creases were authorized, the amount al- 
lowed on rates from Illinois mines to 
Ford, Ill., for movement beyond by barge, 
should be limited to 25 per cent of what- 
ever increase might be allowed in the 
rates from the same mines to the Twin 
Cities. : 

Richard H. Specker, executive vice- 
president, National Water Carriers As- 
sociation, Inc., Washington, D. C., said 
his statement was in opposition to the 
method by which the railroads proposed 
to increase coal rates, and was not in 
opposition to their general request for 
additional revenue. He said any in- 
crease should be applied percentagewise 
so that resulting increases on both bi- 
tuminous and anthracite coal, from 
mines to tidewater ports, Hampton 
Roads and north, when for movement 
beyond by coastwise water service, would 
be less than resultant increases applica- 
ble all-rail from mines to final desti- 
nation served by water, with no con- 
dition as to the mode of transportation 
employed if the coal was transshipped 
from a New England point. 

Lignite Views 

Verified statements on behalf of Truax- 
Traer Coal Co., Minot, N.D., were filed 
by Wesley E. Keller, vice-president, and 
Robert L. Sutherland, research and com- 
bustion engineer. Mr. Keller asked that 
if further increases were approved by the 
Commission, as to lignite they should 
follow the Commission’s previous formula 
and be 50 per cent of those approved 
for bituminous coal, the 50 per cent to 
apply to both the measure of the in- 
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crease and the maximum prescribed, 
whether the increases were in specific 
cents a ton or based on percentage of 
present rates. Mr. Sutherland made com- 
parisons of lignite with coals from the 
midwestern and eastern fields with which 
it competed. He said his comparisons 
showed the available heat in lignite was 
one-half or less that of the coals from 
those fields. 


Petroleum Coke 


If the railroads were permitted to 
apply a different increase on anthracite 
and bituminous coals than on other solid 
fuels it would adversely affect the market 
for petroleum coke, said L. C. Davidson, 
traffic manager, Cities Service Oil Co. 
(Delaware) in a verified statement. He 
said the company was not opposing the 
railroads’ application for increases in 
revenue if they proved the need, but was 
“deeply concerned” that petroleum coke 
be continued in the solid fuels group, 
including anthracite and bituminous coal, 
and that the amount of increase be no 
greater for the coke than for the other 
solid fuels with which it competed. 

W. P. Tuller, director of traffic, Great 
Lakes Carbon Corporation, said the 
position of the corporation was that: 
Rates on by-product and petroleum coke 
should be subjected to no greater in- 
creases than on bituminous coal; that in- 
creases should be on a percentage basis 
subject to a maximum or, alternatively, 
a variable scale with specific arbitrary 
increases somewhat in the form pro- 
posed by the railroads on bituminous coal 
without subscribing to the amounts pro- 
posed; the specific or arbitrary increases 
should be applied only once to combina- 
tion rates as in the past. He also sug- 
gested modification in refunds paid by 
eastern railroads of part of the increases 
paid up to Lake Erie ports on lake cargo 
bituminous coal. 

Paper, Magnesite, Cement 

It was estimated that a 15 per cent 
increase in freight rates would add 
$100,000,000 a year to the freight bill of 
the paper industry, said Earl W. Tinker, 
executive secretary, American Paper and 
Pulp Association. Enforced absorption 
of that huge sum out of adjusted earn- 
ings under current price regulations 
would jeopardize the ability to »naintain 
the earnings position necessary to keep 
the industry in a healthy condition and 
sustain a high level of production, he 
asserted. Either it must absorb the bur- 
den with resulting inadequate earnings, 
or obtain permission from the Office of 
Price Stabilization to include all or part 
of it in the pricing structure, he said. ° 

Theodore Hoover, Jr., traffic manager, 
Northwest Magnesite Co., for that com- 
pany and for Harbison-Walker Refracto- 
ries Co., and General Refractories Co., 
said that the amount of the increase was 
not in issue and should be left to the 
Commission’s judgment. The companies 
asked that any increase permitted on 
dead burned magnesite from the west 
be a specific or maximum amount in 
cents a ton, in lieu of a percentage in- 
crease, he said. 

Any further increase on Portland ce- 
ment rates would be injurious to the 
cement industry, the consuming public, 
and the railroads, said W. N. Knecht, 
traffic manager, Alpha Portland Cement 
Co., Easton, Pa., in a verified statement 
filed on behalf of his company and of 








asked W. J. Kutilek, T. P. & W. 
General Agent at Omaha, Nebraska 
“Frankly, I was startled when I first saw our new 


office building,” reports W. J. Kutilek. “It’s nothing 
at all like the straight-laced and somber offices that, 


by tradition, railroads are supposed to occupy. 


“This new T.P. & W. building is long and low... 
has almost no windows... is decorated in vivid 
colors, often five or six to a room... . has exposed 
structural steel inside . . . and has interior walls of 
painted concrete block! 


“And everyone likes it— especially the people who 
work there. The new building has allowed them to 
use more efficient methods, and the rooms and office 
equipment are arranged to give them pleasant, prac- 
tical working conditions. I wasn’t at all surprised 
to learn that, in these cheerful, refreshing quarters, 
they were getting more done in less time. 


“The new building deserves its share of credit 
for the fact that we’re providing better service to 
shippers than ever before. That’s why I wanted you 
to know about this new building of ours, evidence 
of T.P.& W.’s progressive spirit.” 
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other manufacturers of Portland cement 
at various points. 


Milan Hatch, traffic manager, National 
Association of Cotton Manufacturers, 
Boston, Mass., asked that, if the Com- 
mission determined a further increase in 
freight rates was nesessary, it follow the 
action taken in earlier general increase 
cases and provide for a maximum in- 
crease on carloads of compressed cotton, 
to accord New England manufacturers 
their proper relationship with their com- 
petitors in the southeast. 


For the Chain Institute, Inc.; Indus- 
trial Fasteners Institute; Pole Line Con- 
struction Material Traffic Conference, 
and the Screw Manufacturing Industry, 
Merle D. Perry, chairman, the Joint 
Traffic Conference, said those parties 
suggested that the Commission consider 
the effect of the largest measure of in- 
creases that were proposed “insofar 
as these increases bear upon a just and 
reasonable level of rail rates on our iron 
and steel products, particularly on the 
large portion of our shipments that 
moves in ‘less-carload quantities in 
Eastern Territory.” He said the group, 
“not without prolonged discussion,” had 
concluded to oppose the measure of the 
rail rate increases under consideration 
in Ex Parte 175, specifically to oppose 
any further increases in the rates on 
raw materials or finished products “at 
this time.” 


Hugh M. Berridge, for E. I. du Pont 
de Nemours & Co., said it was left to 
the judgment of the Commission whether 
there should be further general increases 
in freight rates. He said his statement 
of fact was submitted for the purpose of 
showing the need for maintaining equal- 
ity in treatment of ilmenite ores and 
concentrates with other ores and con- 
centrates, should any increase be justi- 
fied by the carriers or prescribed for 
the future. 


Roof Granules, Sand, Magnesite 


As to the measures of increase sought 
by the railroads or to be authorized by 
the Commission, the Fry Company took 
no position other than that any increase 
in roofing granules rates should be the 
same as the increase in rates for other 
articles in the crushed stone list, said 
E. J. Eldridge, general traffic manager 
of the company in a verified statement 
filed on its behalf. 


On behalf of the National Industrial 
Sand Association, V. P. Ahearn, its ex- 
ecutive secretary, said that, in opposing 
the carriers’ proposed increases as ap- 
plied to industrial sand, particularly 
the increase in rates on sand in closed 
cars, the association relied on facts 
recited which it said revolved about “the 
gross discrepancy between freight rates 
and sand value, the rates being practi- 
cally double the value of the sand, 
and the unwarranted premium, generally 
50 cents to 80 cents a ton, for use of 
a closed car as compared with an open 
car.” 

Franklin G. Ibach, general traffic 
manager, E. J. Lavino & Co., Philadel- 
phia, Pa., said maximum increases on 
manganese and chrome ores, magnesite 
and ferromanganese, having already 
been assessed higher increases than 
other raw materials in prior cases, were 
justified. He said it was not felt that 
this was according “these articles” spe- 
cial treatment, but was, rather, recog- 


nizing that they were raw materials 
that went into the manufacture of 
strategic goods, which had not been 
given the same treatment as other raw 
materials. 


A joint verified statement of A. L. 
Kraemelmeyer, general traffic manager, 
Eagle-Picher Co., A. J. Kroll, director of 
traffic, Johns-Manville Corporation, and 
W. P. Tuller, director of traffic, Great 
Lakes Carbon Corporation, said that, if 
carriers in the west and south, as well 
as in the east, were able to prove that 
they needed additional revenues, they 
urged that any increase on diatomaceous 
earth be restricted to an amount no 
greater in proportion to the increases as 
a whole than were granted in the 1946 
and 1947 general rate increase cases, in 
relation to the increases as a whole in 
those cases. 


Union Carbide 


For Union Carbide and Carbon Corpo- 
ration, F. C. Tighe, in a verified state- 
ment, dealt with.various commodities, 
saying generally that the corporation 
could not increase prices for the ma- 
jority of its products under price regula- 
tions, and that, as most of its raw ma- 
terials were purchased f.o.b. origin, and 
most of its products were sold on “de- 
livered” price, it would be doubly hit by 
another general rate increase. 

He suggested a maximum increase 
of 3 cents a 100 pounds on magnesite, 
roasted dolomite, refractory materials, 
and lime, in carloads. He also recom- 
mended that the Commission fix a maxi- 
mum not exceeding 15 cents a ton of 
2,000 pounds on limestone, fluxing stone, 
quartzite rock, ganister rock, silica rock, 
and other rock, and on sand, n.0.i.b.n., 
and gravel. Chrome ore and manganese 
ore and concentrates, carloads, should 
receive the same treatment as in the 
1948 general increase case; that liquefied 
petroleum gas, butane gas, propane gas, 
in tank cars, should receive the same 
treatment as petroleum; that scrap iron 
and steel should receive special treat- 
ment as to increased rates and maxima; 
that wood refuse or waste, chips and 
shavings, and wood flour, carloads, 
should be increased not in excess of in- 
creases on lumber and lumber by-prod- 
ucts; that ferro-alloys should receive 
rate treatment the same as accorded 
steel billets and ingots; and that liquid 
oxygen, liquid nitrogen, and liquid ar- 
gon, in tank carloads, should take no 
increases. 

Mr. Tighe said also that unless the 
Commission could find a way to pre- 
scribe special increases on long-haul 
traffic it was probable that some of that 
traffic now enjoyed by the railroads 
would “dry up,” and that the Commis- 
sion should make provision for the ap- 
plication of a single maximum increase, 
where maxima were authorized, to freight 
rates constructed by the use of combina- 
tions. 


Sugar, Salt 


B. J. McHugh, assistant traffic man- 
ager, American Sugar Refining Co., and 
its subsidiaries, suggested that the Com- 
mission and the carriers bear in mind the 
traffic which he said the railroads had 
lost and the additional business that 
would undoubtedly be taken from them 
if the Ex Parte 175 increases were ap- 
proved and unless rate adjustments 
necessary to preserve relationships were 
made promptly. In the event a general 
increase in sugar rates was approved, he 
said, the Commission was urged specifi- 
cally to order the carriers promptly to 
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adjust rates on sugar as requested. 
Earlier in his statement he said the 
carriers had not proceeded with rate 
adjustments as the Commission said it 
expected them to do after the decision 
in Ex Parte 168. 


For International Salt Co., Cayuga 
Rock Salt Co., and Watkins Salt Co., 
Rarrell H. Smith, Jr., general traffic 
manager of International, asserted that 
high percentage increases, with low 
maxima, resulting in high short-haul rate 
increases yet low average increases, had 
been responsible for diversion of traffic. 
He said the proposal for a 15 per cent 
increase was reasonable, equitable in 
nature, and one which the companies 
he represented could support “were it not 
for the further diversion of traffic that 
is certain to follow if the increase is 
granted.” If any increase was deemed 
necessary, he said, it was urged that it 
be a percentage increase without maxi- 
mum, held as low as possible and applied 
uniformly in and between all territories. 


Perlite, Mahogany 


W. P. Tuller filed two verified state- 
ments dealing with rates on perlite. As 
director of traffic for Great Lakes Car- 
bon Corporation he asked that, if the 
Commission found the railroads’ needs 
“are as petitioned,” it grant an increase 
in the rates on perlite rock no higher 
than 30 cents a net ton. Any greater 
increase, he said, would result in a loss 
of a substantial part of the company’s 
business which, he said, would “auto- 
matically” create a loss of revenue to the 
carriers because of a reduction in crude 
perlite rock traffic. He expressed simi- 
lar views in a statement as chairman of 
the traffic committee of the Perlite In- 
stitute, of New York, N. Y. 


C. Eugene Fowler, chairman of the 
traffic committee of the Mahogany As- 
sociation, Chicago, IIl., said that the ma- 
hogany industry asked that “it be given 
due consideration this time,’ and that 
if any increase was placed on its prod- 
uct, “that same carry a 36-cent hun- 
dredweight maximum over the rates in 
effect on June 30, 1946, plus the same 
maximum accorded native woods here- 
in.” 

Iron Ore 


Three requests were made by R. A. 
Ellison in a verified statement filed on 
behalf of Jackson Iron & Steel Co., and 
Globe Iron Co., of Jackson, O. They 
were that as to iron ore there should be 
a single maximum increase in cents 4a 
gross ton to be applied exactly as had 
been heretofore prescribed on coal mov- 
ing via rail-water-rail; that as to pig 
iron there be a single maximum increase 
a gross ton; and that the increase on 
other raw materials used in blast fur- 
nace operations be patterned after the 
increases permitted in the 1946 and 1948 
general increase cases. 


Clay, Fire Brick, etc. 


Roger A. Hitchins, president, National 
Refractories Co., said his company knew 
from experience that the railroads were 
in need of additional revenues. For this 
reason and to insure adequate rail trans- 
portation, he said, the company was “en- 
tirely in support of the railroads obtain- 
ing sufficient additional revenues to 
compensate them for their increases in 
costs of operation, or such other in- 
creases as the Commission might find 
justified,” with the understanding that 
the railroads make a serious effort to 
restore relationships between origin 
groups for brick and other refractories. 
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For Chas. Taylor Sons Co., of Cincin- 
nati, Mr. Ellison filed a statement in 
which he said that “in view of the ex- 
treme increases which have already been 
made in the rates on crude unground 
kyanite ore in the prior ex parte general 
increases cases this protestant asks the 
Commission to deny any increase under 
Ex Parte No. 175 thereon.” 

Robert E. Boyce, chairman, executive 
committee, United States Potters Asso- 
ciation, said if the Commission found it 
necessary to grant greater increases than 
were effective under the interim decision, 
the association considered it mandatory 
that a maximum increase in cents a 100 
pounds or a net ton be placed on clay, 
sand, and feldspar. Only in that man- 
ner, he said, could long-haul, low-value, 
basic commodities continue to be used in 
the company’s plants. 

Mr. Ellison also offered a verified state- 
ment on behalf of E. Biglow Co., New 
London, O.; Bowerston Shale Co., Bow- 


erston, O.; Columbus Clay Co., Black 
Lick, O.; General Clay Products Co., Co- 
lumbus, O.; Hancock Brick and Tile Co., 
Findlay, O., and Rush Creek Clay Co., 
Junction City, O., covering farm drain 
tile made of clay or shale. He said those 
“protestants” requested the Commission 
to deny the railroads’ petition to the 
extent that the increase in rates on that 
commodity exceeded one cent a 100 
pounds. 

For another group of eighteen com- 
panies making vitrified clay sewer pipe 
and other clay products, Mr. Ellison filed 
a verified statement asserting that it 
would be futile to increase present rates 
on clay sewer pipe for distances of 300 
miles and less. As for hauls beyond 300 
miles, he said, it would prove profitable 
to the railroads and the producers if 
any increase granted be not higher than 
one and one-half cents a 100 pounds. 
He said the same applied with equal 
force to clay flue lining and wall coping. 


Salt Lake City Hearing in Ex Parte 175 
Ends, With Many Opposing Carriers’ Plea 


Fruit and Vegetable Growers, Department Store Group, Certain Other 


Interests Oppose Any Rail Rate Boost in Western District. 


Several 


Ask That Any Increase Granted Be Limited by Maximums ‘Per Hundred.’ 


Special Correspondence from Salt Lake City 


California and Arizona producers 
and shippers of fresh vegetables and 
melons expressed opposition to any 
increased rates and charges in Ex 
Parte 175, Increased Freight Rates 
and Charges, 1951, as the Commission 
received further testimony in its re- 
gional hearing in that proceeding at 
Salt Lake City, Utah (T.W., June 16, 
p. 25). The hearing, which began 
June 11, ended June 14. 


Opposition against the interim increase 
already allowed on a temporary basis 
also was expressed by the California-Ari- 
zona growers. 

Five witnesses took the stand, either as 
individuals or as representatives of the 
Western Growers Association, an organi- 
zation whose membership, it was stated, 
accounted for 90 per cent of the produc- 
tion of fresh vegetables and melons in 
California and Arizona. 

Thomas R. Phillips, traffic manager, 
Western Growers Association, Los An- 
geles, presented an exhibit, a part of 
which purported to show what the reve- 
nue a car-mile would be if the carriers’ 
petition were granted. The Ex Parte 
175 petition specified a maximum of 15 
cents a 100 pounds on fresh vegetables 
and melons, it was observed. Mr. Phillips 
said that that maximum would apply to 
all shipments made by W. G. A. members 
because the present rate level on their 
commodities was much in excess of $1 
a 100 pounds. Car-mile earnings under 
the Ex Parte 175 proposal, he said, would 
range from a low of 15.48 cents on celery 
from Salinas, Calif., to a high of 27.29 
cents on carrots from Phoenix, Ariz., to 
Chicago. He said those earnings were 
expressly high when due weight was 
given to distances. He stated that the 
preducts of W. G. A. members were 


marketed largely in transcontinental 


movements. 


Another portion of Mr. Phillips’ exhibit 
concerned the earnings of six principal 
railroads hauling produce from Califor- 
nia and Arizona eastward. He said that 
comparative data taken from statement 
M-125 of the Commission’s Bureau of 
Transport Economics and Statistics for 
December, 1950, showed a net railway 
operating income increase of 54.6 per 
cent, 1950 over 1949, for those roads, 
while their net income increased 38.9 per 
cent and their dividend appropriations 
increased 19 per cent. 


In relation to the total figure for all 
US. railroads, according to Mr. Phillips’ 
exhibit, the six roads in question had 
20.5 per cent of all net railway operating 
income, had 25.2 per cent of their net 
income, paid 27.1 per cent of federal in- 
come taxes for all railroads, and appro- 
priated for dividends 30.6 per cent of all 
such appropriations by railroads. Com- 
paring the first two months of 1951 with 
1950, Mr. Phillips’ exhibit showed that 
the six roads had an increase in net 
railway operating income of 84.4 per cent 
and a net income increase of 171.2 per 
cent. 

For the year 1950, Mr. Phillips said, the 
six roads had a percentage return on 
value of 8.6 per cent. He added that if 
the percentage of value from net railway 
operating income in freight service alone 
were considered, this figure would have 
been 8.6 per cent. The values used were 
those reported in statement No. 5112 of 
the Commission’s Bureau of Transport 
Economics and Statistics and were the 
values after depreciation and amortiza- 
tion he said. 

On cross examination, Mr. Phillips 
would not definitely agree that the 
western carriers would need a freight rate 
increase to offset their added wage costs. 
A. S. Knowlton, counsel representing 
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eastern carriers generally, asked the wit- 
ness if car-mile costs for eastern carriers 
were not generally more than twice as 
large as those of the Union Pacific rail- 
road. Mr. Phillips replied he did not 
know. 


C. B. Moore, managing director of the 
Western Growers Association, particu- 
larly stressed that his organization’s op- 
position to an increase included all ac- 
cessorial charges affecting produce, such 
as protective service, diversion and re- 
consignment, switching, and the charges 
for stopping in transit to compkete load- 
ing or to partly unload. 


“The originating carriers handling this 
traffic and their main connections up to 
the Mississippi River crossing as a group 
have not been shown to be in need of 
additional revenue,” he said. “Second, 
we are convinced that any increase in 
freight costs will proportionately take 
just that much tonnage away from the 
rail carriers of the country. So far as the 
carriers east of the Mississippi River are 
concerned, our traffic is, because it is 
spread among many lines, only a small 
portion of their tonnage, and, therefore, 
any increase they could ‘hope to get out 
of this traffic would be relatively minor. 
In our opinion the diversions that would 
occur would prevent their obtaining any 
actual increase in revenue on our traffic. 
Third, we believe competition from 
shorter haul districts will replace our 
commodities by truck-hauled commodi- 
ties from those competing territories.” 


Mr. Moore produced statistics showing 
that outbound California border cross- 
ings of vegetables and melons had in- 
creased 203.5 per cent between 1946 and 
1950. He also brought out figures to 
show that the increase in costs of pro- 
duction was high in relation to selling 
price. The average 1935-39 cost of pro- 
duction of lettuce, the largest single 
commodity grown by this group, was 50.3 
per cent of the 1950 cost of production, 
83.9 per cent for the 1940-44 period, and 
99.3 per cent for the period 1945-50. The 
industry could not stand another freight 
rate increase and still retain its long- 
distance markets, Mr. Moore concluded. 


Mr. Knowlton, in cross-examination, 
attacked growers’ cost figures and profit 
and loss figures submitted by Mr. Moore, 
and attempted to bring from the witness 
an admission that California and Ari- 
zona vegetables were not directly com- 
petitive with vegetables grown in eastern 
states because the produce became ready 
for market at different seasons. He also 
asked if growers’ cost figures did not in- 
clude a return on self-evaluated land 
investment, and if profits on ice com- 
panies and other produce business ad- 
juncts were not actually reflected in the 
loss on vegetable growing. The witness 
replied in effect that none of these as- 
sumptions was in the major part true. 


Effect of Crop Diversion 


Ray Eaton, president and general man- 
ager, Eaton Fruit Co., Inc., Phoenix, 
Ariz., testified that acreage was being 
diverted from vegetables to the growing 
of other crops such as cotton, hay and 
feed, which, he said, returned less traffic 
per acre to the railroads. 

Examiner Corcoran asked Eaton if the 
growers had reconsignment privileges 
when shipping by truck to which the wit- 
ness replied they did not. 

Considerable argument developed be- 








56 


| ICC NEWS 


tween produce witnesses and carriers’ at- 
torneys regarding produce crop estimates. 
Carriers’ estimates for the 1951 season as 
reflected in cross examination ranged 
somewhat higher than that of witnesses. 

Frank Briggs, partner in Kirby & Little 
Packing Co., contract buyers and ship- 
pers of fresh vegetables, testified to losses 
sustained on this type of production by 
growers in recent years and cited diver- 
sion of acreage to crops which produce 
less shipping tonnage per acre. In pre- 
dicting increased diversion of produce 
shipments to truck if higher rates are 
granted, he said that as a practical mat- 
ter the movement from California to 
markets within 400 to 500 miles is pres- 
ently probably 80 per cent by truck, while 
to destinations as far as Denver and 
Omaha, the movement by truck will 
range up as high as 50 per cent. 


Dave Wynne, partner and ranch super- 
intendent in charge of production for 
Holme & Seifert, large Salinas, Calif., 
growers, packers and shippers of prod- 
uce, testified much along the same line 
as had Eaton. 


L. E. Osborne, director of the freight 
traffic department, California Manufac- 
turers Association (comprised of about 
800 members), Los Angeles, testified that 
the position of his group in the proceed- 
ing was in opposition to any further 
general freight rate increase to inter- 
state rail lines serving California. Should 
an increase be granted, his association 
asked that maximum amounts be pre- 
scribed for all commodities and specifi- 
cally recommended that a hold-down 
per hundred pounds for all commodities 
should be that figure arrived at by 
multiplying the percentage of any in- 
crease which might be granted by $1.00. 

Mr. Osborne submitted exhibits con- 
cerning the revenues of the rail lines 
serving California. His exhibits were 
similar to those submitted by other wit- 
nesses—for the purpose of illustrating 
his point that these carriers did not need 
a rate increase. Conversely, part of the 
exhibit, taken from the February, 1951, 
monthly summary of the research de- 
partment, Security First National Bank, 
Los Angeles, showed increases in all 
trends (Los Angeles area) except rail- 
road freight volume, from 4.9 per cent, 
1950 as compared with 1948, while Los 
Angeles railroad freight volume improved 
only 1.4 per cent over the same period. 

“Failure of railroad freight tonnage 
to keep pace with the business expansion 
of southern California,” he said, “may 
be due to loss of tonnage to competitive 
forms of transportation, increased de- 
centralization of industry or other 
reasons worthy of comprehensive in- 
vestigation before additional percentage 
increases are imposed.” 


Tax ‘Relief’ for Carriers 

Mr. Osborne asserted that a factor 
that should be considered by the Com- 
mission in Ex Parte 175 was the relief 
already granted in the cost of new 
facilities and rolling stock as a result of 
issuance of certificates of necessity by 
the National Security Resources Board 
and by the Defense Production Adminis- 
tration. He said these certificates au- 
thorized rapid amortization of such 
costs over a five-year period for tax pur- 
poses. 

This and other parts of Mr. Osborne’s 
testimony were admitted over strenuous 
protests of petitioners’ attorneys, who 


argued that many of Mr. Osborne’s 
statements were “hearsay,” unsupported 
by evidence, or purely argumentative. 
Mr. Osborne was forced to omit certain 
portions of his prepared statement, but 
he was not required to furnish memo- 
randa copies of his statement to peti- 
tioners’ attorneys as the latter said he 
should have been required to do under 
the special rules of practice laid down 
for the case. Another witness, repre- 
senting the Los Angeles Chamber of 
Commerce, was forced to step down 
from the witness stand until he could 
furnish the railroad attorneys with 
memoranda copies of his prepared testi- 
mony. 


A large share of industrial expansion 
in California, Mr. Osborne asserted, had 
been due to location in California of new 
or expanded branch manufacturing 
plants of national concerns, as part of 
a national trend toward decentralization 
of factory operations, a trend which he 
said has been accelerated by increases 
in transcontinental rates. 


Rail Rate of Return 


On cross-examination Mr. Osborne 
said he was instructed to oppose a rate 
increase only with respect to the rail 
lines serving California. Referring to 
Mr. Osborne’s statements that the four 
transcontinental roads serving his state 
were already making a good rate of re- 
turn on investment, Counsel Lyons 
asked if he (Mr. Osborne) knew that a 
Southern Pacific witness had testified 
at the Washington hearing that if there 
were no freight rate increases this year 
the Southern Pacific would earn but 
2.25 per cent on its investment. Mr. 
Osborne replied he did not know of the 
testimony. Mr. Lyons also brought out 
that strikes on the Western Pacific and 
the Santa Fe in 1950 would affect the 
Los Angeles tonnage of freight handled 
by the railroads which Mr. Osborne had 
cited as failing to keep pace with busi- 
ness expansion generally in that area. 
Mr. Osborne was asked if he knew that 
weather conditions in 1949 had hurt 
earnings of the Union Pacific railroad, 
to which he replied he had no knowl- 
edge. Asked if the California Manufac- 
turers Association would oppose a rate 
increase if it were shown that Califor- 
nia railroads, individually or in the ag- 
gregate, were not able to earn a reason- 
able rate of return, Osborne replied that 
under such circumstances they would 
not, although other possibilities such as 
means of increasing traffic should be 
taken into consideration. 


The Los Angeles Chamber of Com- 
merce took the position that no revenue 
increases should be granted in the west 
in excess of proven requirements of the 
transcontinental lines, adding that facts 
shown in its exhibit made it appear that 
western carriers may not require further 
increases than those already in effect. 
In no event, the Los Angeles Chamber 
of Commerce said, should revenue in- 
creases be granted to carriers in the 
west in the same percentage amount re 
quested by petitioners on a national- 
average basis. 

The position of the Los Angeles Cham- 
ber of Commerce was based on a long 
exhibit prepared and presented by W. G. 
O’Barr, transportation commissioner, 
transportation division, Los Angeles 
Chamber of Commerce. Sources of 
statistics used were largely reports of 
the Interstate Commerce Commission 
and proved, asserted Mr. O’Barr, that 
the same measure of rate increases in 
the west as might be authorized in the 
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east will result in the accrual of reve- 
nues in excess of the requirements of 
the transcontinenal lines as a group. 
The transcontinental carriers have de- 
rived augmented revenue from _ the 
“sreater-than-average” increases, both 
present and proposed, he said, as well 
as the extra rate increases resulting from 
cancellation of the Pacific coast fourth 
section orders. 


‘Efficiency’ of Western Roads 


I.C.C. statements Nos. M-200 and M- 
201 were cited to show that the western 
carriers had generally developed greater 
efficiency in gross ton-miles per train- 
hour of freight service and that they 
were continuing to improve their efifi- 
ciency by comparatively high percent- 
ages. Greater utilization of diesel-elec- 
tric locomotives was cited as a factor 
contributing to superior efficiency of the 
transcontinental carriers. Tables were 
presented to show that in each of the 
five years 1946 through 1950, the western 
district carriers experienced more favor- 
able operating ratios than the Eastern 
district carriers, whose operating ratios 
also consistently exceeded the United 
States average. 


Mr. O’Barr said his exhibit showed en- 
hanced opportunities for tonnage in the 
Pacific coast area, now and in the future, 
due to the great population increases and 
industrial development in the west. Dur- 
ing the five years 1941 through 1945, total 
capital investment in new and expanded 
plants in Los Angeles County amounted 
to $477,215,000, and for the five post-war 
years that total was $544,593,000, or 16.5 
per cent more than during the five war 
years, said Mr. O’Barr. This indicated 
that the industrial progress of the Los 
Angeles area was solid and enduring and 
could not be classed as a “war-boom” 
development, he maintained. 


Mr. O’Barr gave statistics relative to 
the long-hauls in western traffic, the 
relatively higher rates, and figures on the 
financial condition of the western rail- 
roads as compared with those of other 
districts and of the nation as a whole. 
His figures on earnings per share of stock 
of various railroads were challenged by 
Mr. Lyons, on the basis that, to have 
significance, the earnings per share of 
stock would have to be related to the 
value of the stock; otherwise, he said, 
they did not represent the value of the 
property on which interest on the in- 
vestment was being returned. 


From Mr. O’Barr and almost all other 
witnesses, J. Edgar McDonald, attorney 
representing eastern carriers, drew the 
statement that general opposition to a 
rate increase for the eastern carriers was 
not intended. 


Harold Angier, manager of the Cali- 
fornia Grape and Tree Fruit League, and 
J. A. Montgomery, the league’s manager 
of traffic and transportation, entered tes- 
timony in opposition to any increases in 
rates and charges on the ground that the 
transportation factor in the cost of pro- 
duction and marketing was already all 
that the traffic would bear. Exhibits 
which they introduced were to demon- 
strate that interstate shipments of fresh 
deciduous fruits by truck had increased 
rapidly every year since 1941 and that 
the over-all percentage increase in that 
time of the amount transported by truck 
was 287.3 per cent. Almost all of the 
intrastate movement of these commodi- 
ties is now by truck, it was reported. 
In reply to a question, Mr. Montgomery 
testified that about 80 per cent of the 
interstate truck movement went to des- 
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tinations east of the Mississippi river. 
Statistics were based on U.S. Department 
of Agriculture reports. Other statistics 
from the same source were introduced to 
support the statement that while trans- 
portation costs had steadily risen, the 
price of deciduous fruits had over a pe- 
riod of years remained fairly constant, 
this being the justification for the state- 
ment that the traffic would not bear any 
added costs. 


Witness for Dried Fruit Association 


J. A. O’Connell, assistant to the traffic 
manager, Rosenberg & Co., Inc., San 
Francisco, testified on behalf of the Dried 
Fruit Association of California. The 
group is a non-profit trade organization 
representing more than 95 per cent of 
the dried fruit packers in California. 
Dried fruit shipped from California to 
various points in the U.S. and Canada 
during the twelve months ended March 
31, 1951, totaled 277,605 tons, Mr. O’Con- 
nell said. The position of this associa- 
tion was that it should receive the same 
treatment ratewise as that accorded 
other fruit foods in view of the competi- 
tion with canned and frozen fruits and 
the decline of the consumption of dried 
fruits in the U.S. An exhibit was en- 
tered to show the inroads of truck com- 
petition, mostly exempt carriers, that 
had taken place within the past two 
years. From this it was deduced by Mr. 
O’Connell that higher rail rates would 
make the traffic more attractive to trucks 
and that more of the exempt trucks 
would be available to the dried fruit 
shippers. Ordinarily, he said, the exempt 
truckers preferred to carry fresh produce 
because of the higher revenue involved. 
The truck movement would be further 
accelerated, now that the I.C.C. in MC- 
C-968 had made a determination of ex- 
empted agricultural commodities, includ- 
ing dried fruits, he said. 

Mr. O’Connell traced an interesting 
story of the entry of trucks into the 
dried fruit hauling field, saying that 
about two years ago the long-haul motor 
common carriers named rates from’ Cali- 
fornia to points in the Mississippi River 
area which were the same 4s, or lower 
than, rail rates and based on minimums 
of 30,000 pounds, compared to rail mini- 
mums of 60,000 lbs. To remain competi- 
tive, the railroads followed by sharply re- 
ducing rates on this commodity to Group 
B points and west. The exempt trucks 
then appeared, saying they would haul 
dried fruit anywhere in the US. at rail 
rates or less, he said. In the twelve- 
month period set forth, 32,055 tons of 
dried fruit were shipped from California 
by truck, of which about one-fifth went 
to points east of the Mississippi River, 
and of this one-fifth, over 99 per cent 
moved by exempt truck, Mr. O’Connell 
Said. 


Truck Shipment Factors 


On cross-examination, it was developed 
that there were more factors than just 
rates to influence truck shipments, these 
being lower minimum weights, split de- 
liveries, free unloading, and store-door 
delivery. Mr. Lyons, of railroad counsel, 
asked how the railroads could maintain 
their position in view of the exempt 
truck competition to which Mr. O’Connell 
replied it might be done ratewise, al- 
though he didn’t know if the railroads 
could afford this, or that the railroads 
might remove restrictions on stopping in 
transit for partial unloading or packing 
in transit. Mr. Lyons said that a stop- 
ping-in-transit rule would soon be pub- 
lished, but Mr. O’Connell averred that 
routing applications in the proposed 





rule were too limited and that it would 
be impractical under the new rule to stop 
in transit when the shipping destinations 
for a car were in two separate freight rate 
territories. Mr. Lyons asserted that the 
Commission was “taking a look” at ex- 
empt trucks and that legislation might 
be proposed to curb their activities. The 
eastern railroads counsel J. E. Mac- 
Donald, asked if the dried fruit industry’s 
real problem wasn’t that truck rates 
would increase if the rail rates went up, 
to which Mr. O’Connell replied negatively 
saying that at higher rates more trucks 
would be available to the dried fruit in- 
dustry. 


Charles F. Willis, Phoenix, Ariz., min- 
ing engineer, secretary of the Arizona 
Small Mine Owners Association and sec- 
retary of the State of Arizona Depart- 
ment of Mineral Resources, declared 
that the position of these groups was in 
opposition to any further freight rate 
increases on the interstate movement of 
copper, lead, and zinc ores, concentrates 
and metals until the Commission re- 
moved the “discriminations” against 
these materials that, he said, were 
brought about by hold-downs on iron 
and aluminum ores in previous Ex Parte 
rate increase cases. He also said that if 
increases were allowed in the Ex Parte 
175 decision, the Commission should not 
recommend the same increases for intra- 
state concurrence. Mr. Willis testified 
to the decrease in active small mining 
operations in Arizona, citing increased 
costs of production and foreign com- 
petition as major factors. He said that, 
as a result of the present national emer- 
gency, the larger mines were working on 
an expanded capacity but that enough 
similar government encouragement had 
not been given to enable smaller mines 
to re-open. Willis declared that high 
freight rates had caused mines to build 
concentrating plants and smelters ad- 
jacent to mines or connected thereto by 
proprietary railroads. 


J. E. Lyons, Southern Pacific Co. at- 
torney, cross-examining for petitioners, 
asked Mr. Willis if there had been any 
change in intrastate rates on ores and 
concentrates in the last 25 years with 
the exception of those the I.C.C. forced 
on Arizona intrastate traffic subsequent 
to the decisions in Ex Parte 162 and 168. 
The witness replied that the Ex Parte 
168 increase had not been made appli- 
cable on Arizona intrastate traffic and 
that the full interstate increase in Ex 
Parte 166 had not been made effective on 
Arizona intrastate traffic. 


Spokesman for Large Stores 


W. M. Cheatham, traffic manager of 
Macy’s department store, San Francisco, 
and president of the Western Traffic 
Conference, appeared on behalf of the 
latter group. The W.T.C. is composed 
of 95 large stores located in the 11 west- 
ern states. The principal sources of sup- 
ply of merchandise for these stores, Mr. 
Cheatham testified, had been east of 
the Mississippi River, although, he in- 
dicated, significant changes had taken 
place since the termination of World War 
II. Mr. Cheatham declared that the 
proposed increase in rates, if granted, 
would result in loss of additional traffic 
to the rail lines because there would be 
a shifting to local sources of supply and 
diversion of traffic to other media of 
transportation. He said his group be- 
lieved there should be no further in- 
crease whatever in the transcontinental 
rates, and that there was no justification 
for further increasing freight rates in 
the western district. This was the first 
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time his association had appeared in op- 
position to a general freight rate increase, 
Mr. Cheatham said. Price control was 
cited as a factor limiting stores’ ability 
to absorb increased transportation costs. 


Three witnesses appeared for the west- 
ern retail furniture business, asking that 
rates on furniture be excluded from any 
increase granted in Ex Parte 175. Omar 
E. Pullen, traffic manager of the Retail 
Furniture Association of California, Inc., 
San Francisco, appeared for that group 
and for the Western Furniture Confer- 
ence, Home Furnishings Institute of San 
Diego, and the Retail Furniture Associa- 
tion of Long Beach, Calif. Harry W. 
Dimond, traffic manager of John Breuner 
Co., described as the second largest home 
furnishing company in the west, ap- 
peared for that company, Robert J. Hop- 
ping, traffic manager, appeared for the 
Jackson Furniture Company, Oakland. 


Mr. Pullen said furniture was already 
one of the highest rated commodities 
shipped and that, as a practical matter 
under O.P.S. regulations, his industry 
would have to absorb increased freight 
charges. Mr. Dimond said that, in 1948, 
packing specifications were changed in 
the three general railroad freight classi- 
fications, resulting in an increase in 
packing costs of approximately 26 per 
cent, so that these packing costs today 
represented about 6.15 per cent of the 
cost of the furniture to the merchant. 
Cross-examination developed that these 
packing specification changes were ap- 
proved by the Commission in a suspen- 
sion case and that the furniture indus- 
try’s appeal was still pending in the 
courts. 

Mr. Dimond appealed to the Commis- 
sion specifically not to impose a flat 
percentage increase on furniture rates. 
A suggestion by Mr. Hopping that the 
I.C.C. should investigate the present 
basis of divisions of through rates be- 
tween rail lines was admitted over pro- 
tests of rail attorneys, who said that the 
subject had been excluded from the prior 
Washington Ex Parte 175 hearing be- 
cause the matter was already before the 
Commission in separate cases. Mr. Hop- 
ping, who until 1944 had been employed 
by the railroads in clerical work, some 
of which involved divisions, was sharply 
questioned concerning whether or not he 
knew of any changes in division prac- 
tices which might have taken place since 
that time. Mr. Hopping had criticized 
the railroads for cancelling exception 
ratings on furniture moving in L.C.L. 
lots, saying this amounted to a 50 per 
cent increase in these rates, but on cross- 
examination it developed that less than 
1 per cent of furniture shipments moved 
in L.C.L. quantities. 


Exhibit for State CCommissions 


J. ©. Church, appearing for the Public 
Service Commission of Wyoming, and 
Edward Mahoney, for the State Corpora- 
tion Commission of New Mexico, entered 
a joint exhibit and adopted the same 
position with respect to proposals in Ex 
Parte 175. This was that there should 
be no further freight rate increases, but 
that, if increases were authorized, they 
should not be on a flat percentage basis 
but should be flat increases per hundred 
pounds, or on a percentage basis that 
would diminish as distance increased. 
These two states were described as being 
partly in several different freight rate 
territories and this, coupled with the 
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Docket 28300 interim adjustment, had re- 
sulted in freight rate structures in those 
states which were already “discrimina- 
tory and unreasonable,” the witnesses 
said. 

Howard Freas, rate specialist for the 
Public Utilities Commission of Califor- 
nia, submitted an exhibit on behalf of 
that body and of the Mountain-Pacific 
States Conference of Public Service 
Commissioners. This detailed financial 
results of operation of railroads serving 
the Mountain-Pacific area, supporting 
his views that the western railroads, and 
particularly those serving California, 
were in a healthy financial position. 
Other tables illustrated the fast grow- 
ing non-agricultural and manufacturing 
economy of California and contrasted 
this with a decrease in the number of 
people employed in agricultural activi- 
ties. Tables of revenues accruing to 
railroads from carriage of products of 
California agriculture were introduced to 
show that these products were a sub- 
stantial portion of the carriers’ freight. 
These last two parts of the exhibit were 
to bear out Mr. Freas’ position that ag- 
ricultural commodities were worthy of 
special treatment. 

Mr. Lyons, of railroad counsel, pro- 
duced a copy of the Southern Pacific’s 
1950 annual report, noting that about 
25 per cent of the line’s revenue came 
from products of agriculture, and asked 
Mr. Freas if it would not be necessary 
for agriculture, in view of its dominat- 
ing position in S.P. traffic, to bear part 
of the increased costs of operating the 
line. Mr. Freas replied, “Perhaps, if 
agriculture could stand it.” 


Rail Earnings in Washington State 


Witness Paul Dean, chief accountant 
for the Washington Public Service Com- 
mission, entered an exhibit, made up 
from I.C.C. statistics and quarterly re- 
ports of the railroads, to demonstrate 
that the net operating income of the 
four principal railroads serving that 
state had enjoyed a percentage increase 
much greater than the eastern carriers. 
Counsel Melia, for petitioners, asked 
Mr. Dean if he had made a construc- 
tive estimate of what the operating re- 
sults would be for the 12 month period 
beginning April 1, 1951—which would 
reflect increased wage costs of the rail- 
roads. Mr. Dean said he had not done 
this. 

Dr. Kermit O. Hanson, assistant pro- 
fessor of business statistics and acting 
associate director of the Bureau of Busi- 
ness Research, College of Business Ad- 
ministration, University of Washington, 
Seattle, on behalf of the Washington 
Public Service Commission presented an 
analysis of the business outlook for the 
Pacific Northwest. He concluded that 
there would be continued increases in 
income, employment and general busi- 
ness activity in the Pacific northwest in‘ 
1951. This testimony was to tie in with 
other W.P.S.C. testimony that the west- 
ern carriers would not need an increase 
in the level of freight rates. 

Introduced by R. W. Shirley, chief of 
transportation, Idaho Public Utilities 
Commission, on behalf of the Mountain- 
Pacific Conference of Public Utilities 
Commissioners, was an exhibit, orig- 
inally introduced in Ex Parte 168, de- 
tailing federal ownership of land and 
land in farms for each of the 11 western 
states, together with figures for ten 


principal agricultural commodities re- 
flecting commercial crop acreage and 
production for the 10-year average 1936- 
1945, and 1946, 1947, and 1948. 


B. P. Manley, executive secretary of 
the Utah Coal Operations Association, 
Salt Lake City, testified in opposition to a 
freight rate increase on coal in Ex Parte 
175. He asserted that further increases 
in coal freight rates would further sub- 
stantially reduce the quantity of coal 
used and thereby reduce net railroad 
revenue. His exhibit pointed up the in- 
creasing competition from other types of 
fuel. On cross-examination, Mr. Manley 
said that intrastate movement of Utah 
coal was about one-third of coal shipped. 
Rail counsel said that the sales of coal 
in Utah had fallen off approximately 
20 per cent in the last two years not- 
withstanding the fact that in Ex Parte 
166 only a portion of the intrastate 
freight rate increase asked was granted 
and that in Ex Parte 168 no intrastate 
freight rate increase was allowed. 

R. L. MacDonald, secretary-manager 
of the Utah Poultry Farmers Coopera- 
tive Association, Salt Lake City, ap- 
peared in opposition to the percentage 
type of freight rate increases, saying it 
penalized the long-haul shipper. In 
cross-examination it developed that the 
6,000 farmers in the association were 
making no shipments by rail, but Mr. 
MacDonald explained that they received 
corn and other supplies from the mid- 
west and east that would be affected. 
New York was formerly an important 
market for Utah eggs, but this had been 
abandoned in favor of California 
markets that had been enlarged with the 
increase in population of that state, he 
said. 

Four witnesses appeared for the west- 
ern beet sugar industry to ask that in 
Ex Parte 175 no further freight increases 
be applied on three basic raw materials 
used by the industry—sugar beets, lime 
rock, and beet sugar molasses (moving 
between factories for further refining). 
Principal argument advanced was that 
the selling price of sugar had lagged 
far behind the rising cost-of-living index. 
The price of sugar, the witnesses as- 
serted, was controlled effectively by the 
sugar act of 1948, administered by the 
Secretary of Agriculture. This official, 
by varying the sugar consumption quota, 
had the power to control the sugar price 
through varying the imports of Cuban 
sugar, it was asserted. For this reason, 
the witnesses said, it was impossible for 
the industry to pass on to consumer in- 
creased costs of production. H. W. Ansell, 
traffic manager of the Utah-Idaho Sugar 
Co., Salt Lake City, said he did not con- 
sider that an exception to any increase 
on lime rock for sugar factory purposes 
would create unjust discrimination or 
undue preference as against other users 
of lime rock, because the sugar industry 
used only a certain particular type of 
lime rock. 

It was asserted any increase in trans- 
portation cost would have to be ab- 
sorbed by the refiner and the grower, 
with the result that less acreage would 
be planted and the railroad subsequently 
would have less tonnage of sugar beets, 
lime rock, molasses, coal and other com- 
modities used by the factories, as well as 
sugar. K. M. Brown, traffic manager 
of the Great Western Sugar Co., Denver, 
said that total freight charges paid by 
his company in the 1942-46 period aver- 
aged $26.40 per acre of beets, compared 
with $46.40 per acre for the 1947-51 pe- 
riod, an increase of 75 per cent. F. J. Ree- 
han, traffic manager, American Crystal 
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Sugar Co., Denver, asserted that the 
sugar beet factories absorbed the cost of 
the freight on sugar beets from field to 
factory, and that therefore the burden 
of increased rates would fall heaviest on 
the refiner. 


Lowe P. Siddons, traffic manager, Holly 
Sugar Corporation, Colorado Springs, 
Colo., entered an exhibit setting forth, 
for 17 railroads that originated sugar 
beet traffic, the passenger service deficit 
of those roads in relation to freight 
service net railway operating income dur- 
ing 1950. He asserted that something 
must be done to relieve passenger service 
losses, but offered no specific suggestions, 


Interstate and Intrastate Traffic 


On cross-examination, rail counsel 
brought out that in most of the sugar 
beet raising States, regulatory bodies 
granted no increases in Ex Parte 168. 
Mr. Melia, of the Union Pacific, asked Mr. 
Ansell if his real concern was what effect 
the action of the Interstate Commerce 
Commission might have on individual 
state actions, to which the witness re- 
plied that to a great extent it was a 
primary concern. Only about 9% per 
cent of the rail movement of sugar beets 
was in interstate commerce, it was stated. 


The Utah Citizens Rate Association 
introduced testimony from two witnesses 
in opposition to any freight rate in- 
crease in this case. 

Mr. Freas, of the California Public 
Utilities Commission, called James R. 
MacAnally, general freight traffic man- 
ager, Union Pacific Railroad, to the 
stand for cross-examination in connec- 
tion with a verified statement which Mr. 
MacAnally had entered at the previous 
Washington, D. C., hearing. The state- 
ment concerned estimates of Union Pa- 
cific 1951 tonnage, operating costs, and 
revenues, aS compared with 1950 actual, 
which were furnished Dr. Parmelee and 
incorporated into his testimony. Mr. 
Freas asked him if he had taken into 
consideration in his estimates any freight 
rate increases that may have since been 
granted, or are here sought. MacAnally 
replied that he had not. Mr. MacAnally 
said that the information furnished Dr. 
Parmelee by the Union Pacific included 
information received from two revisions 
of the original Union Pacific estimate, 
the latest having been asked of field 
representatives on March 24, 1951. Mr. 
MacAnally said that the percentage in- 
crease of 1951 business over 1950 in the 
case of the Union Pacific had become 
lower each succeeding month this year. 

Under questioning by Mr. Melia, Mr. 
MacAnally said that the exhibit of L. E. 
Osborne, Los Angeles Chamber of Com- 
merce, in comparing 1949 Union Pacific 
net railway operating income with 1950 
to show percentage increase, was not a 
reasonable comparison. He said that Un- 
ion Pacific net railway operating income 
in 1948 was $41,975,632, that in 1949 it 
was $21,707,437, and that in 1950 it 
was $44,128,921. Contributing to the 
discrepancy, said Mr. MacAnally, was a 
loss of earnings and added operating ex- 
pense caused by prolonged severe bliz- 
zards in 1949. About $6 million of 1950 
net railway operating income was back 
mail pay (a total of $9,200,000), he said. 
Applying $9,200,000 back mail pay paid 
to Union Pacific in December, 1950, to 
the periods earned, and adjusting income 
taxes relatively, would have resulted in 
a constructive 1950 net railway operating 
income for the Union Pacific of $40,502,- 
341, Mr. MacAnally asserted. 

Mr. MacAnally estimated that in- 
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creased wage costs to the Union Pacific 
in 1951 would be about $28,000,000. F. C. 
Brooks, Los Angeles transportation at- 
torney who had led testimony for the 
California produce growers and others, 
asked Mr. MacAnally: “If the remainder 
of 1951 for the Union Pacific stays 
on the same basis as the first three 
months of this year, and continues to 
have the same percentage increases in 
revenue over 1950, would you as a rep- 
resentative of that railroad feel that 
your line needed any additional reve- 
nue?” 

“TI think I would have to say ‘no,’” 
answered Mr. MacAnally. 

He had previously testified that the 
percent increase of net railway operating 
income to date in 1951 over 1950 had 
been a lower figure each succeeding 
month of this year. 





Hearings at Memphis 
Begun in Ex Parte 175 


By R. W. BARROW 


“Once the traffic leaves the rail- 
roads, and a new distribution or- 
ganization set up, it takes a greater 
reduction than ordinary to bring that 
traffic back to the railroads again.” 


This statement was made June 19 by 
J. R. Lewallen, vice-president of traffic 
of Anderson-Prichard, Oil Corporation, 
and traffic manager of Col-Tex Refining 
Co., of Oklahoma City, Okla., at the 
Memphis, Tenn., hearing on Ex Parte 
175, Increased Freight Rates, 1951, on re- 
direct examination, following his testi- 
mony in the case. 

Mr. Lewallen was one of five repre- 
sentatives of the southwest oil industry 
testifying at a hearing conducted by 
Examiner L. H. Dischman. The hearing 
supplemented that conducted by Com- 
missioner Alldredge. 

The other oil industry spokesmen were 
L. W. Witte, traffic manager, Mid-Con- 
tinent Petroleum Corporation at Tulsa, 
Okla.; P. G. Anderson, of Lion Oil 
Co.; Sam Spencer, American Liberty Oil 
Co.; and C. Batchelor, traffic manager, 
ne Building, Oklahoma City, 

a. 

Mr. Lewallen’s statement was in an- 
Swer to a question by Frank A. Leffing- 
well, of Dallas, Tex., representing Ameri- 
can Liberty Oil Co., and other petroleum 
interests, and developed from a question 
put forth earlier to Mr. Lewallen on 
cross-examination by Mr. Holmes, attor- 
hey representing the Missouri Pacific 
Railroad. 

Mr. Holmes had asked what effect 
recent rail rate reductions had on the 
company’s shipments by rail. 


Competition for Oil Traffic 


In his testimony, in which he opposed 
further increases, Mr. Lewallen said 
“each time the rates are increased, the 
volume of refined petroleum products 
moving by truck transport and pipe 
lines has increased while the percentage 
of total volume moved by rails has de- 
creased.” He added that the south- 
western refiners were “very much dis- 
turbed” by the carriers’ action in seeking 
a straight 15 per cent increase. 

He presented an exhibit designed to 
Show the principal competition of the 
railroads for oil traffic was in products 
pipe lines, inland waterways and trucks. 
The exhibit showed, among other things, 


that petroleum as a percentage of all 
carload freight revenue of Class I rail- 
ways had steadily declined from 10.90 per 
cent in 1931 to 4.64 per cent in 1949. 


Reporting that rail carriers had sub- 
stantially reduced rates in recent years 
to meet truck competition . . . “ignoring 
pipe line competition in connection with 
the longer hauls .. .,” Mr. Lewallen said 
“insofar as we know, the reduction in the 
short-haul rates has returned very little 
traffic to the rails, while we do know 
that the continual increases in the long- 
haul rates has resulted in a substantial 
loss of traffic volume.” 


Mr. Witte likewise stated the effect of 
higher rates was to divert oil products 
traffic from rail carriers. He said the 
proposed rates under Ex Parte 175 “will 
materially exceed the present motor car- 
rier rates and would only result in a 
further diversion .. .” 


Pointing out the adverse effect the 
proposed increases would have on com- 
petitive relationships, he said refiners 
and distributors using rail transportation 
would be forced to absorb the higher 
freight costs, while those using pipe line 
and water transportation would not. 

Mr. Batchelor, in concluding his testi- 
mony, said: 

“Petroleum rates are already higher 
than the traffic can bear, and further 
increases will result in a loss in the 
net railroad revenue. 

“The large increases in revenue car 
loadings, caused by the large volume of 
war-time traffic and prospective much 
larger movement as the defense effort 
increases should mean substantial in- 
creased revenue for rail carriers. 

“Any increases should be cents per 
hundred to avoid the long period of 
waiting for the railroads to check out 
the rates for restoration of origin rela- 
tionships.” 


Grain Interests 


Testifying for the grain interests be- 
fore Commissioner Alldredge were Paul 
Jackson, Oklahoma Millers Association; 
C. J. Harris, Enid Board of Trade; Ed. 
Byars,.Ft. Worth Freight Bureau; Frank 
W. Higinbotham, Amarillo, Tex., R. W. 
Farmer, Memphis, and J. B. McGinnis, 
Memphis. 

Mr. Jackson said “we do not think 
any increases on grain rates can be 
justified in southern or southwestern 
territory.” 

Tracing the history of equalization of 
grain rates in the territory after various 
rail rate increases, he said the improper 
use of the basic rate factors prescribed 
by the Commission had resulted in dis- 
tortion of the equalization. 

He said that the Commission, if it 
found the proposed rate increases neces- 
sary, should direct the carriers to apply 
the increases to the basic factors pre- 
scribed by the Commission first before 
attempting to fix the rates, later modi- 
fying them so that the spreads would 
be even between the various points. 

Mr. Harris, tracing the history in the 
development of the grain rate structure, 
said he was opposed to general freight 
increases where the need was not defi- 
nitely shown. 

“We do advocate, however, that if in- 
creases are shown to be necessary, the 
Commission follow former practices and 
grade territorially such increases so as 
to place the increases in the territories 
where they are needed. 

“The unusually high level of the pres- 
ent southwestern grain adjustment, com- 
paratively, and the lack of any showing 
whatsoever as to unfavorable transpor- 
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tation conditions in the southwest would 
indicate that the eastern and western 
trunk-line grain rate levels should be 
increased before increases are placed 
upon the southwestern grain rates.” 


Ore Interests 


Testifying for the barite ore industry 
‘were R. J. Flannery, traffic manager, 
Mobar Corporation, and C. T. Kilgore, 
representing several mining companies 
in the southern states. 


Mr. Flannery requested that no freight 
increases on barite ore be imposed, as 
competition from Nova Scotia ore had 
already cut into his firm’s market. He 
said if increases were made, the Com- 
mission should set the maximum at not 
to exceed one cent a 100 pounds. 


Parmelee Testimony Attacked 


The testimony of Dr. Julius H. Parme- 
lee early in the Ex Parte 175, Increased 
Freight Rates, 1951, case came under 
attack June 19 at the Memphis, Tenn., 
hearing. 

John J. Bonebrake, director of the 
rate division of the Kansas Corporation 
Commission, openly admitting that his 
testimony was directed at that of witness 
Parmelee, presented testimony and an 
exhibit to show that rail “revenue per 
ton mile, or per given unit of traffic, has 
risen as rapidly or approximately as rap- 
idly as has the cost of labor and the cost 
of fuel, materials and supplies’ since 
1939, based.on the 1935-1939 average as 
an index. 

Commenting on the first page in his 
seven-page exhibit, in which he used 
“1,000 constructive revenue ton-miles as 
a unit of traffic,” Mr. Bonebrake said the 
importance of “this page, as I see it, lies 
in the fact that it shows that during the 
period 1935 to 1950, inclusive, operating 
revenues per 1,000 constructive revenue 
ton-miles have risen 37.59 per cent from 
the 1935-1939 average, while operating 
expenses have risen 37.96 per cent of the 
1935-1939 average.” 

“In other words, using all operating 
expenses and comparing them with the 
operating revenues, the increase in the 
expenses has been almost identical to 
the increase in the revenues,” said he. 

Commenting on a chart illustrating the 
figures on page one of the exhibit, Mr. 
Bonebrake said “it will be noted that the 
expense line, during the war period, 1940 
to 1944, inclusive, drops considerably be- 
low the revenue line... .” 

At the same time, he said, it would be 
noted that from 1945 to 1949 “the expense 
line moves above the revenue line but 
that in 1950, the two lines come together, 
indicating that in that year, all added 
expenses caused by increasing costs of 
labor, fuel, materials and supplies had 
been compensated for, and that the rela- 
tionship of the expenses to the revenues 
were back on the 1935-1939 relationship.” 

He said, in the Western district, in par- 
ticular, operating expenses had dropped 
below the revenue figure. He said that in 
1950, the operating revenue in the west- 
ern district was 29.28 per cent above the 
average for the years 1935-1939, whereas 
operating expenses were 20.19 per cent 
above those for the base period. 

“This would appear to refute com- 
pletely the attempt of Witness Parmelee 
to show that the expenses have increased 
proportionately greater than have the 
revenues,” he said. 

“When each is compared to the same 
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thing, namely a unit of traffic, it is 
evident that the western district rail- 
roads are in a better situation today than 
they were in the period 1935 to 1939.” 


Six Per Cent Return 


Stating that pages six and seven of 
his exhibit were directed to the argument 


that the railroads should be allowed to 


earn six per cent return on their invest- 
ment, Mr. Bonebrake said one column 
on this page showed that the average 
earnings of the western railroads in 1950, 
“based on valuations including original 
costs except lands and rights, plus present 
value of land and rights, plus working 
capital including materials and supplies,” 
was 5.38 per cent. 


Mr. Bonebrake gave further statistics, 
showing that the net railway operating 
income of the western railroads in the 
first four months of 1951 exceeded that 
of the first four months of 1950 by 56.95 
per cent. He added that the net railway 
operating income for these roads in 
April, 1951, exceeded the net railway 
operating income for April, 1950, by 58.79 
per cent. 


“If this ratio of operating results in 
1951, as compared to 1950, continues, it 
is obvious that the western district rail- 
roads will, in the year 1951, earn very 
largely in excess of 8 per cent, even after 
deduction of improper income taxes,” he 
continued. 


“It seems reasonable to conclude that, 
at the present level of rates, and at the 
present wage rates and present level of 
prices, the railroads in the western dis- 
trict will earn in excess of six per cent 
of their valuation in 1951 even after 
charging to expense improper amounts 
of federal income tax... 

“I have directed my testimony par- 
ticularly to the western district, but I 
think it apparent from my _ exhibit 
that what I have said as to the western 
district is equally true of the southern 
district.” 

Under cross-examination by W. L. 
Grubbs, general counsel for the Louis- 
ville & Nashville Railroad, Mr. Bone- 
brake admitted that his 1950 revenue 
figures did not provide for this year’s 
retroactive pay increases. 

C. W. Bee, attorney representing the 
grain interests, quoted the statement of 
Bradford Freeman, of the Indianapolis 
Board of Trade, at the Chicago hearing 
of Ex Parte 175, before presenting grain 
witnesses. 

Reporting that Mr. Freeman had said 
that any increases on grain should be 
uniform, Mr. Bee said that the position 
of southern and southwestern grain in- 
terests was that if increases are to be 
granted, consideration should be given 
to the present rate adjustment in south- 
ern and south-western territory, “which 
is unusually high.” 

Two representatives of the Tennessee 
Valley Authority testified on phosphate 
rock and the proposed freight increases. 
They were Stewart A. Harvey, works 
manager in the department of chemical 
engineering of the Authority; and Wil- 
liam J. Sheehan, transportation spe- 
cialist. 

Stating that the Authority was a large 
user of phosphate rock, Mr. Harvey said 
it had derived its supply from the Ten- 
nessee source, but because this source 
was rapidly becoming depleted, had ar- 
ranged for using Florida rock. He said 


under the present rate structure, it was 
economically possible to supplant Ten- 
nessee rock with Florida rock, but that 
“another substantial freight rate increase 
on a basis unfavorable to Florida rock 
would change this picture.” 

He said the T.V.A. used phosphate rock 
in the experimental manufacture of 
phosphate fertilizers and of other chemi- 
cals, and in the manufacture of elemen- 
tal phosphorous used by the armed 
forces for various types of munitions. The 
only other source of this rock, he said, 
was the Rocky Mountain area. 

He said many private phosphate ferti- 
lizer producers in the Tennessee Valley 
area would be placed at a serious dis- 
advantage by a percentage increase of 
rates. ° 

Mr. Sheehan, pointing out phosphate 
rock usually must move long distances 
from the three sources of supply in the 
country, said while a percentage increase 
in rates such as proposed always changes 
relative cost and competitive situations 
to some extent, the change “is magnified 
when applied to a commodity like phos- 
phate rock which is produced in only a 
few widely scattered locations.” 

He said “freight rates on phosphate 
rock have already risen during recent 
years as much or more than the value 
of the commodity, and for long-haul 
movements transportation charges are 
often greater than the value of the com- 
modity at the point of production.” He 
offered an exhibit in support of that 
assertion. 

Stating that the transportation char- 
acteristics of phosphate rock were 
“almost ideal,” Mr. Sheehan said “there 
is nothing in the transportation charac- 
teristics which justifies so heavy a rate 
burden as proposed.” 





Diverse Shipper Interests 
File Verified Statements 
At Salt Lake City Hearing 


Special Correspondence from Salt Lake City 


Fourteen verified statements were filed 
with the Commission at the Salt Lake 
City hearings in Ex Parte 175, June 
11-14. The author of only one was 
called for questioning and one state- 
ment was objected to by rail counsel. 


Railroad counsel objected to the veri- 


fied statement of S. J. Zalar, traffic 
manager, Gough Industries, Inc., Los 
Angeles. Commissioner Lee sustained 


the objection and the statement was 
not entered into the record. 

A. V. McLeod, general traffic manager, 
Kaiser Aluminum & Chemical Corp., en- 
tered a statement on behalf of that firm. 
The company has four producing plants 
in the west. In his statement Mr. Mc- 
Leod said that a straight percentage in- 
crease in rail freight rates without maxi- 
mums would seriously affect the com- 
petitive position of the company in rela- 
tion to its ability to market its products 
in competition with other aluminum 
producers, and with producers of com- 
petitive metals. The availability of elec- 
tric power had caused plants to be 
located in the west, long distances from 
the principal markets in the east, he 
said. Kaiser’s bauxite was imported 
from Caribbean sources, was made into 
alumina at Baton Rouge, La., and was 
shipped to the Pacific coast to be made 
into aluminum, a large portion of this 
metal and its products then being 
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shipped east, the Commission was told, 
Railroad cross-examination was directed 
toward demonstrating that Kaiser’s 
freight cost factor was closely related to 
that of its competitors. It was brought 
out that the Aluminum Co. of America 
had a pig aluminum plant at Van- 
couver, Wash., and that Reynolds Metals 
Co. had pig aluminum plants at Long- 
view, Wash., and Troutdale, Ore. Those 
companies must bring alumina from 
southern origin points in the same man- 
ner as did Kaiser, and their pig alu- 
minum was shipped to rolling mills in 
the middle west, it was stated. 


F. J. Melia, Union Pacific Railroad, 
attorney for petitioners, brought out that 
Kaiser had a sheet rolling mill at Trent- 
wood, Wash., while competitors had no 
mill located nearer the Pacific coast 
consuming market than Davenport, Ia, 

I. N. Early, traffic manager of the 
Billings, Mont., Traffic Bureau, asked 
that any increases that might be av- 
thorized be made on a flat cents a 
hundred pounds basis, so that a better 
relationship of rates might be estab- 
lished over the border line between West- 
ern Trunk Line Territory and Montana, 
in order that Billings could continue as 
a distributing center. 


Mention of Packing Costs 


R. K. Wilson, traffic manager, Barker 
Bros., Los Angeles, a southern California 
home furnishings chain, said that the 
western railroads did not need the full 
increase asked in the Ex Parte 175 peti- 
tion and that transcontinental rates 
should not receive as great a boost as 
rates in the east. Mr.. Wilson opposed 
percentage increases. He asserted that 
Supplement 32 to the Consolidated 
Freight Classification had caused in- 
creased packing costs and _ increased 
freight expense due to increased weight 
of packing. 

Norman O. Blevins, executive secretary, 
Montana Hardware & Implement Dealers 
Association, Helena, Mont., said that 
there should be clear and convincing 
proof of a need of increased revenue 
for the rail lines before rates were ad- 
justed. He suggested maximum in- 
creases for all commodities, and charged 
that the federal government was keep- 
ing his industry “in a price-fixing strait- 
jacket” while allowing costs, such as 
transportation, to continue to go up. 

O. C. Carlington, traffic consultant for 
the Missoula Mercantile Company, Mis- 
soula, Mont., asserted that percentage 
increases were discriminatory against his 
area, that a 15 per cent increase in rates 
would result in a loss of traffic, par- 
ticularly 1.c.l. traffic, to the railroads, and 
that the western railroads were not in 
need of a full 15 per cent increase in 
revenue. 

The Idaho Public Utilities Commission 
adopted the testimony of other witnesses 
who had appeared on behalf of the 
Mountain-Pacific States Conference of 
Public Utilities Commissions. It said that 
it did not oppose rates that would allow 
a fair return on investment to the rail- 
roads, and asked the Commission to de- 
vise a more equitable assessment of in- 
creases in rail rates and charges than 
the flat percentage increase. 

K. T. Carlsen, president, Los Angeles 
Traffic Managers’ Conference, condemned 
flat percentage increases as limiting the 
postwar expansion of the manufacturing 
industry in Los Angeles County. He said 
the indirect result of a 15 per cent in- 
crease in all freight rates would be 4 
loss of traffic to the railroads because, 
he maintained, less goods would be 
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shipped in long-haul movement and there 
would be diversion to trucks. Addition- 
ally, he said, the anticipated increase in 
the volume of traffic would adequately 
protect the need of the carriers, particu- 
larly the western lines, for an increase in 
revenue. 


Otis Booth, vice president and treas- 
urer of Sierra Talc & Clay Co., Los An- 
geles, Calif., asked that, if the Com- 
mission decided to grant any increase 
in freight rates on tale or soapstone, 
carloads, crude or ground, such in- 
crease be subject to a maximum not 
exceeding 60 cents a net ton. If any 
of its competing products, Kaolin clay, 
pyrophyllite, limestone, silica sand or 
diatomaceous earth, was accorded a 
maximum of less than 60 cents per net 
ton, then such lesser maximum should 
be also accorded to talc or soapstone, 
Mr. Booth urged. He added that sales 
of talc to transcontinental destinations 
had materially decreased since January 
1, 1947, due to maladjustments he said 
had been brought about by percentage 
increases in Ex Parte 162 and Ex Parte 
168, and because of foreign competition. 
F. H. Savell, president of Western Talc 
Company, Los Angeles, in a separate 
verified statement adopted the same 
position, and so did V. A. Farr, who pre- 
sented an exhibit detailing rates on 
these competitive commodities to various 
points in the United States from Los 
Angeles. Mr. Farr’s statement and ex- 
hibit were on behalf of the two above 
named protestants and on behalf of the 
Southern California Minerals Co. and 
the Tri-State Minerals Co., both of Los 
Angeles. Walter K. Skeoch, owner and 
manager of the latter two companies, 
presented a statement substantially the 
same as the others of the talc industry. 


Potato, Onion Shippers’ Plea 


The Idaho Potato and Onion Shippers 
Association, Inc., Idaho Falls, urged the 
Commission to take into consideration 
the further disruption it said percent- 
age increases would cause in competi- 
tive relationships, and ‘to consider also 
the geographic location of Idaho far 
from consuming centers, diversion of 
traffic to other carriers, and the effect 
reduced agricultural income would have 
on farmers and on the general welfare 
of agricultural communities. M. W. 
Stratford, executive secretary-manager 
of the association, suggested a full in- 
vestigation of the rail rate structure, 
including divisions of revenue, and said 
that freight service should not be forced 
to pay for losses incurred in passenger 
services. He asked that no rates be in- 
creased on potatoes and onions. A con- 
siderable portion of Mr. Stratford’s state- 
ment was devoted to the effect the end 
of potato price supports on June 30, 


, 1951, would have on potato marketing. 


The differential in freight rates between 
producing areas would then become a 
Much more important factor than it 
Was now, he said. 


A. W. Brown, secretary and _ traffic 
Manager of Pabco Products, Inc. (for- 
merly The Paraffine Companies, Inc.), 
San Francisco, said that because of per- 
centage increases granted in Ex Parte 
162, 166 and 168, his company had con- 
structed a linoleum and felt base floor 
covering plant in the east to service 
Official and Southern territory distribu- 
tors. He said that his company was now 
concerned about freight rate increases 
on magnesia boiler and pipe covering. 
He asserted that a further increase 


would probably bring about the con- 
struction in the east by his company of 
a plant to manufacture these materials. 


Verified Statements 
Filed at Chicago 
In Ex Parte No. 175 


Thirty-three verified statements 
were filed in lieu of personal appear- 
ances, at the Chicago hearing in Ex 
Parte No. 175, Increased Freight 
Rates and Charges, 1951, under the 
special rules of procedure established 
by the Commission for the proceed- 
ing. 

The statements were on behalf of the 
following industries: Salt, gypsum, live- 
stock slaughterers, feed manufacturers, 
wall board, tile, frozen foods, paper and 
pulp, chemicals, sewer pipe, leather, beer, 
crushed stone, newspaper publishing, and 
carpets. 


The three-day Chicago hearing ended 
June 13, and was devoted chiefly to tes- 
timony of the lumber and grain inter- 
ents (T.J., June 16, p. 15). 


A review of the verified statements 
received at Chicago follows: 


Ray v. Harron, division traffic man- 
ager, General Foods Corporation, New 
York City, on behalf of the corpora- 
tion’s Diamond Crystal-Colonial Salt Di- 
vision, stated the position of his division 
as follows: 

“If the Commission, in its judgment, 
determines carriers prove need for addi- 
tional revenue, that any increase in rates 
on salt be a flat amount in cents per 
hundred pounds, rather than on a per- 
centage basis. This is because salt is 
generally sold on a basis under which the 
seller absorbs the difference between the 
freight rate from his producing point 
and the lowest freight rate from any 
competitive producing point.” 

A. B. Costello, on behalf of the Mor- 
ton Salt Co., Chicago, declared that this 
relatively low-priced commodity was es- 
pecially susceptible to transportation by 
so-called “itinerant” or “gypsy” truck- 
ers. He said that salt was now bearing 
its fair share of the transportation bur- 
den, asked that no further increases be 
granted, and that the interim increases 
be withdrawn. ! 

Should the Commission determine that 
a further increase must be granted, Mr. 
Costello asked that it be made on a low 
straight percentage basis, applied uni- 
formly within and between all freight 
rate territories. 

In a separate statement, Mr. Costello, 
on behalf of his company’s Bay Chem- 
ical Co., took the same position with re- 
spect to salt cake and muriatic acid. 

The Gypsum Association, Chicago, 
through its secretary, Lloyd H. Yeager, 
opposed “the proposed general increase 
in freight rates on gypsum _ products 
listed in the freight tariffs which move 
at plaster, gypsum lath, gypsum sheath- 
ing, gypsum wallboard or plasterboard 
rates, in straight or mixed carloads; and 
on crude, common or ground gypsum 
rock, agricultural gypsum and land plas- 
ter.” 

P. W. Walsh, general traffic manager, 
Celotex Corporation, Chicago, and act- 
ing chairman of the traffic committee, 
Gypsum Association, expanded on Mr. 
Yeager’s statement. The industry op- 
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posed generally the proposed increases, 
he said, for the following reasons: The 
general area of distribution for gyp- 
sum products had been within a 400- 
mile radius from the plant, but this area 
had diminished with succeeding ex parte 
increases; the railroads had lost an, im- 
portant volume of gypsum products traf- 
fic, and would lose more if the proposed 
increases took effect. 


“The railroads have already gone fur- 
ther than they should in imposing the 
burden of losses incurred in the opera- 
tion of passenger trains upon the ship- 
pers of goods through general increases 
of freight rates,” stated Mr. Walsh. 


Should the Commission conclude that 
some increase was necessary on gypsum 
products, and should it authorize spe- 
cific maxima on some favored com- 
modities, the gypsum industry asked 
that the Commission provide like hold- 
downs for the manufactured products 
of gypsum plants and the various forms 
of gypsum rock. 


R. E. Underwood, assistant to vice-pres- 
ident, United States Gypsum Co., Chi- 
cago, said that the continued increases 
in freight rates had restricted the long 
hauls of gypsum products and had en- 
couraged the establishment of additional 
producing plants. There had also been 
some shifting from the use of gypsum 
products to other competitive materials 
closer to the consuming market, he said. 
The dealer was expressing a growing de- 
sire to use his own trucks to pick up 
gypsum products at the producing plants, 
Mr. Underwood added. 


“The proposed general increase in 
freight rates at this time would not be in 
the public interest, not in accord with 
federal policies under semi-war condi- 
tions, and would cause serious diversion 
of traffic from the railroads to the trucks 
and other means of transportation,” the 
statement concluded. 


Anna Blumstein, secretary, Metropoli- 
tan Slaughterers Association, Inc., 
Brooklyn, filed a statement on behalf of 
the eleven members who were in the 
business of slaughtering of livestock in 
the New York metropolitan area. The 
group, she said, was opposed to any fur- 
ther increase in the rates on livestock 
and urged the Commission to eliminate 
the increases already granted on an in- 
terim basis when it finally issued its 
decision in Ex Parte 175. 

“The impact of any further increases 
at this time,” she said, “would have a 
depressing effect upon an industry which 
is already seriously burdened by rising 
labor costs and economic conditions 
which have stemmed from inflated costs 
of livestock at primary markets.” 


More and more livestock was being 
trucked from midwest points to plants 
in the New York area, she said. 

Walter S. Miller, vice-president, 
Charles Miller and Co., and Miller Abat- 
toir Co., North Bergen, N.J., took the 
same position as that expressed in Miss 
Blumstein’s statement. 

G. D. MacLean, vice-president, Cen- 
tral Soya Co., Fort Wayne, Ind., on be- 
half of the American Feed Manufac- 
turers Association executive traffic com- 
mittee, said that in previous general in- 
crease proceedings, “and particularly in 
the recent interim increases granted the 
carriers under Ex Parte 175, the method 
used by the Commission in applying 
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these increased rates to grain, grain 
products, grain by-products, soybeans, 
vegetable meals, and related commodi- 
ties used in the production of mixed 
feeds, has resulted in inequities, malad- 
justments, confusion, and seriously dis- 
rupted relationships in the rates paid 
by this industry.” 

The committee urged that any in- 
crease found necessary be applied uni- 
formly to all articles in grain, grain 
products, grain by-products, vegetable 
meals, soybeans, alfalfa meal, and re- 
lated commodities, regardless of the 
method by which rates on these com- 
modities were shown in carriers’ tariffs, 
and that any increase on these com- 
modities be made uniformly throughout 
the United States and in such manner 
as to maintain long-established differ- 
entials and market relationships. It 
asked the Commission to urge the car- 
riers to restore the differentials and 
market relationships “upset by Ex Parte 
168 increases, which they have so far 
failed to do, particularly in Southern 
Territory.” 

The Corn Exchange of Buffalo, N.Y., 
in a statement filed by L. J. Door, 
traffic commissioner, speaking on grain, 
grain products, and related articles, 
asked that any increases be made on a 
uniform percentage in all rate territories. 

“Any increase on these commodities 
within Official Territory greater than 
that permitted within or from other 
territories will create burdensome in- 
equalities in the rate structure and will 
be unfair to shippers within that ter- 
ritory,” the Corn Exchange asserted. 

It urged the Commission to direct the 
carriers to acquire and maintain an 
adequate freight car supply, and fur- 
ther urged that the Commission in its 
decision prescribe the specific rates 
which would maintain the long-exist- 
ing gateway and market relationships. 


Fargo Chamber of Commerce 


John I. Finsness, commerce council 
for the Chamber of Commerce of Fargo, 
N. D., asserted in his statement that 
trucks were making inroads into tradi- 
tional rail tonnage such as wheat, flax, 
coarse grains, seeds and potatoes. 

“If the railroads are to be granted in- 
creased rates as the result of this pro- 
ceeding,” he concluded, “and if they 
are to be encouraged or allowed to ini- 
tiate specific rate adjustments for the 
purposes of meeting competition they 
should be admonished to comply fully 
with the provisions of Section 3 of the 
act to the end that smaller communi- 
ties and smaller shippers may retain 
their competitive relationships as pro- 
vided by law. There is little relief to 
the small shipper relying upon the 
railroads to voluntarily adjust ... com- 
petitive relationships when the differ- 
ent railroads in different rate territo- 
ries pick and choose the completion they 
will meet and the manner in which they 
will meet it.” 

The Minot (N.D.) Association of Com- 
merce, through James D. Smith, traffic 
manager, submitted a statement relat- 
ing primarily to class rates, minimum 
rates, charges on less-carload shipments 
and pick-up and delivery services. 

“We are more concerned with the 
measure of the line-haul rate than any 
other factor of the service of transport- 
ing less-carload shipments,” he said. 
“To the extent that the costs of render- 


ing pick-up and delivery services have 
contributed to this inflation in the rates 
and charges, we ask that the Commis- 
sion seriously consider requiring the car- 
riers to provide an alternative basis of 
rates that does not contemplate these 
services except at a separate and dis- 
tinct charge, and in this matter prevent 
further inflation in the line-haul rates 
than is absolutely necessary.” 


Iowa, South Dakota Commissions 


Calvin J. Lammers, statistician for 
the Iowa State Commerce Commission, 
Des Moines, filed a statement and exhibit 
expressing the commission’s opposition 
to any further increases in interstate 
freight rates and charges. “The Iowa 
commission,” he stated, “is especially op- 
posed to any different treatment being 
given the state of Iowa, as relates to 
Zone I, than is accorded the rest of west- 
ern district, generally.” 


C. A. Carr, rate expert in charge of 
the traffic department, South Dakota 
Public Utilities Commission, Pierre, in 
his statement said that “if the Commis- 
sion finds, as a result of this proceeding, 
that further increases in freight rates 
are justified, we urge the Commission 
to authorize on lignite coal only 50 per 
cent of the increases authorized on 
bituminous coal as has been done in 
other Ex Parte proceedings... .” 


“We further urge the Commission, if 
increases are found justified, that the 
rates on cement be increased by a stated 
amount in cents per hundred pounds 
rather than a straight percentage in- 
crease,” he said. 


Masonite, Plywood 


The Masonite Corporation, Chicago, 
through H. R. Paul, general traffic man- 
ager, stated that the relative relation- 
ships between building, wall and/or in- 
sulating boards and lumber and articles 
taking the lumber rates including ply- 
wood had been seriously affected by the 
various increases granted in earlier Ex 
Parte cases due to the maximum in- 
creases allowed on lumber and articles 
taking the same rates or rates based 
thereon. 


Requesting the Commission to deny 
the carriers’ petition as amended, the 
company urged the Commission, if it 
found that the carriers had justified a 
need for an additional increase, to “take 
cognizance of Section 3 of the interstate 
commerce act and grant increases on 
building, wall and/or insulating board no 
higher than increases permitted on lum- 
ber and articles taking the lumber rates.” 

F. Russell White, traffic manager, 
Aetna Plywood & Veneer Co., Chicago, 
said that while his company did not wish 
to oppose any increase which the Com- 
mission might find necessary or justified, 
it asked “that our commodities be 
granted equal treatment with lumber, re- 
membering at all times that as distribu- 
tion costs go up the market areas are 
restricted and volume is curtailed accord- 
ingly, with corresponding loss of revenue 
to the carriers.” 

Frank M. Ducker, traffic manager, 
Northern Hemlock and Hardwood Manu- 
facturers Association, Oshkosh, Wis., also 
representing the Maple Flooring Manu- 
facturers Association and The Rotary 
Birch Club, said, “it is not the purpose 
of this statement to oppose any reason- 
able increase in the rates applicable to 
lumber, flooring, veneer and plywood.” 
“These organizations agree,” he added, 
“that while it is of vital importance to 
the public and particularly to industry 
that we have sufficient and efficient 
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transportation service, yet under the 
present level of rates and the present 
volume of traffic offered it is important 
that such increases as may be authorized 
be such that will not result in a trans- 
portation cost level which the: traffic 
cannot bear and which in the end may 
add nothing to the carriers’ net in- 
come... 

“Broadly, it is the position of these 
organizations that the method of ad- 
vancing rates on lumber and forest prod- 
ucts should be by percentage. However, 
if ... there are sufficient economic rea- 
sons which warrant a departure from 
straight percentage method to the extent 
of establishing a percentage with a maxi- 
mum, it is urged that such maximum as 
is finally determined be such as will not 
deprive the short haul shipper of such 
natural advantage as he may have by 
reason of his geographical location.” 


Any reduction in the percentage in- 
crease asked by the carriers should be 
accompanied by a proportionate reduc- 
tion in the maximum increase in cents 
per hundred pounds, said Mr. Ducker in 
his statement. “These organizations... 
are opposed,” he continued, “to the es- 
tablishment of a maximum as a limita- 
tion on a percentage increase which may 
be so low as to be tantamount to a flat 
increase in most of the rates. These 
organizations are opposed to flat in- 
creases in cents per 100 pounds, whether 
the application of such increases be for 
long or short haul rates or both.” 


The statement finally urged that any 
advance in rates on logs and other rough 
forest products be fixed at a lower per- 
centage and a substantially lower maxi- 
mum than suggested for lumber and ar- 
ticles taking lumber rates. 


Cement Tile 


M. S. Allison, assistant secretary and 
traffic manager, Federal Cement Tile Co., 
Chicago, also speaking as consulting traf- 
fic manager for a number of other pre- 
cast concrete slab companies, declared 
that while these companies had made 
partial absorption of the earlier increases, 
“their markets have been restricted in 
area, restricting cross hauls and resulting 
in short hauls for the carriers and in- 
creasing the use of motor truck trans- 
portation.” — 


A number of the companies had in 
recent years established branch plants, 
he said, concluding: 


“The concrete slab industry is now 
paying rail rates which are more than 
the traffic will bear, and in addition to 
the fact that these high rates are ad- 
versely affecting long rail hauls they are 
producing more business for motor car- 
riers. 

“Many projects do not have rail con- 
nections and if shipped by rail must be 
hauled from team track to job site. 
Against this dual rail and motor carrier 
cost must be compared the single charge 
of motor carriers from plant to job site 
which eliminates blocking and bracing in 
cars, eliminates double handling and pro- 
vides faster service. 

“_.. We respectfully request that what- 
ever measure of increase is found justi- 
fied that there also be prescribed a maxi- 
mum increase on concrete slabs.” 


Lime and Cement 

L. T. Sunderland, chairman executive 
committee of the Ash Grove Lime & 
Portland Cement Co., on behalf of that 
company and the Monarch Cement Co. 
filed a statement supplemental to an 
earlier one filed February 15, whereit 
he had voiced opposition to any percent- 
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age increase, interim or otherwise, in 
rates on Portland cement. 

“That the carriers should now seek 
a greater percentagewise increase in ce- 
ment rates—to wit, 15 per cent—only 
lays cause for intensified opposition,” he 
said. 

“Tt is my firm conviction,” his state- 
ment concluded, “that any percentage 
increase in cement rates will decrease 
(not increase) carriers’ revenues on their 
cement traffic. The freight rates on a 
low-grade commodity such as cement 
should certainly be considered in con- 
nection with the law of diminishing re- 
turns. Much cement traffic has already 
been lost by the rail carriers, to other 
forms of transportation—notably, truck 
and water transportation—and unless 
the carriers’ present rates on cement are 
readjusted to promote and permit the 
movement of cement by rail for both 
long and short distances, their cement 
traffic will, under normal conditions, be 
lost.” 


Frozen Food Packers 


Ray Harron, on behalf of the Birds 
Eye Division, General Foods Corpora- 
tion, and the National Association of 
Frozen Food Packers, Washington, D.C., 
briefly stated the position of the frozen 
food industry as follows: 


“That if the Commission in its judg- 
ment determines carriers should be al- 
lowed to increase all rates because of 
revenue needs—that rates on frozen 
foods should not be increased to any 
greater extent than rates on competitive 
fresh or canned foodstuffs.” 

The statement was supported by 
lengthy exhibits. 


Paper and Pulp 


J. E. Bryan, general traffic manager, 
Wisconsin Paper & Pulp Manufacturers’ 
Traffic Association, Chicago, speaking 
also as chairman of a special committee 
of the traffic committee, Wisconsin Man- 
ufacturers’ Association, Madison, Wis., 
said the position of the shippers for 
whom he spoke was not in opposition 
to the rail petition for increased revenues 
4 such measure as might be found jus- 
ified. 


“Protest is made,” he said, “against 
any application of higher, or greater, in- 
creases to and/or from origins and des- 
tinations in one part of the State of 
Wisconsin than are applied in another 
part of the state, such as has been done 
in previous general rate cases under Ex 
Parte procedure. We are interested in 
preserving the State of Wisconsin as a 
part of Western Territory and subject to 
such increases as may be prescribed for 
application within that territory, and in- 
ter-territorially between Western and 
other territories.” 


Previous proceedings had resulted in 
greater increases to and from that part 
of the state bordering on Eastern Ter- 
ritory (“but which .. . is not served by 
other than western railroads”), Mr. 
Bryan stated. 

The traffic committee of the Clay 
Products Association, representing 11 
manufacturers, submitted a statement 
through Herbert V. Eskelin, Chicago, 
member of the committee, opposing the 
Proposed increase on clay sewer pipe 
and related articles, for the following 
reasons: 

“Tt would inevitably result in a further 
diversion of tonnage to motor truck de- 
livery and away from the railroads. Any 
increase would be more than the traffic 
Could reasonably bear, or the industry 








could absorb. Any increase in costs on 
account of higher freight rates would 
put an additional burden on the con- 
struction of sanitary sewer facilities, so 
vital to the defense effort and to the 
health and welfare of the country. Any 
increase would discourage long-haul 
shipments by rail in competition with 
local plants. Any increase would encour- 
age the use of substitutes and would re- 
duce the revenues of the petitioners. 
Sewer pipe and kindred products... 
are carrying more than their relatively 
full share of recent rail rate advances.” 


Tanners’ Council 


A. J. Dittmer, western chairman, tan- 
ners’ council traffic committee, Chicago, 
on behalf of the Tanners’ Council of 
America, Inc., New York City, said, 
in part: 

“We are opposed to the granting of 
any further increase in railroad freight 
rates and respectfully request the Com- 
mission to deny the amended petition 
of March 28, 1951, in its entirety. 


“The 15 per cent increase sought 
would not result in increased revenue 
because, if granted, much of the tonnage 
which is presently moving via rail serv- 
ice would be diverted to other competing 
forms of transportation service. The 
ever-increasing volume which is moving 
via common carrier truck service would 
be accelerated and in some instances 
arrangements would be made for the 
hauling of tonnage via contract and 
private trucks.” 


The railroads, contended the state- 
ment, must find a way to perform 
transportation service at a level of rates 
competitive with other forms of avail- 
able transportation. 

“Failure to do so,” it concluded, “can 
only result in reduction in the volume 
of available traffic that will be handled 
by the rail lines.” 


Chemicals 


L. P. Nelson, traffic manager, Block- 
son Chemical’ Co., Joliet, Ill. a manu- 
facturer of heavy industrial chemicals, 
asserted that present rail rates on phos- 
phate rock were “proper” and should 
not be increased further if the railroads 
were to participate substantially in the 
movement. 

“Loss of tonnage will more than offset 
increased revenue through a higher rate 
and consequently the rails will have lost 
instead of gained revenue,” he said. 


Similar assertions were made as to 
the proposed increases on muriate of 
potash, infusorial earth, and the sodium 
phosphates. 

“It is our opinion the present rail rates 
on these commodities are satisfactory 
and reflect not only a compensatory 
rate, but the circumstances of 
commercial competition and inter-car- 
rier competition which influence the 
movement of the traffic,’ Mr. Nelson 
said of the sodium phosphates. 


Beer 


E. W. Dallman, traffic manager, Blatz 
Brewing Co., Milwaukee, submitted a 54- 
page printed statement. Commenting 
on “the adverse effect upon long-haul 
traffic and disruption of competitive rela- 
tionships that have in most instances 
been in effect for many years,” Mr. 
Dallman urged the Commission, in the 
event it granted a further increase of 15 
per cent, “not (to) permit any increases 
in our malt beverage rates in excess of 
5- cents per 100 pounds, and on empty 
containers returned 3 cents per 100 
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pounds. If lesser percentage increases 
are ordered ...I ask that the maximum 
increases be reduced proportionately.” 

Following the decision in Ex Parte 166, 
several brewers had established branch 
plants in other parts of the country, said 
Mr. Dallman. 

If the Commission permitted percent- 
age increases that would retard trans- 
portation and return to the carriers 
revenues less than under present rates 
and conditions, the Commission was not 
performing “its avowed duty to con- 
form” to the congressional mandate as 
provided in the interstate commerce act, 
Mr. Dallman declared. 


Crushed Stone 

F. L. O’Neill, general traffic manager, 
Minnesota Mining & Mfg. Co., St. Paul, 
speaking also for other producers and 
consumers of various types of crushed 
stone and related articles in opposition 
to the proposed increases in the rates 
on the articles included in the “crushed 
stone list,” said their position was simi- 
lar to that taken by other groups at the 
Washington hearing in May, such as the 
National Sand & Gravel Association, Na- 
tional Crushed Stone Association, and 
others. 

“If any percentage increases should be 
permitted ... we ask that such increases 
on all of the articles in the ‘crushed 
stone list’ be subject to a specific maxi- 
mum hold-down, in flat cents per ton,” 
the statement read. 

“The prospects of large volume of 
freight traffic, revenues and net railway 
operating incomes of the groups of rail- 
roads are not so gloomy as to warrant 
ANY increases in rates on crushed stone 
and related articles,’ asserted Mr. 
O'Neill. “The freight operating ratios 
of the railroads in the nation and in 
the principal regions consistently have 
been, and are, excellent. 

“The fact that the passenger oper- 
ating ratios show that deficits are being 
incurred in the operation of passenger 
trains is no good or sufficient reason 
why successive general increases in 
freight rates should be imposed upon 
the shippers of goods, and particularly 
upon the shippers of low-grade com- 
modities.” 

Newspaper Publishers 

R. A. Cooke, manager, traffic depart- 
ment, American Newspaper Publishers 
Association, New York City, filed a state- 
ment in opposition to the railroads’ re- 
quest for a permanent 15 per cent in- 
crease in rates applicable on newsprint 
paper. The movements of newsprint in 
large volumes to great consuming cen- 
ters were “particularly susceptible” to 
competition from other forms of trans- 
portation, particularly water, stated Mr. 
Cooke. 

“Our considered opinion,” he said, “is 
that the railroads will, if increases in 
rates proposed by them in Ex Parte 175 
become effective, lose substantial ton- 
nage to competing forms of transporta- 
tion which will result in a revenue loss 
which will not be offset by increased 
revenue to be realized on the tonnage 
which will continue to move via rail- 
road service ... The simple average 
out of balance with the sales price of 
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freight rate on newsprint paper is wholly 
the product.” 

He asked a complete exemption for 
newsprint paper from any further rate 
increase in the present proceeding. 

P. H. Hutchinson, on behalf of the 
Deltox Rug Co. and Waite Carpet Co., 
of Oshkosh, Wis., said that successive 
increases in freight costs both on raw 
materials and outbound products had 
curtailed shipments of these manufac- 
turers into the eastern markets, and an 
additional increase would further re- 
strict such shipments. 





N.P.A. Reiterates Need 
For Authority to Deliver 


Scrap Railroad Rails 


Queries to the scrap section of Na- 
tional Production Authority’s iron 
and steel division caused that agency 
to reiterate that written authoriza- 
tion by N. P. A. is required before any 
person may deliver or accept delivery 
of used railroad rails of “relaying 
quality” for any purpose other than 
re-use as railroad tracks. 


The N.P.A. said that the provision was 
in its order M-64, restricting deliveries 
of used rails and axles, issued May 28 
(T.W., June 2, p. 42). 

Among other things, the agency said no 
authorization was required for delivery or 
acceptance of rails so long as they were 
re-used as rail for a transportation fa- 
cility. It said the order provided a self- 
certification clause to be included on 
purchases covering relaying rails. But 
it added that N.P.A. approval in writing, 
was required for the sale of more than 
10 tons of each item in any one month, 
if the rail was to be used for any other 
purpose. 

It said that used rails were frequently 
employed as mine props, cattle guards, 
and for other purposes, adding that “such 
uses require N.P.A. authorization for de- 
liveries in excess of 10 tons a month.” 





N.S.A. Reviews Three 


Months’ Operations 


The National Shipping Authority has 
reported that a million tons of outbound 
cargo have been carried by its vessels 
since the agency was established March 
13. 

The N.S.A. said that the millionth ton 
was part of a full cargo of grain loaded 
into a liberty ship sailing June 13 from 
the Pacific coast for India. 

Since its establishment, N.S.A. said, 
it had assigned a total of 166 ships, with- 
drawn from the reserve fleets, for oper- 
ation by steamship companies serving as 
general agents of N.S.A. It said that 160 
were World War II Liberty ships, and 
6 were Victory type cargo ships. 

More than half the vessels in actual 
service had loaded cargoes of grain for 
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“Prices in the fibre rug industry are 
but 15 per cent above prewar prices, 
despite increased costs which this in- 
dustry has,” he concluded. “Protestants 
cannot raise their prices to absorb these 
freight increases, and the railroads will 
be deprived of much of this long-haul 
traffic. Such loss is not likely to be off- 
set by shipments from factories within 
the eastern seaboard area as the ten- 
dency is to transport such short-haul 
traffic by trucks. . . . These companies 
object to further increases in their 
freight rates.” 
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Europe and India, with the Indian grain 
lift being by far the largest, N.S.A. said, 
adding that the number of coal cargoes 
to Europe was nearing 30. It said also 
there had been some movement of phos- 
phate and sulphur to Europe. 

With the signing of the India grain 
bill by the President, the maritime 
agency said, it would allocate additional 
vessels as required to transport available 
cargoes. 





N.P.A. Sees Continued 
Steel Shortages for 
Rail Parts, Equipment 


Rail locomotive, tank car, freight 
car, and component parts, have been 
the subject of discussion at the Na- 
tional Production Authority, which 
has issued reviews of the steel and 
aluminum supply situation with 
reference to those needs. 


Officials of N.P.A. predicted to the 
railroad industry advisory committee a 
continued shortage of steel and alumi- 
num for the construction of locomotives, 
tank and freight cars, with a possible 
easing of the aluminum situation within 
the “next six to nine months.” 

The committee discussed the controlled 
materials plan, to go into effect July 1, 
and how it would affect the railroad in- 
dustry. 


The N.P.A. said that a new order gov- 
erning materials for maintenance repair 
and operating supplies would be issued 
soon to enable railroads and other trans- 
portation systems to obtain those sup- 
plies until C.M.P. became effective. 

Because, the committee said, the rail- 
roads were recognized as vital to the na- 
tion’s economy and the defense program, 
it recommended that the industry be rep- 
resented on the Defense Production Au- 
thority requirements committee, and that 
individual railroads be advised where 
maintenance and repair equipment could 
be obtained. 


Tank Car Construction 


The N.P.A. gave the railroads car 
builders industry advisory committee as- 
surances that they could expect assist- 
ance in obtaining vitally needed plate 
and structural steel in August and Sep- 
tember for the tank car construction 
program. 

The N.P.A. said the committee had in- 











formed it that steel mills had accepted 
only half of the railroad car builders’ 
July allotment orders, and had refused 
to take any August orders for plate and 
structural steel. Unless help was given 
to the industry, the committee said, lay- 
offs up to 50 per cent, and a stoppage 
of virtually all tank car production, were 
inevitable by September. 

Besides assuring an adequate supply 
of steel for August and September to 
tank car manufacturers, N.P.A. officials 
said they were planning similar help for 
the freight car builders for the same 
period. 

The N.P.A. warned, however, that there 
was little likelihood that manufacturers 
of tank and freight cars could obtain 
sufficient steel for July requirements. It 
explained that, while plate and struc- 
tural steel production were at peaks, 
steel supplies were critical, primarily be- 
cause of the high volume of defense 
and military defense-rated orders held 
by the mills. It said that the tank and 
freight car program called for 9,200 cars 
a month, and that it was hoped this out- 
put would eventually reach 10,000 cars 
a month. It added that the industry 
built 9,774 cars of both types in May, 
but that “with the loss of July steel, 
production for the fourth quarter is ex- 
pected to slump.” 


Component Parts 


The railroad freight car component 
parts industry advisory committee rec- 
ommended that N.P.A. provide a sched- 
ule of freight car production each quar- 
ter so that the industry might estimate 
its steel requirements correctly in ad- 
vance. The commission said that under 
the present system of steel allocations, 
makers must estimate their requirements 
on the basis of orders on hand. Fre- 
quently, they said, when the allocation 
was made, “it has been cut back.” Under 
the proposed system, the committee said, 
the schedule of cars to be actually con- 
structed would make it possible to esti- 
mate, with a 90-day lead time, the ton- 
nage the parts makers would require to 
satisfy the needs of car manufacturers. 

The N.P.A. said it had agreed to study 
the possibilities of making such a sched- 
ule available. 

The committee further asserted that, 
unless the industry could obtain some 
relief from present critical steel short- 
ages, manufacture of component parts 
would be curtailed after August 1. N.P.A. 
agreed to see if any way could be found 
to alleviate the parts manufacturers’ 
distress. 





Wooden Box, Shook Group 
Asks ‘Tailored’ Price 


Regulation Studies 


The wooden box and shook indus- 
try advisory committee has asked the 
Office of Price Stabilization to make 
cost and price studies as rapidly as 
possible to prepare for drafting 
“tailored” regulations for the in- 
dustry. 

The committee said it felt that dollars 
and cents ceilings would be possible on 
fruit and vegetable containers and shooks, 
such as they said was provided in mini- 
mum price regulations 186 and 320 of 
the Office of Price Administration. It 
said the dollars and cents ceilings could 
be fixed as soon as stable ceilings were 
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cepted fixed on lumber, at present under gen- trucks June 1, despite the fact that it the reduced rate, the road could not meet 
uilders’ eral ceiling price regulation. offered to reduce its mail rate to meet the truck bid. Examiner Benjamin I 
refused It was the view of the committee that truck competition. He said, even with Morris heard the case. 

te and industry containers and shooks should 
ee be priced by formula, similar to that set 
id, lay- | forth in O. P. A.’s price regulation 195. 
ny te It asked O. P. A., in setting up “tai- CIVIL AERONAUTICS 

» Were | jored“ regulations, that it make provi- 

sions for any future changes in the price 8s@ ARD NEWS 

Supply | of lumber. Members of the committee ale 
ber to | asserted that, in the World War II period, WynjiIELZA-ZAAAA7AAAAAAAM|]TTTF@qT#a 
officials manufacturers had to contend frequently 
elp for | with increased lumber costs: due to up- 
> Same | grading and substitution of wet for dry cncin: ane mar te ee ek ie 

lumber at dry lumber prices. They H Cds, ‘ oe 0 : 

— recommended that lumber controls be C.A.B. Examiner Proposes or — ny se he ag ee ae 
cturers | written to minimize such abuses. 7 idi i it falls the boar 7 oo me we 
obtain The committee members also said that Non Subsidized Air Cargo knowledge that there appears no alter- 
nts. It zoning provisions set up by O. P. A. for Rights to Latin America native. The efficiency of the applicants 

struc- fruit and vegetable containers were now P woponnis can only be Cotermnen by the 
gree obsolete. A Civil Aeronautics Board ex- pag montage The flow oad cargo 
ily be- : is enlarging and appears sufficient to 
lefense ; aminer has pinged 7 we support the recommended new services 

‘s held ° ‘ air carriers be permitte Ss in addition to and without seriously in- 
nk ang | Steel Container Committee their capital to provide air freight juring those presently being rendered. 
00 cars ° e ° ‘ ‘ . By entrusting the experiment to alread 
: services without cost to the govern : g the exp y 
‘is out- | Discusses Prices with O.P.S. pete - cciieenia ti roy States ¢xPerienced specialist carriers dependent 
10 cars The Steel shipping container industry e hettee teal int for their survival solely upon their own 
idustry advisory committee, meeting for the first an atin-American points. resourcefulness, the possibility of suc- 
1 May, time with Office of Price Stabilization In a proposed report in No. 2888 et al., CeSs seems reasonable. Under these cir- 
y Steel, officials, has formed a subcommittee to Latin American Air Freight Case, Exam- cumstances to foreclose the venture by 
is ex- ; : 2 - diner Paul N. Pfeiffer made the following ®dministrative action would not appear 

draft a questionnaire to obtain informa . sage 
tion for use in preparing a specific price ‘ecommendations: to be in the public interest. Small enter- 
regulation. That Aerovias Sud Americana, Inc., be Prises as a be larger ones deserve 
: awarded a temporary certificate for five encouragement to grow and make im- 
ponent _The O. P. S., which announced the ac- years authorizing air transportation of portant contributions to the national 
2e =rec- tion, said that the conference had de- property only between St. Petersburg- interest.” 

sched- | veloped “the general thesis of dollars- Tampa, Fla., on the one hand, and Ha- 

1 quar- and-cents ceilings on major production Jong Cuba: Merida, Mexico: Belize, Brit- 

stimate | items plus a factor to apply to price ish Honduras; Guatemala City, Guate- ‘ - 
in ad- | lists for other products. mala; San Salvador, El Salvador; and C.A.B. Considers Revision 
; under It said that major items were 55-gal- Bogota, Colombia, on the other. — 

ations, | lon drums and 5-gallon lug covered pails, That Skytrain Airways, Inc., be Of Rules of Practice in 

ements | and that steel containers were used in warded a temporary five-year certificate . ° 
Ba gin many commodities “like petro- authorizing air transportation of prop- Economic Proceedings 

eum products, chemicals, paint, lard, erty only between New Orleans, La., on . 

Under | and so forth.” Those items, it said, were ik ane hand, and Merida, Belize, Guate- By a notice of proposed rule-mak- 
~ said, | now under the general manufacturers’ mala City, San Salvador, San Jose (Costa 1ng, the Civil Aeronautics Board has 
y — order, ceiling price regulation 22. Rica), —e Bolan, c. . on a oe announced proposed revision, in 

: and between Houston, Tex., on the one their entiret fi j 
mer ton hand, and Tampico and Vera Cruz, Mex-_ ,; : y, of its rules of practs read 
uire to ico: and Guatemala City on the other. 1 €conomic proceedings and has in- 
po STATE ACTION He further recommended authority for Vited participation by “interested 
d ord non-scheduled air transportation of persons” in development of the new 
scene property only on a planeload basis with- get of rules. 

out regard to frequency between New ; 

d_ that, ° Orleans, on the one hand, and Havana; It asked those who desired to com- 
1 bar Loss Of Mail Contract Kingston, Jamaica; Ciudad Trujillo, Do- —_ on Ba proposed rules to submit 
short- ss , Se Thins ‘ o it “such written data, vi - 
: minican Republic; Trinidad, Aruba, and a, Views, or argu 
P.A. A i. Havana: Aruba, La Guaira and Mara- ll communications received by July 27, 

cturer: i ewe ages ‘ é . it took further action on th 
The Illinois Commerce Commission ee Se ety Papennry Boog bmw rules. a 
on June 14 authorized the Burling- elize, B.H., and Tegucigalpa, Honduras, “Copies of such communications,” the 
ton Railroad to discontinue four on the other. peg ge “will be oe — = 
OU week-day and two Saturday trains The examiner also recommended thas ~" 2 
P Sehenae dines nia praaneed papper Skytrain be exempted from the board’s persons in the docket section of the 
; ; , economic regulations insofar as they board, Room 5412, Commerce Building, 
urb 40 miles west of Chicago because yoyig prevent operation of 15 flights Washington, D.C. The proposed 
of loss of mail contracts to truck each direction monthly between New @Mendments may be changed in the 

- eee Orleans, on the one hand, and Belize aged hy agen po coe _ —_ 
indus- see j : ; i Ss notice of proposed rule-making.” 
ed the The commission authorized the dis- oy ie cer ak Ao dene ag — The board said the revision it was 
er ag opr June 17, after the Ceeging. He suggested a condition that issuing (published in the Federal Reg- 
| rlington, in its petition heard June 12, 1, shipments weighing less than 750 ister of June 15) restated and in many 
idly as | Save a proposed readjustment of sched- pounds should be carried. cases added to the procedural rules 
-afting ules of other trains to handle the pas- / governing the conduct of economic pro- 
re in- | SeDser traffic formerly carried by the ‘Small Enterprises’ Encouragement ceedings. In the last year, it said, its 

discontinued trains. Among other things, the examiner’ staff had been engaged in making the 

At the June 12 hearing, R. L. Clayton, said: revision of the rules “with a view to in- 

dollars assistant superintendent for the Burling- “The experiment of regularly operated creasing their usefulness to the board 
sible on ton, testified that an estimated $76,000 self-sufficient air cargo service in the and the persons appearing before it.” 
shooks, annual loss on all Burlington suburban Latin American area, if approved by the “In particular,” it continued, “it 
Qo mini- mail service switched to trucks could be board and the President, will provide an is hoped that such a revision will serve 
| 320 of reduced to $36,000 if the commission ap- answer to the question whether the ex- to expedite proceedings before the board, 
ion. It proved the proposed schedule changes. ample of the more successful air freight insure a more uniform application of 
‘s could _ A spokesman for the railroad said that carriers can be extended into the inter- the rules to all persons, and save time 
zs were it had lost the mail contract to the national field. If the experiment suc- and effort on the part of the board and 
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its staff and persons appearing before 
the board by eliminating the necessity 
for case by case determinations of many 
procedural issues. 


“The current rules of practice in eco- 
nomic proceedings have been amended 
from time to time in the past to meet 
more or less critical needs as they arose, 
but up until now they have never been 
revised as a whole. Such a revision ap- 
pears to be overdue. Many new types 
of proceedings or situations have de- 
veloped which were not specifically con- 
templated by the rules, and the adapta- 
tion of the rules to such proceedings 
and situations is cubersome, sometimes 
misleading, and not infrequently provoc- 
ative of argument and delay. Many oth- 
er procedural matters not covered by the 
rules are now handled in accordance 
with fairly uniform administrative prac- 
tices which work well enough with those 
familiar with such practices. However, 
difficulties arise in this area for persons 
appearing before the board infrequently, 
and it therefore seems desirable to codify 
many existing practices in a revision of 
the rules. Apart from the elimination of 
difficulties arising from lack of complete 
and detailed coverage, a revision of the 
rules affords an appropriate occasion 
for the introduction of new procedures 
which will permit more expeditious dis- 
position of board proceedings and saving 
of time and effort to all concerned.” 


The proposed rules of practice, accord- 
ing to the board’s tentative revision, gov- 
ern the conduct of “all economic pro- 
ceedings before the board whether 
instituted by order of the Board or by 
the filing with the board of an ap- 
plication, complaint or petition.” Not 
governed by the proposed regulations, it 
said, were proceedings under parts 301 
and 303 of its procedural regulations 
(rules of practice in air safety proceed- 
ings, and rules of practice in aircraft 
accident inquiries). Proceedings involv- 
ing Alaskan air carriers and Alaskan 
pilot-owners, it said, were governed by 
the proposed regulations, “but only as 
modified by part 292 of the board’s eco- 
nomic regulations.” 


Irregular Air Carrier 


May Lose Its Exemption 


The Civil Aeronautics Board, by an 
order in No. 3889, Aviation Corporation 
of Seattle, has ordered cancelled 30 days 
from June 18 the temporary exemption 
granted Aviation Corporation as an ir- 
regular interstate and overseas carrier 
of persons and property, and as an ir- 
regular foreign air transportation of 
property only. 

The board found that, under the letter 
of registration issued Aviation as a large 
irregular carrier in August, 1947, it had 
conducted flights in the second quarter 
of 1950 with a degree of regularity not 
permitted by the economic regulations 
under which the letter was issued. 


The order will become effective unless, 
within the 30-day period, Aviation Cor- 
poration asks for reconsideration and/or 
hearing. 


Ozark Air Line Mail Pay 


The Civil Aeronautics Board, “by an 
order in No. 4677, Ozark Air Lines, Inc., 
has required that carrier to show cause 
why temporary rates for the transporta- 


tion of mail should not be established. 

For the period September 26, 1950, 
through February 28, 1951, it fixed the 
sum of $268,710, with a base rate of 
80 cents applicable to the ratio of the 
scheduled miles flown during the month 
to the designated miles flown during 
the month, from March 1 to May 31, and 
from June 1 to March 31, 1952, with a 
base rate of 65 cents thereafter. 


C.A.B. Examiners to Issue 
Recommended Decisions in 


Rate Cases if Requested 


The Civil Aeronautics Board has 
announced adoption of amendment 8 
to part 302 of its procedural regula- 
tions to provide by rule that an ex- 
aminer in all rate proceedings will 
issue recommended decisions as in 
any other case, if any party to the 
proceedings makes timely request 
therefor. 


If no such request was made, the board 
said, the present procedure of certifica- 
tion directly to the board would be fol- 
lowed. 


The C.A.B. said that, at present, the 
procedural regulations of the board 
either did not provide for issuance of 
recommended decisions by examiners in 
proceedings for the determination of 
compensation for the transportation of 
mail, or of rates, fares or charges, or 
were not wholly clear on the procedure 
to be followed in the latter class of pro- 
ceedings. 


Recommends One-Carrier 
Overseas Air Service 


At Philadelphia 


Examiner Herbert K. Bryan, in a pro- 
posed report in No. 4228 et al., Philadel- 
phia-Transatlantic Service Case, has 
recommended to the Civil Aeronautics 
Board that an application of Trans 
World Airlines, Inc., to suspend transat- 
lantic service at Philadelphia be denied, 
and that an application of Pan Ameri- 
can World Airways, Inc., to suspend 
such service at Philadelphia be granted. 


The examiner said that the two car- 
riers had, in August 1949, filed applica- 
tions to suspend the service at Philadel- 
phia on the ground that the volume of 
traffic generated rendered service at that 
point uneconomic. 

After a discussion of the traffic gen- 
erated at Philadelphia, the examiner 
said there appeared no reason why the 
two carriers should be required to serve 
Philadelphia. With T.W.A. able to serve 
that point at a lower cost than Pan 
American, he said, it was the logical 
carrier to provide the _ transatlantic 
service. 


Air Rights Extended 


By an opinion and order in No. 4597, 
All American Airways, Inc.—Scranton- 
Wilkes-Barre-Harrisburg' service, the 
Civil Aeronautics Board has adopted the 
recommendations of one of its examiners 
and authorized All American to extend 
its operations in the transportation of 
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persons, property and mail over route 
No. 97, segment 3, beyond the interme- 
diate point Harrisburg, Pa., to the ter- 
minal point Scranton-Wilkes-Barre, Pa, 


P. U. & D., Airfreight | 
Agreements Approved 


The Civil Aeronautics Board has is- 
sued an order, serial number E-5438, 
approving agreements made by Slick 
Airways, Inc., Oceanic Forwarding Co., 
various air carriers, and other carriers, 

Among other subjects of agreement 
between Air Cargo, Inc., and certain air 
carriers, and local cartage companies, 
are arrangements for pick-up and de- 
livery service at Niagara Falls, N.Y.; 
Medford, Ore.; New York City; Detroit, 
Mich.; Honolulu, T.H.; West Palm 
Beach, Fla., Akron, O.; Seattle, Wash.; 
and Buffalo, N.Y. 

Agreements establishing  airfreight 
agencies involve the following points: 
San Francisco and Los Angeles, Calif.; 
and New York City. 


Ask End of ‘Family Fares 
Plan’ for Air Carriers ' 


Chicago & Southern Airlines, Inc., and 
Braniff Airways, Inc., have asked the 
Civil Aeronautics Board not to extend 
the so-called “family fares plan” which 
grants half-fare to members of a family 
traveling by air with the head of the 
family on Monday, Tuesday and 
Wednesday of any week, beyond the 
present expiration date, June 30. 

The fares are published in Agent Red- 
fern’s local and joint passenger rules 
tariff No. PR-3, C.A.B. No. 27. The pro- 
test of the two airlines was docketed as 
a complaint, No. 4973. 

The protesting airlines said, among 
other things, that the conditions in 
1948, when the family fares plan was 
made effective, no longer existed in the 
face of greatly swollen traffic. It was 
their view that airlines had joined in 
the plan for competitive reasons, and 
they asserted that, as such a method of 
rromoting traffic was no longer neces- 

iy, it should not be continued. 
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Maritime Head Finds Keel 
Laying of First Mariner 


Class Vessel Significant 


On the occasion of the laying of 
the keel of the first of the new 
“mariner class” vessels at Sun Ship- 
building & Dry Dock Co., Chester, 
Pa., June 15, Vice Admiral E. L. Coch- 
rane, chairman of the Federal Mari- 
time Board and Maritime Adminis- 
trator, said that the shipbuilding in- 
dustry had “turned the tide after the 
thin postwar years.” He said there 
was a need for new fast tankers, for 
modern troop transports in addition 
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Fewer Moving Parts 


| Fewer Wearing Farts! 





Kewl lea = Farreanks-Morse 
“| Ja. wed OPPOSED-PISTON DIESEL MOTIVE POWER 


A moving part is a wearing part — one that consumes man-hours 
and money for maintenance and replacement. 

This fact underlies much of the success of Fairbanks-Morse Diesel 
locomotives. They are powered by unique Opposed-Piston Diesel 
engines. With two pistons in each cylinder — no valves, no cylinder 
heads — they have up to 40% fewer moving parts and a five million 
horsepower record of easy, low-cost maintenance. 


Fairbanks, Morse & Co., Chicago 5, IIl. 


FAIRBANKS-MORSE 


a name worth remembering 


DIESEL LOCOMOTIVES AND ENGINES + ELECTRICAL 
MACHINERY + PUMPS + SCALES + HOME WATER 
SERVICE EQUIPMENT + RAIL CARS + FARM 
MACHINERY + MAGNETOS 
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to those in reserve and in the present 
passenger fleet, and for new ocean- 
going ore carriers. 


He asserted that the mariner class ves- 
sels were those on which the country 
would rely for the most difficult tasks in 
the event of a “large scale conflict.” 
Their carrying capacity in terms of size 
and speed, he said, was two and one- 
half times that of the 10-knot Liberty 
vessels. 


As to the laying of the keel of the 
me Mariner,” Admiral Cochrane 
said: 

“This represents the beginning of a 
ship construction program to meet the 
mobilization problem before the Mari- 
time Administration. These ships will 
also be a step of progress in the develop- 
ment of the American merchant marine 
in its commercial problems. We must 
consider also the need for new fast tank- 
ers. We must consider the need for mod- 
ern troop transports over and above those 
in reserve and in the present passenger 
fleet, and the need for new ocean-going 
ore carriers.” 


He said the keel-laying was part of a 
series of events in shipping, including 
that event, the putting into commission 
of a second big passenger liner for the 
Mediterranean service, and conclusion of 
trial runs of the only new cargo ship 
built by the government since the war, 
the “Schuyler Otis Bland,” and the chris- 
tening at Newport News of the greatest 
passenger liner ever built in this country. 


Ships For European Services 


Examiner Robert Furness has recom- 
mended a partial grant of bareboat 
charters requested in M-33, South Atlan- 
tic Steamship Line, Inc. 


He recommended that the Federal 
Maritime Board certify to the Secre- 
tary of Commerce that the applicant be 
permitted to bareboat charter two gov- 
ernment-owned, war-built, dry-cargo 
vessels for use in the South Atlantic/ 
United Kingdom and Atlantic-Europe 
services. 


The examiner further recommended 
that the board certify that the applicant 
had not shown that service from Balti- 
more and Philadelphia to the same des- 
tinations were inadequate. The appli- 
cant had asked use of the vessels for 
calls eastbound only at Philadelphia 
and/or Baltimore as cargo offered to 
load bulk grain in liner parcels and/or 
armed services cargo for United King- 
dom and/or continent Bordeaux-Ham- 
burg range. 


Ocean Ship Agreements 


The Federal Maritime Board has be- 
fore it for approval the following agree- 
ments: 

No. 7860-5, between member lines of 
the Swiss-North Atlantic Freight Con- 
ference, modifying the basic agreement 
to provide that the maximum commis- 
sion to Swiss agents should be one per 
cent of the net ocean freight on gold 
shipments and 5 per cent on net ocean 
freight on all other cargo. The original 
agreement provided for 5 per cent on all 
cargo. 

No. 7823, between Osaka Shosen 
Kaisha, Ltd., and Shinnihon Steamship 
Co., Ltd., covering establishment of joint 
cargo and limited passenger service be- 











tween Japan, the Philippines, and Pacific, 
Atlantic, and Gulf coast ports of the 
United States, under the trade name 
“OSK-Shinnihon New York Line.” 





A.P.L. Subsidized Sailings 
Approved as of Jan. 1, ‘47 


The Federal Maritime Board by a re- 
port in S-25, American President Lines, 
Ltd.—Intercoastal Operations, Round- 
the-World Service, has found the appli- 
cant or its predecessor to have been in 
bona-fide operation as a common Car- 
rier by water in the intercoastal trade in 
1935 and that it has so operated since 
that time except as to interruptions of 
service over which it had no control. 

The proceeding was instituted when 
A.P.L. filed an application for resump- 
tion of subsidized operations effective 
January 1, 1947, as to operations in its 
round-the-world service which had been 
interrupted as a result of World War II. 


The board said A.P.L. had operated 
under an agreement with the Maritime 
Commission dated October 6, 1938, cover- 
ing operations of passenger vessels in 
trans-Pacific service and combination 
vessels in round-the-world service, in- 
cluding intercoastal operations west- 
bound, until prevented by war condi- 
tions in 1942. It said operations were re- 
sumed January 1, 1947, with the approval 
of the M.C., subject to the necessary 
findings. 

Only Pan Atlantic Steamship Co., of 
four intervening steamship companies, 
now asserted that A.P.L. had not op- 
erated in the intercoastal trade since 
1935, the board said. The board found 
that operations of A.PL. continued, 
except for interruptions due to a strike 
of longshoremen and crews, from Oc- 
tober 30, 1936, until February 4, 1937, 
and that sailings with no more than a 
60-day interval in a five-month period 
in 1938, when there was a reduction in 
service to strengthen the company’s fi- 
nancial position and management by 
extensive repairs and improvement of 
vessels, did not amount to a cessation 
or interruption of service. 


Deadweight Charge Complaint 


The Federal Maritime Board has dis- 
missed the complaint in No. 699, Hecht, 
Levis & Kahn, Inc., and New England 
Trading Corporation v. Isbrandtsen Co., 
Inc. 

The board’s order of dismissal said that 
the proceeding had been satisfied by re- 
spondent, and that complainants and 
respondent had requested dismissal. 


The board had ordered a hearing on 
one element of defense raised by the 
defendant in connection with refusal to 
deliver a shipment of jute until the 
complainant had paid dead freight on 
cargo booked but not carried, and a sum 
to cover damages due to the vessel’s 
detention at loading berth (T.W., Nov. 25, 
1950, p. 52). 


Alaska Ship Rates Argument 


The Federal Maritime Board has an- 
nounced oral argument June 25, in Wash- 
ington, D.C., in No. 711, Alaska Steam- 
ship Co.—Increased Rates. 


Argument will be on the respondent’s 
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petition to vacate the suspension order 
entered in the proceeding. 


That order suspended until September 
21 the operation of five tariff schedules, 
with some exceptions, filed to become ef- 
fective at various dates from May 21 to 
June 1, and proposing increased rates on 
various commodities between Seattle and 
Tacoma, Wash., and ports in the Bering 
Sea area, Alaska peninsula area, south- 
eastern and southwestern Alaska, and on 
certain passenger traffic (T.W., May 26, 
p. 69). 





Pakistan Sugar Rate Argument 


The Federal Maritime Board has set 
oral argument in No. 704, Afghan-Amer- 
ican Trading Co., Inc. v. Isbrandtsen Co., 
Inc., for 11 am., June 29, at Washing- 
ton, D.C. 

The proceeding involves an allegation 
of overcharge on shipments of refined 
sugar from New York to Pakistan. It 
was alleged that, contrary to an order 
of the Maritime Administration, requir- 
ing the filing of export rates within 30 
days of their effective date, the carrier 
had assessed charges under a rate not 
filed until six months after the effective 
date (T. W., Nov. 18, 1950, p. 51). 


Ponce Denied Ship Charter 


By a report in M-29, Ponce Cement 
Corporation—Application to Bareboat 
Charter a Dry-Cargo Vessel, the Federal 
Maritime Board has followed the recom- 
mendation of one of its examiners and 
declined to certify to the Secretary of 
Commerce need for chartering a war- 
built vessel to the applicant. 

The board adopted the finding of its 
examiner that there was no showing that 
service in the transportation of cement 
from Puerto Rico to Florida was not 
adequate. 


COURT NEWS 


Court Asked to Annul 


1.C.C. Order on Rail 


Rates on Electric Fuses 


The federal district court for the 
eastern district of Missouri, eastern 
division, has been asked to set aside 
an order of the Commission denying 
reparation on shipments of electric 
fuses, and finding just and reasonable 
proposed ratings on the fuses. 


The court case was docketed as civil 
No. 7973, McGraw Electric Co. v. United 
States of America. 

The complainant asked the court to 
set aside the order of the Commission 
in No. 29962, Bussman Manufacturing 
Co. Division of McGraw Electric Co. 
et al. v. Akron, Canton & Youngstown 
Railroad Co. et al., embracing I. and 
S. No. 5609, Classification Description— 
Electric Fuse Plugs (T.W., Jan. 28, 1950. 
p. 29). It asked the court to annul and 
suspend the Commission’s order, and t0 
compel the Commission “to prescribe 
and promulgate a new and proper order 
in the premises, and for an order and 
judgment” requiring the Commission t0 
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determine “the amounts of illegal freight 
charges exacted and collected from 
plaintiff by common carrier railroads 
over which it had made interstate ship- 
ments, and to order payment of repara- 
tion, with interest, because of excessive 
freight rates” it had paid. 

The complainant alleged that the 
Commission had erred in not finding 
unjust and unreasonable failure of 
railroads in Official Territory to accord 
to less-than-carload shipments of plug 
fuses and fuse plugs the class 70 rating 
published in exceptions to the Official 
Classification and applicable on fuse 
plugs, so that the electrical plug fuses 
it manufactured and shipped were clas- 
sified and charged first-class rating and 
rates. It estimated that $75,000 was due 
it in reparations. 


Fifth Circuit Appeals 
Court Reverses Conviction 


Of Atlanta Motor Carrier 


Secretary Bartel, of the Commis- 
sion, has issued a notice of reversal 
May 25 by the United States Court 
of Appeals for the Fifth Circuit, at 
New Orleans, of a judgment of the 
federal district court for the northern 
Georgia district, entered August 21, 
1950, whereby Russell C. House Trans- 
fer & Storage, Inc., Atlanta, Ga., was 
convicted of criminal contempt for 
violating an injunction issued 
against the carrier on May 22, 1941. 


The notice quoted the appeals court, 
in an opinion by Circuit Judge Borah, 
in reversing the conviction, as saying: 

“* * * The gravamen of the charge is 
not that appellant transported property 
between cities and points not authorized, 
which was the factual basis upon which 
the decree of 1941 was bottomed, but 
that the property transported was not 
‘household goods’ within the meaning of 
that term as used in its certificates of 
public convenience and necessity. The 
case was tried before the court upon a 
rule to show cause and the appellant 
was convicted on findings that the prop- 
erty transported was not ‘household 
goods’ and that the shipments were 
knowingly and willfully transported in 
violation of the Act and in violation of 
the injunction. This appeal followed. 

“The stipulated facts reveal that in 
June and July, 1949, appellant trans- 
ported four shipments of new uncrated 
gas kitchen stoves from a manufacturer 
at Cleveland, Tenn., consigned to an 
apartment housing project at Atlanta, 
Ga. These stoves were transported for 
a contractor who was building the apart- 
ments in which the stoves were installed 
as permanent fixtures. 

“The principal issue between the par- 
ties revolves around the question as to 
Whether or not these stoves constituted 
household goods as the term is used in 
appellant’s certificates of public con- 
venience and necessity. This question 
we need not and do not decide. We rest 
our decision on the fundamental prin- 
Ciples of justice here involved. 

“Basic in the law is the principle that 
no decree should be so broad as to place 
the entire conduct of one’s business 
under the jeopardy of punishment for 
contempt for violating a general in- 
Junction. Whenever a carrier has been 


adjudged to have violated the provi- 
sions of the interstate commerce act in 
a particular manner, the court may 
perpetually enjoin the carrier from fur- 
ther violations of the act by the means 
employed. But the court should not 
enjoin the carrier in general terms not 
to violate the act in any particular and 
thus subject the carrier to contempt pro- 
ceedings if it should at any time in the 
future commit some new violations, un- 
like and unrelated to that with which 
it was originally charged. [Citing au- 
thorities] Yet, this is precisely what 
the court did in the case at bar. 

“The 1941 injunction was issued in a 
proceeding involving a territorial viola- 
tion and did not specifically cover 
‘household goods’ but ‘property.’ The 
injunction decree was entered by con- 
sent of the parties and does not suggest 
that there was any commodity violation, 
actual or threatened, on the part of 
appellant. Furthermore, it was stipu- 
lated in the present proceeding that 
appellant was authorized to transport 
household goods between Tennessee and 
Georgia. Such being the situation, we 
are of the definite opinion that the in- 
junction, though in broad general terms, 
must be construed to be limited to the 
particular type of violation which 
brought it into being. So construed, 
the injunction is valid and the judg- 
ment holding appellant in contempt 
may not stand.” 


Explosive Rule Violation 


Secretary Bartel has issued a notice 
saying that the Commission has been 
advised that on May 14, a jury in fed- 
eral court at Salt Lake City, Utah, re- 
turned a verdict of guilty against The 
Ogden Union Railroad and Depot Co., 
and O. S. Eckersley, engine foreman of 
the carrier, following trial of the de- 
fendants on an information charging 
them with violation of the Commission’s 
explosives regulations. The notice said 
that the information alleged that the 
explosives regulations were violated in 
the cutting off of 12 carloads of explo- 
sives while they were in motion in the 
yard of the carrier at Ogden, Utah. 

On June 1, continued the notice, the 
defendants were called for sentence by 
the court at Salt Lake City, whereupon 
the court discharged both defendants 
without fine or imprisonment. The no- 
tice said the Commission was informed 
that both defendants gave assurances to 
the court that the regulations would be 
strictly adhered to and enforced here- 
after and, also, that the court took into 
consideration assertions of a long record 
for safety established by the railroad. 


MOTOR ACT PROSECUTIONS 


Digests of statements issued by the 
Secretary of the Commission concerning 
prosecutions, in federal courts, for vio- 
lations of motor carrier provisions of the 
interstate commerce act or of Commission 
— and regulations thereunder, appear 
below. 


Northern Ohio district, eastern di- 
vision, at Cleveland. The Ohio Pro- 
vision Co., of Cleveland, was fined $1,100, 
May 25, following its plea of guilty to 
an information charging it, a private 
carrier of property, with failing to re- 
quire its drivers to keep logs, with per- 
mitting and requiring its drivers to 
drive and operate motor vehicles for ex- 
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cessive daily hours and to remain on 
duty for excessive weekly hours, and with 
failing to have in its files doctors’ cer- 
tificates of physical examination for its 
drivers. The fine and costs were paid. 
Washington western district, northern 
division, at Seattle. George E. Hiscox, 
dba Hiscox Trucking Service, Seattle, on 
May 21, was fined $201 following entry of 
his plea of guilty to an information 
charging the defendant, a common car- 
rier, with failing to have in his files 
doctors’ certificates of physical examina- 
tions of his drivers, and with failing to 
require his drivers to keep drivers’ logs. 
The fine was required to be paid. 
Louisiana western district, Lake 
Charles division, at Lake Charles. On 
May 23, in a civil proceeding instituted 
by the Commission, a permanent injunc- 
tion was entered enjoining and requiring 
the defendant, Mrs. Amaze V. Barras, 
dba Barras’ Transfer Line, Lafayette, 
La., in connection with all C.O.D. ship- 
ments transported by her, to remit with- 
in the time specified in the rules and 
regulations prescribed by the Commis- 
sion all sums of money collected by the 
defendant for consignors. The proceed- 
ing was based on allegations that the 
defendant, a common carrier of prop- 
erty, had in several instances since June 
1, 1949, failed to remit within 10 days 
the proceeds of collections effected by 
her when delivering interstate C.O.D. 
shipments, in violation of the Commis- 
sion’s rules issued in Ex Parte MC-42, 
Handling of C.O.D. Shipments. 
Tennessee eastern district, southern 
division, at Chattanooga. Fines aggre- 
gating $362.49 were imposed, May 18, on 
Carl D. Jacobs, of Morrison, Tenn., and 
Red Kap Garment Co., a partnership, 
of Nashville, Tenn., following entry of 
their separate pleas of nolo contendere 
to an information charging each with 
violations. The fines and costs were re- 
quired to be paid. Jacobs was charged 
with operating as a common carrier for 
compensation without a certificate. Red 
Kap Garment Co., for which the trans- 
portation services were rendered, was 
charged with aiding and abetting Jacobs 
in his unauthorized operations. 
Arkansas western district, Texarkana 
division, at Texarkana. Fines aggregat- 
ing $1,050 were imposed May 30, on Cecil 
Sims, dba Sims Truck Line, and Tex.- 
Ark. Rock Wool Corporation, both of 
Texarkana, following entry of their 
separate pleas of nolo contendere to an 
information charging each with viola- 
tions. Sims was fined $300 on the first 
three counts of the information, and 
imposition of sentence on the remain- 
ing 12 counts was deferred during a 
three-year probationary period. The cor- 
poration was fined $750. The fines were 
required to be paid. Sims was charged 
with engaging in the business of a con- 
tract carrier of property for compensa- 
tion without a permit. Tex.-Ark Rock 
Wool Corporation, for which the trans- 
portation services were rendered, was 
charged with aiding and abetting Sims 
in his unauthorized operations. 
Pennsylvania middle district, at Wil- 
liamsport. On June 4, John F. Walter, 
of Newville, Pa., was fined $500 follow- 
ing entry of his plea of guilty to an in- 
formation charging the defendant with 
engaging in the business of a contract 
carrier of property wtihout a permit. The 
fine was imposed on the first five counts 
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of an information containing 15 counts. 
Imposition of sentence on the remaining 
counts was deferred during a three-year 
probationary period. The fine was re- 
quired to be paid. 

Wyoming district, at Cheyenne. Phil N. 
Freese, of Rawlins, Wyo., on May 31, was 
fined $350 following entry of his plea of 
guilty to an information charging him 
with operating as a common Carrier of 
property for compensation without a cer- 
tificate. The fine was paid. 


Ninth Circuit Court of Appeals, at San 
Francisco, Calif. The court affirmed 
judgment of the federal district court for 
the western Washington district, entered 
September 20, 1950, in a civil action 
brought by the Commission against 
United Truck Lines, Inc., of Spokane, 
Wash., wherehy the latter was enjoined 
from transporting property in interstate 
commerce over U. S. highway No. 30 
between Boise, Idaho, and Pasco, Wash., 
without first obtaining a certificate or 
other appropriate authority from the 
Commission. United had contended it 
was authorized to operate over the 
named highway and to serve Pasco as an 
off-route point in connection with its 
authorized regular route between Boise 
and Spokane, Wash. In an opinion by 
Circuit Judge Healy, the court of ap- 
peals upheld the position taken by the 
Commission in many application pro- 
ceedings to the effect that the term “off- 
route point” should be restricted to 
points reasonably close to the carrier’s 
regular routes. The court said that Pasco 
was more than 200 miles distant from 
the point at which appellant had been 
departing from its Boise-Spokane regu- 
lar route in order to serve Pasco. 

Northern Mississippi district, western 
division, at Oxford. Clarence Caldwell 
Clark, dba Clark’s Truck Line, of Ponto- 
toc, Miss., was fined $300, June 4, follow- 
ing his plea of guilty to an information 
charging him with failing to require his 
drivers to prepare and keep daily logs 
and with failing to require a driver to 
keep logs in the form and manner pre- 
scribed by the Commission. The fine 
was paid. 

Western New York district, at Roch- 
ester. Fines totaling $2,100 were im- 
posed, May 28, on William B. Duffy, 
dba Wm. B. Duffy Carting Co., and 
George P. Roessel, both of Rochester, 
Karl Brandon, Same Rose, William (Bill) 
McDonald, Fred Hallock and Jack Rou- 
lan, following their separate pleas of 
guilty to informations charging them 
with violations of part II. The carrier 
defendant William B. Duffy and defend- 
ant George P. Roessel, his manager, were 
fined $800 each. Each defendant was 
required to pay $300 and the remaining 
portions of the fines were suspended. 
* Each of the five drivers was fined $100, 
which fines were suspended. William B. 
Duffy was charged with operating as a 
common carrier of property for compen- 
sation without a certificate authorizing 
the described operations; with permitting 
and requiring his drivers to remain on 
duty for excessive weekly hours; with 
failing to require his drivers to keep logs 
in the form and manner prescribed by 
the Commission; and with failing to have 
on file certificates of physical examina- 
tion for drivers. George P. Roessel was 
charged with aiding and abetting Wil- 
liam B. Duffy in the commission of the 
said offenses. The drivers were charged 


‘ liamsport. 


with failing to keep drivers’ logs in the 
form and manner prescribed by the 
Commission. 

Middle Pennsylvania district, at Wil- 
Russell H. Crawford, dba 
R. H. Crawford, of Hanover, Pa., was 
fined $500, June 4, following his plea of 
guilty to an information charging him 
with operating as a common carrier of 
property without a certificate authorizing 
the described operations, and with fail- 
ing to preserve copies of receipts or bills 
of lading issued by him for shipments 
in interstate commerce. The fine was 
required to be paid. 

Middle Pennsylvania district, at Wil- 
liamsport. Frank Saita and Benjamin 
Saita, of Scranton, Pa., dba Saita Broth- 
ers, were fined a total of $1,000, June 4, 
following their separate pleas of guilty 
to an information charging them with 
operating as a common carrier of prop- 
erty without a certificate authorizing the 
described operations, and with granting 
concessions to shippers. Each defendant 
was fined $500 on the first 10 counts of 
an information containing 50 counts. 
Imposition of sentence on the remaining 
counts was deferred as to each defendant 
during a probationary period of three 
years. 

North Dakota district, at Fargo. Minot- 
Portal Transfer Service, a partnership 
consisting of I. R. Dunnell and M. P. 
Torvik, of Minot, N.D., was fined $175, 
and was required to pay costs of $96, 
June 5, following its plea of guilty to an 
information charging it with transporting 
property without a certificate authorizing 
the described operations. The fine and 
costs were paid. 

Eastern Washington district, southern 
division, at Walla Walla. Herrett Truck- 
ing Co., Inc., of Walla Walla, was fined 
$175, May 14, following its plea of guilty 
to an information charging it with 
operating as a common carrier of prop- 
erty for compensation, without a certifi- 
cate authorizing the described opera- 
tions. Costs were assessed in the sum 
of $44.20, and fine and costs were paid. 

Northern Alabama district, southern di- 
vision, at Birmingham. Baggett Trans- 
portation Co., of Birmingham, was fined 
$390, June 6, following its plea of nolo 
contendere to an information charging 
it with operating as a common carrier 
of property for compensation without a 
certificate authorizing the described op- 
erations. The fine was required to be 
paid. 


MISCELLANEOUS DECISIONS 
Regulation of Common Carriers 
Cases Recently Decided by 


State and Federal Courts 


Digests taken from Reporters and Digests of 
National Reporter Systems published by West 
Publishing Company, St. Paul, Minn. Copy- 
right, 1947, by West Publishing Company. 





United States District Court, W. D. 

Missouri W. D. 

In action to restrain the Interstate 
Commerce Commission from enforcing 
its order, where plaintiff neither by oral 
argument nor in its brief undertook to 
sustain its contention that the order 
of the Commission was arbitrary, capri- 
cious and unsupported by substantial 
evidence, District Court would conclude 
that plaintiff had abandoned the issues, 
but if not so found, then the issues 
would be found against plaintiff’s con- 
tention for failure to point out and 
sustain the burden cast upon him. In- 
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terstate Commerce Act, Secs. 201 et seq. 
49 U.S.C.A., Sec. 301 et seq.; Adminis- 
trative Procedure Act, Secs. 5, 7, 8, 5 
U.S.C.A. Secs. 1004. 1006, 1007. 


In proceedings on application for cer- 
tificates of authority filed by a motor 
carrier with the Interstate Commerce 
Commission, formal hearings, were not 
required as in a case of adjudication re- 
quired by Administrative Procedure Act 
to be determined on the record either by 
virtue of the Interstate Commerce Act 
or by due process of law. Interstate 
Commerce Act, Secs. 201 et seq., (207(a), 
49 U.S.C.A. Secs. 301 et seq., 307(a); 
Administrative Procedure Act, Secs. 5, 
7, 8, 11, 5 U.S.C.A. Secs. 1004, 1006, 1007, 
1010. 


Under the statutory scheme devised by 
Congress for the issuance of authority 
to motor carriers, discretion is lodged in 
the Interstate Commerce Commission as 
to whether or not a certificate of au- 
thority is to be issued in the public in- 
terest. Interstate Commerce Act, Sec. 
207(a), 49 U.S.C.A. Sec. 307(a). 

Where plaintiff filed an application 
with the Interstate Commerce Commis- 
sion for a certificate of public conven- 
ience and necessity to extend its opera- 
tion as a common motor carrier, the 
fact that hearing was conducted by an 
examiner, who was not appointed by the 
commission as provided by the Adminis- 
trative Procedure Act did not convert 
hearing into an unconstitutional one, or 
deny the plaintiff due process of law in 
the inquiry and consideration of its ap- 
plication, Interstate Commerce Act, Secs. 
201 et seq., 207(a), 49 U.S.C.A. Secs. 301 
et seq., 307(a); Administrative Procedure 
Act, Sec. 11, 5, U.S.C.A. Sec. 1010. (Riss 
& Co. v. United States, 96 F. Supp 452). 


s & s 


Supreme Court of Nebraska 


The matter for decision is an appeal 
from an order of the Nebraska State 
Railway Commission, while acting within 
its jurisdiction, is that the order is or 
is not unreasonable or arbitrary. 

It is competent for the State Railway 
Commission to clarify a previously is- 
sued certificate of public convenience 
and necessity if the certificate is in- 
definite, ambiguous, or uncertain in its 
terms or provisions. 

The statutory provisions relating to 
the issuance of common-carrier cer- 
tificates provide the exclusive method 
for obtaining a valid certificate of con- 
venience and necessity. R. R. S. 1943, 
Secs. 75-228 to 75-230. 

The existence of an adequate and 
satisfactory service by motor carrier al- 
ready in an area is a complete negation 
of a public need and demand for added 
service by another carrier. 

It is incumbent upon the Railway 
Commission to give carrier authorized 
to operate in a territory opportunity to 
furnish any additional service required 
to satisfy public by means prescribed 
by Commission, and if they fail or re- 
fuse to comply with directions and re- 
quirements of Commission, it may then 
favorably consider applications of others 
to enter field. 

In determining issue of public con- 
venience and necessity, controlling ques- 
tions are whether the operation will 
serve a useful purpose responsive to 4 
public demand or need, whether this 
can or will be served as well by existing 
carriers and whether it can be served 
by applicant in a specified operation 
without endangering or impairing the 
operations of existing carriers contrary 
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to public interest. R. R. S. 1943, Secs. 
75-228 to 75-230. 

In proceeding to secure certificate of 
convenience and necessity to operate as 
a motor common carrier, the evidence 
failed to sustain finding of Railway 
Commission that present and future 
public convenience and necessity re- 
quired proposed operation as a motor 
common carrier for hire by irregular 
routes upon the highways of the state 
from and to all the refining, producing 
and shipping terminals of oil in the 
state to points within 13 counties. R. R. 
S. 1943, Secs. 75-228 to 75-230. 

In an application to secure a certifi- 
cate of public convenience and neces- 
sity to operate as a motor common car- 
rier, the burden was upon applicant to 
show that the operation he proposed 
was and would be required by present 
or future public convenience and ne- 


cessity. R. R. S. 1943, Secs. 75-228 to 
75-230. (Application of Canada, 47 N. 
W. 2d 507). 


LOSS AND DAMAGE DECISIONS 
Traffic Cases Recently Decided by State and 
Federal Courts 


Digests taken from Reporters and Digests of 
National Reporter System, published by West 


Paul, Minn. Copy- 


Publishing Company, St. 
Publishing Company. 


right, 1947, by West 


Loss of or Injury to Goods 


United States Court of Appeals, Sixth 
Circuit 


Under bill of lading which required 
as condition to precedent to recovery, 
that claims be filed in writing with car- 
rier, notice contemplated was required 
to be given by claimant and not by 
others, and therefore assertion of dam- 
age by persons who had contracted for 
some portion of goods, title to which had 
not passed, would not constitute such 
claim as was required to satisfy condi- 
tion precedent stated in bill of lading, 
where persons asserting damage were 
not agents of owner of damaged goods. 
Interstate Commerce Act, Sec. 20(11), 
49 U.S.C.A. Sec. 20(11); Bill of Lading 
Act, Sec. 20, 49 U.S.C.A. Sec. 101. 


A bill of lading providing that, as 
condition precedent to recovery, claims 
must be filed in writing within nine 
months after delivery of property was 
authorized .under Interstate Commerce 
Act and had sanctity of contract. In- 
terstate Commerce Act, Sec. 20(11), 49 
U.S.C.A. Sec. 20(11); Bill of lading Act, 
Sec. 20, 49 U.S.C.A. Sec. 101. 


Where claim for damage to frozen 
fruit was not filed within period re- 
quired by bill of lading, there could be 
no recovery for damage. Interstate 
Commerce Act, Sec. 20(11), 49 U.S.C.A. 
Sec. 20(11); Bill of Lading Act, Sec. 20, 
49 U.S.C.A. Sec. 101. 

Railroad carrying perishable goods is 
subject to rule, applicable to all bailees, 
that evidence of delivery of shipment to 
carrier in good condition and delivery 
by carrier in bad condition makes out 
prima facie case of negligence. Inter- 
state Commerce Act, Sec. 20(11), 49 
U.S.C.A. Sec. 20(11); Bill of Lading Act, 
Sec. 20, 49 U.S.C.A. Sec. 101. 

_ In action under Carmack Amendment 
‘o Interstate Commerce Act to recover 
‘rom railroad for damage to frozen 
truit, evidence sustained trial court’s 
‘inding that plaintiff had failed to es- 
tablish delivery of shipment to carrier 
in good condition and record established 


that railroad had given reasonable pro- 
tective service of kind and extent re- 
quested. Interstate Commerce Act, Sec. 
20(11), 49 U.S.C.A. Sec. 20(11); Bill of 
Lading Act, Sec. 20, 49 U.S.C.A. Sec. 101. 
(Delphi Frosted Food Corp. v. Illinois 
Cent. R. Co., 188 F.2d 343). 


* * * 


Circuit Court of Appeals of Texas, 
Amarillo 


In action to recover for damages to 
refrigerator allegedly sustained during 
transportation by common carrier in in- 
terstate commerce, liability of initial 
carrier was fixed by provisions of Car- 
mack Amendment to Interstate Com- 
merce Act, and judgment was properly 
rendered against the initial carrier. In- 
terstate Commerce Act, Sec. 20(11), 49 
U.S.C.A. Sec. 20(11). 


Where refrigerator shipped in inter- 
state commerce was delivered in dam- 
aged condition, delivering carrier was 
subject to presumption that damage oc- 
curred on its line. Interstate Commerce 
Act, Sec. 20(11), 49 U.S.C.A. Sec. 20(11). 

Under Carmack Amendment to Inter- 
state Commerce Act, no liability is 
placed on intermediate carrier, and no 
presumption arises that damage occurred 
on line of intermediate carrier. Inter- 
state Commerce Act, Sec. 20(11), 49 
U.S.C.A., Sec. 20(11). 

In action to recover for damages to 
refrigerator allegedly sustained during 
transportation by common carriers in 
interstate commerce, evidence failed to 
establish that damage had occurred on 
a line of intermediate carrier and there- 
fore, under Carmack Amendment to In- 
terstate Commerce Act, trial court’s 
judgment against the intermediate car- 
rier could not stand. Interstate Com- 
merce Act, Sec. 20(11), 49 U.S.C.A. Sec. 
20(11). 

Where proof tends to establish fact 
and it is within power and to interest 
of opposing party to disprove it, if false, 
silence of opposing party not only 
strengthens probative force of affirma- 
tive proof, but of itself is clothed with 
certain probative force, however, such 
inference from silence of opposing party 
must be taken in connection with proof. 

In action to recover for damages to 
refrigerator allegedly sustained during 
its transportation by common carrier in 
interstate commerce failure of interme- 
diate carrier to produce waybill alleged 
to have been delivered to intermediate 
carrier by delivering carrier, and pur- 
portedly containing notations damaging 
to intermediate carrier would not raise 
presumption against intermediate car- 
rier that damage had occurred .on. its 
lines, where there was no initial proof 
tending to establish fact of any loss on 
intermediate carrier’s line and no evi- 
dence that waybill had actually been 
delivered to carrier or that timely de- 
mand therefore had been made by 
shipper. Interstate Commerce Act, Sec. 
20(1)), 49 U.S.C.A. Sec. 20(11). 


In action to recover for damages to 
refrigerator allegedly sustained during 
transportation by common carriers in 
interstate commerce, where initial car- 
rier filed cross-claim seeking judgment 
against intermediate carrier but in sub- 
sequent amended answer abandoned any 
effort to secure such judgment, trial 
court erred in granting initial carrier 
judgment as against intermediate car- 
rier, in absence of any pleadings to sup- 
port such judgment. Interstate Com- 
merce Act, Sec. 20(11), 49 U.S.C.A. Sec. 
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20(11). (Strickland Transp. Co. v. John- 
ston, 238 S.W. 2d 717). 


* * * 


United States Court of Appeals, Fifth 
Circuit 


A carrier is not responsible for damage 
to a shipment caused solely by opera- 
tion of natural laws upon it or by an 
act or default of shipper which proxi- 
mately causes the damage. 

Where Christmas trees were placed in 
a steel car, which was in good condi- 
tion, but trees themselves were excessively 
wet, there was no unreasonable delay in 
delivery of car, and seals on car were 
unbroken at time of delivery, carrier was 
not responsible for damage to trees 
resulting from excessive moisture and 
gradually increasing heat while car was 
en route from Vermont to Florida. 

In action for damage to car load of 
Christmas trees shipped from Vermont 
to Florida, evidence that a second car 
was shipped at the same time and ar- 
rived without damage did not require 
conclusion that carrier was negligent, 
there being no showing that second car 
contained trees which were as old or as 
wet as trees comprising shipment in con- 
troversy (Austin v. Seaboard Air Line R. 
Co., 188 F. 2d 239). 


SHIPPING DECISIONS 


Cases Recently Decided by State and 
Federal Courts 


Digests taken from Reporters and Digests of 
National Reporter System, published by West 


Publishing Company, St. Paul, 


Minn. Copy- 
right, 1947, by West 


Publishing Company. 


United States Court of Appeals, Fifth 
Circuit 


Where libellants were operating re- 
spondent’s vessel under a time charter 
which contemplated a number of voy- 
ages and vessel was engaged for trans- 
portation of bananas, a highly perish- 
able freight, parties intended that ves- 
sel would carry only a cargo of fresh 
green bananas and such was implied 
condition under which performance of 
respondent’s warranty as to insulation 
and refrigeration of vessel was to be 
tested, and therefore breach of warranty 
which would justify rescission could not 
be determined solely on temperature 
records in absence of an affirmative 
showing that cargo for voyage was one 
fit for shipment and of kind that was 
intended, and inquiry was whether, 
when laden as intended, vessel was 
capable of maintaining hold tempera- 
ture warranted. 

Libellant, who was operating respond- 
ent’s vessel on a time charter for pur- 
pose of transporting bananas, had bur- 
den of proving breach of respondent’s 
warranty that vessel was adequately 
insulated and provided with refrigeration 
equipment, capable of maintaining hold 
temperature, and if libellant proved that 
vessel could not, he proved a breach. 


In admiralty, if finding as to good 
order and condition of cargo of bananas 
at time placed aboard respondent’s ves- 
sel by libellant. who was operating ves- 
sel under time charter for shipment, 
was left in doubt or was so inconclusive 
that commissioner and trial judge could 
come to no conclusion on issue, finding 
though negative in form was neverthe- 
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less an affirmative finding, and Court 
of Appeals would be required to respect 
it unless it could say finding was clearly 
erroneous. 

In admiralty proceeding to rescind 
time charter of vessel used by libellant 
for transportation of bananas finding 
that good order and condition of banana 
cargo was in doubt in time bananas were 
loaded on vessel by libellant was not 
clearly erroneous and was binding on 
Court of Appeals. 

Where respondents warranted that 
vessel’s insulation and _ refrigeration 
equipment was capable of maintaining 
required hold temperature of bananas, 
and thereafter libellant sought to rescind 
for breach of warranty, but failed to 


prove condition of shipment of bananas 
when made, libellant failed to establish 
breach of charter which would justify 
rescission. 

In admiralty proceedings by libellant 
to rescind time charter of vessel, hired 
for transportation of bananas, on ground 
that vessel was unfit to carry shipment 
of bananas, evidence sustained finding 
that libellant failed to establish by pre- 
ponderance of evidence that its fruit was 
in actual good order and condition at 
time of shipment. 

On an appeal in admiralty, Court of 
Appeals has power to find facts de nova, 
but has a reluctance to do so. (Lucayan 
Transports v. McCormick Shipping 
Corp., 188 F.2d 202). 


TRANSPORTATION 
LEGISLATION 





Government Policies in Rail Seizure 
Assailed in Report to Senate Group 


Effects of U.S. Operation of Carriers, Called ‘Predictable and 
Profitable’ at Present for Management, Should Constitute ‘Risky 
Speculation,’ Committee Staff on Rail Labor Dispute Inquiry Avers. 


Policies of the executive branch 
of the federal government in con- 
nection with the seizure of the na- 
tion’s railroads through the Depart- 
ment of the Army were assailed in a 
report prepared for the Senate labor 
and public welfare committee by the 
staff of its subcommittee on labor- 
management problems, based on the 
committee’s recent investigation of 
unsettled disputes between the rail- 
roads and the operating employe 
brotherhoods (T.W., April 7, p. 63). 


Government seizure and operation of 
the railroads, it was said in the staff re- 
port, was “a legal fiction without sub- 
stance.” 

“The seizure,” it asserted, “is a token 
seizure; the operation is a token opera- 
tion ... The plain and indisputable fact 
is that the railroads are now being op- 
erated by railroad management...” 


At another point in its report—made 
public before it had been considered by 
the committee—the subcommittee staff 
averred that the effects of the seizure 
of the railroads were “profitable and pre- 
dictable” for the employer. 


Legislative Study Indicated 


“Under the circumstances,” it contin- 
ued, “it is quite clear that the carriers 
have no incentive to avoid seizure, no 
motive to settle with their employes in 
order to avoid government operation. 
The committee believes that seizure 
should be unprofitable for both sides in 
a labor dispute so that they will both 
strive earnestly to avoid it. The com- 
mittee believes that the effects of seizure 
should be unpredictable so that it will 
constitute a risky speculation, so that 
both parties may find amicable settle- 
ment through collective bargaining more 


profitable than the uncertainties involved 
in government seizure and operation. 
The committee is now studying ways 
and means of achieving these desirable 
effects.” 


Involved in the disputes under in- 
vestigation at the hearings, the subcom- 
mittee staff said, were the Brotherhood 
of Railroad Trainmen (whose dispute 
with the carriers was settled after the 
staff report had been written), the Order 
of Railway Conductors, the Brotherhood 
of Locomotive Firemen and Enginemen, 
and the Brotherhood of Locomotive En- 
gineers. It recalled that the railroads 
had been seized by the government, un- 
der an executive order issued by Presi- 
dent Truman August 25, 1950, to avert 
a strike then threatened by the O.R.C. 
and B.R.T., and that the Secretary of 
the Army, having seized the roads, as- 
signed the responsibility for operations 
to Karl R. Bendetsen, Assistant Secretary 
of the Army. 


Extensively discussed in the staff re- 
port was the “memorandum of agree- 
ment” which the heads of the four “ops” 
and the rail wage conference committee 
chairmen signed at the White House, un- 
der the aegis of John R. Steelman, as- 
sistant to the President, December 21, 
1950, and which the brotherhoods sub- 
sequently repudiated. 


Comment About Steelman 


Although it regarded Mr. Steelman as 
a man who had “established an unassail- 
able reputation as an _ outstandingly 
competent and effective mediator,” the 
committee staff expressed the view that 
“in his zeal for the public good, Dr. 
Steelman allowed himself to become in- 
volved in the dispute (between the rail- 
roads and the ‘ops’) in a manner which 
has compromised his effectiveness and 
has placed the President in an unneces- 
sarily difficult position.” It said that, 


‘TRAFFIC WoRLD 


after having “labored through arduous 
months” as chief mediator of the dispute, 
Mr. Steelman, in the “memorandum of 
agreement” of last December 21, “al- 
lowed himself to be named ... as the 
arbitrator of disputes arising out of the 
very settlement which he thought had 
been produced by his mediation.” It 
contended that Mr. Steelman “made of 
himself a vulnerable target when he con- 
sented to become the arbitrator of ques- 
tions arising out of that memorandum 


Listed in the staff report were some 
railroad executives to whom Assistant 
Secretary Bendetsen had delegated re- 
sponsibilities for operation of the rail- 
roads, as regional directors or as assist- 
ant regional directors. The staff said 
the list demonstrated that in his opera- 
tion of the railroads under government 
seizure the Assistant Secretary of the 
Army had had “the benefit of the ad- 
vice and counsel of management officials 
of the carriers.” It contended that “all 
decisions and directives of the govern- 
ment affecting labor-management rela- 
tions on the railroads are being deter- 
mined by exactly the same personnel 
as before seizure.” 

“It is undoubtedly true,” it continued, 
“that the Assistant Secretary makes the 
final decisions. But he does not make 
these decisions in a vacuum. If they 
are wise decisions, if they are applicable 
to the actual functioning of the rail- 
roads, they must be made on the basis 
of the advice and counsel he receives 
from railroad management. The only 
difference, and it is a disturbing one, 
is that under seizure railroad manage- 
ment has been vested with the power 
and prestige of the federal government 
. . . Government seizure has the effect 
that the same railroad management can 
now impose its will by the very power of 
the government itself .. . Behind every 
decision railroad management makes 
there now stands poised the power of the 
government... 


Army Department and Rail Labor 


“The committee is surpised and dis- 
turbed to learn that, in connection with 
its seizure and operation of the rail- 
roads, the Department of the Army has 
not consulted with nor sought the serv- 
ices of any representative of railroad 
labor ... The committee cannot con- 
ceive of any reason why the Army has 
seen fit voluntarily to deprive itself 
of the manifold advantages which would 
result from the service of competent 
and experienced railway labor personnel 
... The fact that the Army has selected 
its help entirely from the side of rail- 
way management operates to prevent 
the type of objective impartiality which 
the government should preserve in this 
situation ... 


“The Assistant Secretary, of course, 
is not to be blamed, either for the nature 
of his operations staff, nor for the agree- 
ments which will protect the carriers 
from economic detriment during the 
period of government operations. In 
both respects he is simply following 4 
well-established pattern. But the com- 
mittee does not object to the pattern... 


“The committee also strongly believes 
that government seizure should not op- 
erate to insure the owners against eco- 
nomic loss .. . By the very act of seizure 
the government protects ... the carriers 
from economic loss, and the pattern of 
seizure guarantees against loss during 
government operations. 


“Thus the carrier has everything to 
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gain and nothing to lose from govern- 
ment seizure...” 


With respect to the brotherhoods’ de- 
mand for a 40-hour week with 48 hours’ 
pay for yardmen, the staff report con- 
tained the observation that, “with the 
exception of a few substandard indus- 
tries, railroad yardmen are the only 
large group of American employes who 
still have a regular workweek in excess 
of 40 hours a week without penalty over- 
time.” It saw no justification for “this 
discrimination against yardmen.” 


Railroads Called ‘Favored Industry’ 


“We have always looked upon railway 
labor as among the aristocrats of labor,” 
said the committee staff. “It is there- 
fore significant to note the serious deter- 
ioration in their earnings and the con- 
tinuing high level of their hours of serv- 
ice .. . The railroads constitute a favored 
industry, one vested with a public in- 
terest. They enjoy the advantages of 
monopoly. The committee does not be- 
lieve that there is or can be any justifi- 
cation for substandard wages and work- 
ing conditions on American railroads.” 


Concern was expressed in the staff re- 
port over a showing it said had been 
made in the committee hearings that, 
“in spite of increased traffic and earn- 
ings for the carriers, unemployment has 
seriously increased among operating em- 
ployes in recent years.” It was recom- 
mended in the report that the railroads 
give “thoughtful consideration” to a con- 
tinuing decrease in hours of service with- 
out diminution of take-home pay as “the 
only obvious practical solution to this 
problem of unemployment.” 


Rail Labor Act Amendments 
According to the report, the hearings 
had demonstrated “the need for certain 
minor amendments” to the railway labor 
act, and the nature of those amendments 
as recommended by the staff was stated 
as follows: 


“1. It was agreed by all parties that 
the emergency boards provided for by 
the act could perform their functions 
more efficiently if they had the aid of 
experts in the field of railway wages and 
rules. The committee therefore finds 
that the act will be improved by an 
amendment enlarging the emergency 
board to five members, provided that one 
of the additional members shall be des- 
ignated by the carriers, and the other by 
railroad labor. 


“2. Delays in negotiations and in ad- 
vancing from one step of the mediation 
process to another contribute greatly to 
labor unrest. The committee finds that 
the act would be improved by an amend- 
ment further limiting the time within 
which the parties must meet and com- 
mence negotiations after the filing of 
notices and at other stages of the media- 
tory process.” 

It was stated in the staff report that 
the committee would prepare and con- 
Sider legislation embodying those pro- 
posed rail labor act amendments. 



























































































Working Rules and Rail Progress 


With respect to working rule changes, 
the staff took the position that, “in a 
Sense,” the brotherhoods were correct in 
their views that in submitting to arbitra- 
tion any rule that they had fought hard 
to establish they had everything to gain 
and nothing to lose, but that, “in a larger 
sense,” the position of the unions was 
unsound.” 

“The committee feels,” continued the 
report, “that progressive improvement of 














railroad service may require a change of 
attitude on the part of the brotherhoods. 
Mature collective bargaining ... can- 
not be exclusively concerned with the 
demands of employes. The rightful de- 
mands of employers are also entitled to 
be heard and to be negotiated in good 
faith ... The public demands and is 
entitled to continuing improvement of 
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its railroad facilities. If any of the 
working rules should constitute a sub- 
stantial bar to such improvement, the 
committee feels that the rule must give 
way to progress...” 





Senate Adds $430,130 to Amount Voted 
For 1.C.C. by House for ‘Fiscal 1952’ 


Amendments by Appropriations Committee, Reducing House-Approved 
Items for Railroad Safety and Locomotive Inspection by $104,500, 
Rejected, Personnel Cuts Eliminated, in Course of Senate Debate. 


Action taken by the Senate on 
June 19 in the course of its con- 
sideration of H.R. 3880, the independ- 
ent offices appropriation bill for fiscal 
year 1952 had the effect of increasing 
by $430,130 the total of appropria- 
tions provided for the Interstate 
Commerce Commission in the bill as 
passed by the House (T.W., May 12, 
p. 56). 


Thus, the Senate approved appropria- 
tions totaling $10,689,600 for the Commis- 
sion for the year beginning July 1, as 
against $10,259,470 voted for that agency 
by the House, and as against $11,542,000 
requested for the Commission by the Bu- 
reau of the Budget. The Commission’s 
own estimate of the amount it would 
need for fiscal year 1952, as submitted 
to the Budget Bureau, was $14,718,200 
(T.W., May 5, p. 55). 

Final action on the bill had not been 
taken by the Senate when, late June 19, 
it adjourned until the following day. 
All the appropriations approved by it in 
its consideration of H.R. 3880 remained 
subject to revision by House and Senate 
conferees who would be appointed to 
iron out differences between the House- 
approved and Senate-approved versions 
of the bill. 


The Senate appropriations committee, 
in its reports on H.R. 3880, recommended 
that the sum of $8,569,870 voted by the 
House for “general expenses” of the 
Commission be increased by $430,130 to 
$9,000,000. However, it recommended 
that the appropriation of $983,000 voted 
by the House for “railroad safety” work 
on the Commission be reduced by $60, 
425 and that the item of $706,600 carried 
in the House bill under the “locomotive 
inspection” heading be cut by $44,080. 
The Senate recommitted the bill to its 
appropriations committee with instruc- 
tions to write into it a provision requiring 
a total decrease of 10 per cent in the 
money provided in the bill for “personal 
services.” Accordingly, the committee 
added a section to the bill in which it 
specified deductions in the amounts for 
“personal services” of a number of 
agencies listed in the new section, “from 


the face of the bill as recommitted.” In 
that list appeared the following: 
“Interstate Commerce Commission: 


Railroad Safety, $37,725. Locomotive in- 
spection, $28,240.” 

When the appropriations for the I.C.C. 
came before the Senate for consideration, 
Chairman Johnson, of the Senate inter- 


state and foreign commerce committee, 
offered amendments to reject the cuts 
recommended by the appropriations com- 
mittee with respect to “railroad safety” 
and “locomotive inspection” and to elim- 
inate from the section of H.R. 3880 
specifying cuts in funds for “personal 
services” the provision that affected the 
Commission. The Johnson amendments 
were adopted by the Senate, each by a 
voice vote. 

Speaking in support of his amendment 
to approve, for “locomotive inspection,” 
the $706,000 voted by the House, Sen- 
tor Johnson said that railroad trans- 
portation was “an absolute necessity in 
carrying on any kind of national de- 
fense,”. that probably there would be 
some “very bad (railroad) wrecks,” and 
that, if the Senate failed to “restore 
this appropriation,” someone might be 
“unkind enough to say that had the ap- 
propriation been restored the wreck 
would not have occurred.” 

Senator Maybank, of South Carolina, 
chairman of the independent offices sub- 
committee of the Senate appropriations 
committee, and Senator Thye, of Minne- 
sota, supported the plea made by Senator 
Johnson. The latter inserted in the 
Congressional Record a statement from 
the Commission setting forth its views as 
to how various I.C.C. bureaus would be 
“handicapped” in their work if the cuts 
recommended by the Senate appropri- 
ations committee with respect to I.C.C. 
appropriations ultimately were approved 
by Congress. Earlier, Senator Maybank 
had inserted in the Congressional Record 
a similar but shorter statement prepared 
and submitted by Commissioner J. 
Monroe Johnson. 

Before the Senate adopted the Johnson 
amendments to the I.C.C. items in H.R. 
3880, Secretary Bartel, of the Commission, 
issued a notice in which he said that the 
reductions in appropriations for the I.C.C. 
Bureau of Safety and Bureau of Loco- 
motive Inspection, in the bill as reported 
to the Senate, would require substantial 
reductions in the staffs of those bureaus 
and would result in “curtailment of the 
work of the Commission pertaining to 
safety on railroads.” He said that “the 
required separation notices, effective in 
30 days, have been issued to employes in 
Washington as well as to field offices and 
stations throughout the country.” Such 
notices had been sent to 17 Bureau of 
Safety employes and to 16 Bureau of 
Locomotive Inspection employes, he said. 

Among letters sent to members of the 
Senate by individuals and groups inter- 
ested in provision of adequate funds for 





74 


| LEGISLATION 


the Commission was one addressed to 
Senator Holland, of Florida, by Thomas 
E. Grady, chairman of the Florida Rate 
Conference. He wrote that, unless the 
Commission received sufficient funds, its 
work would be slowed up and its enforce- 
ment activities would be curtailed. He 
said he believed that “this would be 
detrimental to the shipping public, as 
well as to the transportation agencies 
which the Commission regulates.” 

Some of the $430,130 restored by the 
Senate to the “general expenses” ap- 
propriation for the Commission, as 
recommended by its appropriations com- 
mittee, was intended to permit the 
safety program of the Bureau of Motor 
Carriers to “go forward,” according 
to the committee’s report on H.R. 3880. 
The committee discussed in its report 
its action in recommending that in- 
creases above the House-approved 
amount for I.C.C. “general expenses,” as 
follows: 

“The increase recommended by the 
committee is to restore partially the 
House reduction below the estimate. 
Within the funds provided, the com- 
mittee expects the safety program of 
the Bureau of Motor Carriers to go for- 
ward, and has recommended additional 
motor vehicles for that purpose. Restora- 
tion of $100,000 is recommended for the 
valuation of railroads and pipelines... 
The committee also recommends that 
the limitation on the number of pas- 
senger motor vehicles to be purchased 
for replacement only be increased from 
19 to 24.” 





Rail-Barge Differentials 
Would Be Based on Costs, 


Under New House Bills 


In prescribing differentials so as to 
establish a spread between the all-rail 
rates between two points, on the one 
hand, and, on the other, the joint 
rail-barge rates between the same 
two points, the Commission would 
have to have proof that the lower 
rate over the rail-barge route was 
justified by lower costs, under terms 
of new legislation introduced in the 
House. 


After Representative Thomas, of Texas, 
had introduced such a bill (identified as 
H.R. 4414), a like measure, H.R. 4483, was 
introduced “by request” by Representa- 
tive Thompson, of Texas. Both bills 
were referred to the House interstate 
and. foreign commerce committee. Each 
of the bills, according to its title, pro- 
poses amendment of section 307(d) of 
the interstate commerce act “with re- 
spect to the standard governing the pre- 
scribing of differentials in case of through 
service by rail and water.” 

There were indications that the pro- 
posed legislation constituted a new ef- 
fort, by certain litigants whose attack 
on the Commission’s decision in the so- 
called rail-barge differential rate case 
(No. 26712, Rail and Barge Joint Rates) 
was unsuccessful in the Supreme Court 
of the United States, to prevent the es- 
tablishment of joint rail-barge rates dif- 
ferentially lower than the all-rail rates 


between the same points. The litigants 
that assailed the Commission’s order in 
No. 26712 included, in addition to a num- 
ber of railroads, the Railroad Commis- 
sion of Texas and certain Texas port 
interests. 

The Supreme Court’s opinion in the 
rail-barge differential rate case (em- 
bracing No. 45, Alabama Great Southern 
et al., appellants, v. United States of 
America et al., and three related cases) 
was written by Justice Minton and was 
handed down January 2 (T. W., Jan. 
6, p. 53). 


Supreme Court on Cost Factor 


“Appellants’ primary contention,” Jus- 
tice Minton wrote, “is that the Commis- 
sion could not prescribe reasonable dif- 
ferentials between all-rail rates and joint 
rates in connection with the water car- 
riers without proof of the lower cost of 
the rail-barge service. Since the Com- 
mission has no valid proof as to the 
relative costs of the service, appellants 
insist that the Commission’s order is ar- 
bitrary and capricious . . 

“.. There is no provision in the stat- 
ute making relative costs of rail and 
water carriers the sole and controlling 
consideration in establishing joint rates. 
Indeed, the statute makes no mention of 
such costs at all. We do not say that 
relative costs when properly supported 
by evidence are not a matter to be con- 
sidered, but we cannot say that the ab- 
sence of that factor is fatal...” 

The Thomas and Thompson bills would 
change only the second sentence of sec- 
tion 307(d) of the act—the section set- 
ting forth the Commission’s power to 
prescribe rail-barge rate differentials. 
That sentence as now worded provides 
that, “in the case of a through route, 
where one of the carriers is a common 
carrier by water, the Commission shall 
prescribe such reasonable differentials as 
it may find to be justified between all- 
rail rates and the joint rates in connec- 
tion with such common carrier by water.” 
For the words after the word “justified” 
in the foregoing, the Thomas and 
Thompson bills would substitute the 
words, “by proof of a lesser cost for the 
through service via the part-water route 
as compared with the direct all-rail route 
or routes on the same traffic moving 
from and to the same points.” 


Text of Proposed Amendment 


Thus, the entire subsection (d) of sec- 
tion 307 would be amended by H.R. 4414 
and H.R. 4483 to read as follows: ; 


“(q) The Commission may, and it shall 
whenever deemed by it to be necessary 
or desirable in the public interest, after 
full hearing upon complaint or upon its 
own initiative without a complaint, es- 
tablish through routes, joint classifica- 
tions, and joint rates, fares, or charges, 
applicable to the transportation of pas- 
sengers or property by common carriers 
by water, or by such carrier and carriers 
by railroad, or the maxima or minima, or 
maxima and minima, to be charged, and 
the divisions of such rates, fares, or 
charges as hereinafter provided, and 
the terms and conditions under which 
such through routes shall be operated. 
In the case of a through route, where 
one of the carriers is a common carrier 
by water, the Commission shall prescribe 
such reasonable differentials as it may 
find to be justified by proof of a lesser 
cost for the through service via the part- 
water route as compared with the direct 
all-rail route or routes on the same 
traffic moving from and to the same 
points. The Commission shall not, how- 
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ever, establish any through route, classi- 
fication, or practice, or any rate, fare, or 
charge, between street electric passenger 
railways not engaged in the general busi- 
ness of transporting freight in addition 
to their passenger and express busi- 
ness, and common carriers by water. If 
any tariff or schedule canceling any 
through route or joint rate, fare, charge, 
or classification, without the consent of 
all carriers parties thereto or authoriza- 
tion by the Commission, is suspended by 
the Commission for investigation, the 
burden of proof shall be upon the carrier 
or carriers proposing such cancellation to 
show that it is consistent with the public 
interest, without regard to the provisions 
of paragraph (4) of section 15.” 





Appropriation Bill Proviso 
To Permit Equipment-Trust 
Financing by I.W.C. Deleted 


Vice President Barkley on June 19 
sustained a point of order raised by 
Senator Johnson, of Colorado, against 
a proviso in H.R. 3880, the independ- 
ent offices appropriation bill for fis- 
cal year 1952, by which the Secre- 
tary of Commerce would be author- 
ized to finance purchase of new 
equipment for the Inland Waterways 
Corporation through issuance of 
equipment trust certificates (T.W., 
June 2, p. 11). 


The I.W.C., an agency within the De- 
partment of Commerce, operates the 
Federal Barge Lines, owned by the fed- 
eral government and operated on the 
Mississippi River and certain tributary 
waterways. In testimony before the 
Senate appropriations committee on 
H.R. 3880, Secretary Sawyer requested 
specific legislative authority for use of 
some of the I.W.C. “cash on hand” (to- 
taling $2,121,247 as of last January 31) 
to purchase a total of 42 new barges for 
the Federal Barge Lines, under an equip- 
ment-trust financing arrangement, with 
one-third of the $3,500,000 purchase price 
to be paid in cash and with the balance 
to be paid in five years. 


As reported to the Senate by its appro- 
priations committee, H.R. 3880 was 
amended, in its provision authorizing 
use of $481,200 of I.W.C. funds for ad- 
ministrative expenses in the next fiscal 
year, by the addition thereto of the fol- 
lowing proviso: 


“Provided further, That the (Inland 
Waterways) Corporation may use its 
funds to purchase equipment on credit 
or otherwise, and in so doing may mort- 
gage or pledge equipment as security for 
the payment of any obligations repre- 
senting the balance of the purchase 
price, and for this purpose may enter! 
into purchase money mortgages, con- 
ditional sales contracts, equipment trusts, 
or other similar methods of financing.” 


‘Legislation on Appropriation Bill’ 

Senator Johnson, chairman of the Sen- 
ate interstate and foreign commerce com- 
mittee, made the point of order that tha! 
was “legislation on an appropriation bill.” 

“The (Senate) committee on interstate 
and foreign commerce,” he said, “had 
a proposal before it authorizing $18,000, 
000 for the purpose of purchasing barges. 
The bill was before the committee a loné 
time. We gave it a great deal of con 
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sideration. It was not enacted by Con- 
gress... 


“The proviso (in H.R. 3880) makes it 
possible for the operators of the govern- 
ment barge line to pledge for loans, prop- 
erty of the United States. I believe it is 
a very improper proviso. However, my 
point of order is based on the ground 
that it is legislation on an appropria- 
tion bill.” 

Senator Ferguson, of Michigan, sug- 
gested that the I.W.C., by means of the 
considered proviso, was trying to do in- 
directly what it had not been permitted 
to do directly by the Senate commerce 
committee. Senator Saltonstall, of 
Massachusetts, speaking in support of the 
I.W.C. proviso, said he wanted to call at- 
tention to “the fact that apparently the 
Attorney General has made a ruling that 
the Secretary of Commerce has the 
authority” to proceed with a transaction 
such as that contemplated under the 
proviso, and that, if that was correct, the 
amendment would not be subject to a 
point of order. 


Senator Long, of Louisiana, objecting 
to the point of order, said that attorneys 
had advised the I.W.C. it already had a 
right to use its funds “in this manner” 
and that “this is merely a matter of 
clearing up any doubt as to the manner 
in which the funds may be used.” 


Vice President’s Ruling 


Sustaining Senator Johnson’s point of 
order, Vice President Barkley said, in 
part: 


“The Chair does not have before him 
at the moment the statute upon which 
the Attorney General may base his 
opinion, and the Chair cannot accept 
an opinion ex officio as having any bind- 
ing force or validity upon a parliamen- 
tary point of order raised in connection 
with an amendment on the ground that 
ay legislation on an appropriation 

(ee 

“Unless there is something in the 
nature of a permanent statute, which 
does not appear on the surface of the 
bill, obviously the amendment would not 
be in order to the bill, because in the 
bill there is nothing dealing with the 
purchase of equipment by the Inland 
Waterways Corporation or by any agency 
connected with it. Therefore, the Chair 
feels constrained to sustain the point of 
order. . 

“The Chair did not base his decision 
upon the question of germaneness, but 
based it on the fact that it constitutes 
legislation, giving the Inland Water- 
ways Corporation power to purchase 
€quipment, which is nowhere provided 
for in the bill, and which, so far as the 
Chair knows without further investiga- 
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House, Senate Bills Relate 


To Reacquisition of Ships 


Senator Magnuson, of Washington, 
has introduced S. 1674, and Chairman 
Hart, of the House committee on mer- 
chant marine and fisheries, has intro- 
duced H.R. 4480, identical bills that, ac- 
cording to their titles, would “give owners 
of special-purpose vessels purchases or 
requisitioned by the United States an 
Opportunity to reacquire such vessels 
When they are no longer needed by the 
United States. 

The bills would amend the first sec- 
tion of the act of April 29, 1943 (Public 











Law 44, Seventy-eighth Congress) so as 
to authorize return to private ownership 
of government-requisitioned vessels in 
categories described in the proposed 
legislation as follows: 


“Any vessel (1) formerly used or 
suitable for use in the fisheries or in- 
dustries related thereto, or (2) one of 
1,000 gross tons .. . or less, or (3) em- 
ployed on the Great Lakes during the 
year preceding its acquisition by the 
United States, or (4) of a special design 
or type, constructed or being constructed 
for an operation requiring special ter- 
minal facilities and for which no other 
type or design of vessel is reasonably 
suitable, title to which, in any of the 
above cases, has been or may hereafter 
be acquired by the United States through 
purchase or requisition, except any ves- 
sel 17 years of age or older traded in 
under the provisions of section 510 of 
the merchant marine act, 1936, as 
amended, or any other provision of 
| rad 


House Votes $162 Million 
For River-Harbor Projects; 
‘Tombigbee’ Plea Rejected 


After rejecting two amendments 
proposed by Representative Rankin, 
of Mississippi, one to provide $5 mil- 
lion for construction work on the 
Tennessee-Tombigbee waterway, the 
other to provide $1 million for plan- 
ning of river and harbor work by the 
Army engineers, the House passed 
and sent to the Senate legislation 
appropriating a total of $162,860,500 
for river and harbor projects. 


The appropriation for rivers and har- 
bors was contained in H. R. 4386, the 
appropriation bill for Army Department 
civil functions for the fiscal year ending 
June 30, 1952. Also included in the bill 
as sent to the Senate was $268,009,000 
for flood control projects. Of the total 
for rivers and harbors, $97,860,500 was 
for new construction; the rest was for 
current expenses. 


Major projects covered by the appro- 
priation for rivers and harbors are the 
following: McNary lock and dam, Oregon 
and Washington, $36,000,000; Chief Joseph 
Dam, Columbia River, Washington, $17,- 
392,000; Demopolis lock and dam, Ala- 
bama, $4,000,000; Jim Woodruff Dam, 
part of Apalachicola, Chattahooche and 
Flint Rivers system, Georgia and Florida, 
$6,300,000; Intracoastal Waterway, Jack- 
sonville to Miami, Fla., $2,150,000; Mis- 
sissippi River between Ohio and Missouri 
Rivers—Chain of Rocks canal, $5,000,000; 
Gulf Intracoastal Waterway, Algiers cut- 
off, Louisiana, $3,900,000; Missouri River, 
Kansas City to mouth, $2,300,000; New 
York and New Jersey channels (in New 
York harbor area), $1,414,000; Mononga- 
hela River, Pennsylvania and West Vir- 
ginia, lock 2 and Morgantown lock and 
dam, $4,000,000; Schuylkill River above 
Fairmount Dam, Pennsylvania, $1,000,- 
000; Gulf Intracoastal Waterway (Gal- 
veston district), $800,000. 


Action on Amendments 


One amendment, other than those 
offered by Mr. Rankin, that the House 
turned down was proposed by Repre- 
sentative Greenwood, of New York. It 
called for $228,000 for the Fire Island 
Inlet, described as a project for “dredg- 
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ing or opening of the channel from the 
Atlantic Ocean to the Great South Bay 
Shore of Long Island.” Another amend- 
ment that the House rejected was offer- 
ed by Representative Butler, of New 
York. It called for $305,000 for deepening 
of the harbor at Buffalo, N.Y. 


Representative Rankin, in remarks in 
the House in support of his plea for 
$5,000,000 to build what he termed “the 
missing link in our internal waterway 
system,” said that it was 481 miles from 
the Gulf of Mexico, at Mobile, Ala., to 
the Tennessee River “along this Tom- 
bigbee inland waterway.” 


“With the construction of the Demopo- 
lis Dam which is now under way,” he 
said, it will be completed all the way 
up to Gainesville, Ala. The completion 
of the short stretch, between Gainesville 
and the Tennessee River, means more to 
the American people, from the stand- 
point of national defense, as well as that 
of navigation, than any other project of 
its kind that has ever been proposed ... 
It will cut the water distance between 
the Gulf at Mobile and our new atomic 
bomb plant at Paducah, Ky., by more 
than 300 miles .. . It will furnish what 
will amount to a slack-water route all 
the way up the Ohio River up to Cin- 
cinnati, and all other cities along the 
Ohio on up to Pittsburgh, Pa. ... When 
you undertake to ship goods up to Kan- 
sas ... you have to climb that swift 
current of the Mississippi which at times 
runs as fast as 7 miles an hour, and 
when it flows more than 5% miles an 
hour no barge can navigate it .. .” 


Cost of Tombigbee Waterway 


Representative Ford, of Michigan, 
speaking in opposition to the “Tombig- 
bee” amendment, said that according to 
current estimates of the Army Corps of 
Engineers the Tennesse e-Tombigbee 
waterway project would cost $179,264,000, 
and that so far only $898,000 had been 
spent. He said the Corps of Engineers 
was requesting “in the budget this year” 
only $100,000 for planning. 


He said that the civil functions sub- 
committee of the House appropriations 
committee, in view of “a considerable 
amount of criticism of this project. by 
very responsible individuals in the gov- 
ernment and on the outside” and for the 
purpose of ascertaining the facts as to 
whether the project was justifiable eco- 
nomically and was feasible engineering- 
wise, was conducting “a very, very im- 
portant investigation” of the Tennessee- 
Tombigbee project. 

“It would be the height of folly, while 
we are holding these hearings,” he said, 
“for this Congress to go ahead and au- 
thorize $5,000,000 for the Tennessee- 
Tombigbee project. These hearings will 
be completed within a month... .” 


Representative Rabaut, of Michigan, 
also speaking in opposition to the Rankin 
“Tombigbee” amendment, said, in part: 

“The investigation by the House com- 
mittee on appropriations which is still 
pending was conducted by a staff of two 
engineers, an economist, and an investi- 
gator. Files of the Corps of Engineers 
were studied. In addition, the site of the 
proposed project was visited and numer- 
ous people in the general area of the 
project were interviewed. 


“The cost-benefit ratio of this project 
is not 1 to 1.13; the ratio is 1 to 0.32. 
The total cost of this project is not $179 
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million, but at least $236 million. The 
annual charges will be over $10.5 mil- 
a , 

The “Tombigbee” amendment was re- 
jected by a voice vote. 


Opposition to ‘Planning’ Funds 


Among House members who spoke in 

opposition to the Rankin amendment to 
provide $1 million for planning of river- 
harbor projects by the Army engineers 
was Representative Hoffman, of Mich- 
igan. 
“I cannot see the advisability of 
spending $1 million at this time on 
planning for river and harbor improve- 
ments,” said he. “Since when has 
either the New or the Fair Deal needed 
to do any planning for spending?” 

Representative Ford said that the 
Corps of Engineers, in justifying a 
budget request for $1 million for plan- 
ning, had said it wanted the money to 
plan “nine projects,” the total cost of 
which after the plans were prepared 
would be over $1.3 billion. He added 
that “if you want to stop the construc- 
tion of these projects that will eventually 
total $1.3 billion you should cut out the 
planning money of $1 million.” Repre- 
sentative Rabaut said that the Corps of 
Engineers had spent in fiscal year 1950 
$1,285,000 for planning, that it had $3,- 
189,000 in the current fiscal year for that 
purpose, and that “much of these funds 
will be carried into the next year.” 

The result of a standing vote on the 
“planning” amendment was recorded as 
“ayes 23, noes 95.” 





Several Items in New Tax 
Bill, Reported to House, 


Relate to Transportation 


A tax on diesel fuel used by high- 
way vehicles, a broadening of the 
base for the tax on transportation of 
property, and an increase in the tax 
on gasoline are among proposals em- 
bodied in H.R. 4473, the revenue bill 
of 1951, which the House ways and 
means committee has reported favor- 
ably to the House. 


With respect to diesel fuel, the pro- 
posed tax would be 2 cents a gallon 
“where sold to, or used by, operators 
of diesel-powered highway vehicles.” 
The gasoline tax would be increased by 
half a cent, to 2 cents a gallon, and a 
floor-stocks tax of one-half cent a gal- 
lon would be imposed on wholesalers’ 
supplies as of the date of the increase. 

The base for the tax on transporta- 
tion of property would be extended so 
as to include transportation of oil by 
barge or tanker by shippers who trans- 
port their own oil. . 

The present tax of 5 per cent on 
trucks, truck trailers and busses would 
be increased to 8 per cent, and the tax 
on automobiles and motorcycles wouid 
be boosted from a present rate of 7 per 
cent to 10 per cent. The existing tax of 
5 per cent on new automotive parts and 
accessories is increased to 8 per cent, 
under provisions of the bill. The fair 
market value of an old automotive part 
traded in on a rebuilt part is eliminated 
from the tax base as to rebuilt parts. 





Amounts paid for fishing boat trips 
would be exempted from the tax on 
transportation of persons. 

According to a summary of the pro- 
visions of H.R. 4473, prepared by the 
staff of the House ways and means com- 
mittee, additional revenues from the 
proposed new taxes or increases in the 
field of transportation are anticipated in 
the following amounts: 

Diesel fuel tax, $10 million; increase 
in tax on new automotive parts and ac- 
cessories, $56 million; increase in tax 
on trucks, etc., $61 million; increase in 
tax on automobiles and motorcycles, 
$196 million; increase in tax on gasoline, 
$210 million. 

No estimate was made as to the reve- 
nue effect of the broadening of the prop- 
erty transportation tax base. 

The bill as reported proposed no 
changes in the existing levels of the 
taxes on transportation of property and 
transportation of persons. 





Senate Bill Aimed Against 
Operation of U.S. Ships 
Under Foreign Registry 


Legislation designed to put a stop 
to operation under foreign-flag reg- 
istry of merchant ships owned by 
independent American operators has 
been introduced by Senator Magnu- 
son, of Washington, chairman of the 
Senate interstate and foreign com- 
merce committee’s subcommittee on 
merchant marine problems. 


Senator O’Conor, of Maryland, co- 
sponsored the bill, S. 1704. According to 
its title, it would “amend section 9 of the 
shipping act, 1916, relating to transfer of 
vessels documented under the laws of the 
United States to foreign citizens. 

Discussing provisions of S. 1704 in the 
Senate, Senator Magnuson called atten- 
tion to “the great number of foreign-flag- 
registry ships, not only American-owned 
ships, but ships of other countries as 
well.” He said that the Panamanian 
merchant marine was now the fourth 
largest in the world, and that “putting 
ships under Panamanian registry is a 
growing evil which involves tax evasion 
insofar as American corporations are 
concerned.” 

“It is a serious threat, of course, to our 
merchant marine, and we have no control 
over the situation,” he said. “There are 
some serious legal difficulties involved as 
to how we might stop this practice, which 
may have to be worked out further. ... 

“The practice which our bill seeks to 
control is one we should stop . . . I hope 
the bill may be the answer. It is the 
answer with respect to the ships over 
which the (Federal) Maritime Board has 
control. The board has long ago, except 
in cases of rare emergency, followed the 
policy of not allowing the transfer of a 
ship to a foreign flag when we had some 
control over the ship, such as a mort- 
gage... .” 





Canadian Shipping in Alaska 


The House has passed and sent to the 
Senate H. R. 157, authorizing transpor- 
tation of passengers and merchandise 
by Canadian vessels between specified 
points in Alaska and between such points 
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and points in the continental United 
States. A like bill, S. 1559, introduced 
recently in the Senate by Senator Mag- 
nuson, of Washington (T.W., June 9, 
p. 56), has been reported favorably by 
the Senate interstate and foreign com- 
merce committee. 









House Gets Bill to Reduce 


Post Office Department's 
Deficit by $138 Million 


Increases in the postal rates on 
mail of the first, second and third 
classes and in the charges for special 
post office services, as proposed in a 
bill (H.R. 2982) reported to the House 
by its post office and civil service 
committee (T.W., June 16, p. 66), were 
expected to produce additional reve- 
nue ultimately of $138,400,000 a year 
and thereby reduce the Post Office 
Department’s deficit, according to the 
committee’s report on the bill. 


In the first year of its operation, the 
committee said, the bill would raise the 
revenues in postal rates and fees by 
$123,571,000. 

“Two additional increases at the end 
of the first and second years on second- 
class mail, each in the amount of $7,- 
414,800, will make the total annual in- 
crease provided in the bill $138,400,600,” 
it added. 

On first-class mail, said the committee, 
the rate increases proposed were for 
government postal cards and private 
mailing post cards and drop letters. On 
those three items, it stated, the present 
rate was 1 cent and the proposed rate 
was 2 cents. 

“There is an additional charge of 10 
per cent on government postal cards 
sold in quantities of 100 or more,” it 
continued. “There is no increase for 
first-class letter mail (except drop 
letters) or air mail. 


Second Class Mail Rates 


“There is no change in the free-in- 
county privilege presently enjoyed by 
second-class mail users. . . . Second- 
class mail comprises the periodical pub- 
lications, newspapers and magazines, 
most of which are mailed in bulk by the 
publishers at pound rates. ... 

“The bill provides the rates will remain 
the same on the mailings of publications 
sent within the county of publication, 
except for a one-eighth cent minimum 
charge. 

“A committee amendment provides 
that the rates remain the same both 
within and outside the county of publica- 
tion on publications maintained by and 
in the interest of non-profit reli- 
gious, educational, scientific, philan- 
thropic, agricultural, labor, veteran, oF 
fraternal organizations. There is, how- 
ever, a minimum charge of one-eighth 
cent per piece. This minimum chargé 
does not apply where the publication 15 
sent ‘free in county.’ 

“On that portion of publications sent 
outside the county of publication, a 60- 
per-cent increase was approved, to be ex- 
tended in three steps of 20 per cent each. 
The second and third increases of 20 per 
cent will apply one and two years, re 
spectively, after the application of the 
first 20-per-cent increase.” ' 

With respect to third-class mail (in- 

































































June 


cludir 
books 
tings, 
comm 
propo 
mum 
whick 
a pie 
that | 
crease 
catalc 
seeds, 
plant: 
provis 
for tl 
rates 
pointe 
increa 
pieces 
presel 
chang 
regula 
mail : 
was a 
rates 
merch 
pages 
roots, 


Boo 
rates, 
the si 
accorc 


Und 
the co 
Postm 
for in 
tered | 
delive 
as ret 
Gener 
forth 
The a 
produc 
the ls 
forth i 
mail 
$809,00 
cial de 
higher 
973,000 


Spec 
would 
of 15, : 
ter to 
35 cen 
and 5( 
Mail c¢ 
classes 
for the 
as to fi 
60 cer 
25, 36 


After 
deal w 
largely 
commit 
sion’s : 
Postma 
rates o 
annual 
increas 


Posta 
master 
ruary § 
additic 
nually, 
postal | 
be $51: 

Rates 
mittee 
first de 
followir 
acted, | 
Class n 
explain 





es on 
third 
special 
dina 
House 
service 
), were 
l reve- 
a year 
Office 
‘to the 


on, the 
lise the 
fees by 


the end 
second- 
of $7,- 
ual in- 
100,600,” 


amittee, 
ere for 
private 
rs. On 
present 
ed rate 


e of 10 
1 cards 
ore,” it 
ase for 
t drop 


free-in- 
yyed by 
Second- 
al pub- 
azines, 
s by the 


1 remain 
lications 
lication, 
1inimum 


provides 
ne both 
publica- 
by and 
it reli- 
philan- 
eran, oF 
is, how- 
e-eighth 
1 charge 
cation 1s 


nail (in- 


June 23, 1951 


cluding miscellaneous printed matter, 
pooks, catalogs, merchandise, seeds, cut- 
tings, bulbs, roots, and plants), the 
committee said that the major change 
proposed in H.R. 2982 was on the mini- 
mum rate per piece on bulk mailings, 
which would be increased from 1 cent 
a piece to 1% cents ‘a piece. It added 
that there would be a one-half cent in- 
crease on individual pieces of books and 
catalogs of 24 pages or more and on 
seeds, cuttings, bulbs, roots, scions, and 
plants not mailed under the bulk mailing 
provision. The present $10 annual fee 
for the privilege of using bulk mailing 
rates was being retained, it said. It 
pointed out that H.R. 2982 proposed an 
increase in the minimum charge for 
pieces of odd size or form from the 
present rate of 3 cents to 5 cents. No 
change was proposed, it said, in the 
regular “per piece rate” for third-class 
mail not mailed in bulk, nor, it added, 
was any change proposed in the pound 
rates for bulk mailings of circulars and 
merchandise or books and catalogs of 24 
pages or more, seeds, cuttings, bulbs, 
roots, scions, and plants. 


Books would remain at their present 
rates, and there would be no change in 
the size and weight of parcels of books, 
according to the report. 


Under the heading of “special services,” 
the committee said it had approved the 
Postmaster General’s recommendations 
for increases in special delivery, regis- 
tered mail, insured mail, and collect-on- 
delivery mail. It noted that the bill 
as reported would give the Postmaster 
General authority to establish hence- 
forth the rates on all special services. 
The additional revenues expected to be 
produced by these increases, based on 
the 1950 volume of business, were set 
forth in the report as follows: Registered 
mail (paid), $10,583,000; insured mail, 
$809,000; c.o.d. mail, $7,461,000, and spe- 
cial delivery mail, $10,120,000; total from 
higher fees for special services, $28,- 
973,000. 


Special Delivery Rates 


Special delivery rates, under the bill, 
would be raised from the present steps 
of 15, 25 and 35 cents on first class mat- 
ter to 23 cents (for up to two pounds), 
35 cents (for over two to 10 pounds), 
and 50 cents for over 10 pounds. On 
mail of the second, third and fourth 
classes, the new special delivery rates 
for the three weight categories specified 
as to first-class mail would be 35, 45 and 
60 cents, as against present rates of 
25, 36 and 45 cents. 


After observing that H.R. 2982 did not 
deal with fourth-class mail (consisting 
largely of parcel post and catalogs), the 
committee said that’ under the Commis- 
Ssion’s recent decision in No. 30690, the 
Postmaster General proposed to increase 
rates on fourth-class mail by $105,000,000 
annually and that parcel post, after the 
increases, would be paying its own way. 


Postal rate increases that the Post- 
master General had recommended Feb- 
ruary 28, the committee said, called for 
additional revenue of $163, 734,000 an- 
nually. It estimated that the operating 
postal deficit for fiscal year 1951 would 
be $512,000,000. 

Rates proposed in the bill, the com- 
mittee said, were to take effect on the 
first day of the third calendar month 
following the month in which it was en- 
acted, except for the rates on second- 
Class mail. On that class of mail, it 
explained, the proposed rates would be- 


come effective “on the first day of the 
second quarter beginning after the ap- 
proval of this legislation.” 





Uniform Practice-Procedure 
Rules in Federal Agencies 
Urged by Senate Committee 


Enactment of S. 17, the McCarran 
bill to provide general rules of prac- 
tice and procedure before federal 
agencies, would bring about salutary 
effects and “end results” that would 
far outweigh the objections to it, the 
Senate judiciary committee said in 
its report on the bill (T.W., June 6, 
p. 64). 


The bill would establish an Adminis- 
trative Rules Commission, the member- 
ship of which would comprise the fol- 
lowing: 

“(1) The chairmen and ranking mi- 
nority members of the committees on the 
judiciary of the Senate and of the House 
of Representatives or, in case one or more 
of them declines to serve, the next rank- 
ing member of the committee on the 
majority or minority side, as the case 
may be, until four shall accept; (2) one 
of the Assistant Attorneys General who 
has served as such not less than two 
years, designated by the Attorney Gen- 
eral; (3) the head of an independent 
agency who has served more than one 
term of office as such, designated by the 
President; (4) the senior chief judge of 
the judicial circuits or, in case he de- 
clines to serve, the next in seniority until 
one agrees to serve; (5) a dean of a law 
school, designated by the President; and 
(6) a practicing lawyer versed in federal 
administrative law and representative of 
the profession, designated by the Presi- 
dent, who shall not be subject to title 18, 
United States Code, section 283, or any 
similar prohibition.” 


Duties of Proposed Commission 


The proposed commission would be di- 
rected, under the bill, to formulate, and 
to transmit to the Attorney General for 
report to Congress, general rules of prac- 
tice and procedure for federal agencies, 
“including forms and such rules as it 
may deem appropriate in agencies re- 
specting judicial proceedings for the en- 
forcement or review of agency action.” 

“The rules will take effect as specified 
in the bill unless they are disapproved by 
concurrent resolution of Congress,” said 
the committee. “After such rules be- 
come effective, all laws and agency rules 
or practices in conflict therewith shall, 
to the extent of such conflict, be of no 
further force or effect except in the case 
of an agency proceeding initiated prior 
to the effective date of the rules. Changes 
in the rules shall be made in the same 
manner... .” 


Uniformity of practice and procedure 
had now been established, the committee 
said, “in such widely different fields of 
law as equity, admiralty and criminal 
law.” It said that there had been a 
growth in the law dealing with adminis- 
trative agencies, but that “our process 
of simplifying and unifying the rules 
of practice and procedure has stopped 
short of administrative agencies.” 

The committee stated that the nation 
now had “a new segment of the law, 
known as administrative law,” and that 
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in this field “we are just reaching the 
question as to how far the legislature 
should go in prescribing the rules to be 
followed.” 

“As feared by some, this readjustment 
will not smother the growing field of 
administrative law,” it continued. “It 
will strengthen it by giving it recogni- 
tion in our legal system and the tolls to 
perform its task ... Where the method 
of proceeding before an administrative 
agency is made uniform, it would save 
untold work and research on the part of 
the people who in their every-day busi- 
ness must appear before various differ- 
ent agencies which in themselves have 
adopted their own special rules. .. .” 

Before the rules of practice and pro- 
cedure drawn up by the Administra- 
tive Rules Commission could go into 
effect, said the committee, they must 
be at least before the attention of Con- 
gress for most of one session, “in order 
that Congress may have the opportunity 
to pass on them.” 

“In other words,” it said, “the bill pro- 
vides that rules of practice and procedure 
shall be presented to the Congress, with- 
in 30 days of the beginning of the ses- 
sion, and that they shall not become 
effective until 10 days after the adjourn- 
ment sine die of that particular ses- 
sion ...In order to afford the Congress 
the right to pass on such proposed rules 
and practice it is intended that a con- 
current resolution be passed by the House 
and the Senate disapproving any or all 
of such rules and procedure as it may 
deem not to be desirable... .” 


Disapproval by Justice Department 


Appended to the committee’s statement 
of its views on S. 17 was the text of a 
letter addressed to its chairman, Senator 
McCarran, of Nevada, in July, 1949, by 
Deputy Attorney General Peyton Ford 
(then assistant to the Attorney General), 
concerning a bill similar to S. 17 which 
Senator McCarran introduced in the 
Eighty-first Congress. Commenting on 
that bill, Mr. Ford said the Justice De- 
partment was unable to recommend en- 
actment of the bill (S. 527) for the rea- 
son, among others, that it was believed 
that “uniform procedures may result in 
bringing a rigidity and inflexibility to 


. the administrative process which in turn 


may imperial the substantive rights of in- 
dividuals.” 

“Fundamental rules of procedure,” Mr. 
Ford wrote, “are, of course, codified in 
the administrative procedure act. Be- 
yond that it is believed to be desirable 
that each agency should be permitted to 
formulate its own rules of practice to 
meet the special needs of the particular 
subject matter handled by the agency 





Rail Retirement Legislation 


The House interstate and foreign com- 
merce committee has announced that in 
an executive session on June 27 it will 
consider, for reporting to the House, 
bills to amend the railroad retirement 
act and the rail unemployment insurance 
act. Hearings by the committee on such 
legislation were concluded June 6 (T.W., 
June 9, p. 56). In the hearings the 
testimony presented dealt principally 
with H.R. 3669, a measure sponsored by 
the Railway Labor Executives’ Associa- 
tion, and H.R. 3755, a bill sponsored by 
































































































































































































































































































































































































































































































































































































































78 


four rail operating employe brother- 
hoods. The R.L.E.A. bill calls for, among 
other things, an average increase of 13.8 
per cent in old-age and disability retire- 
ment annuities; the bill sponsored by 
the “ops” would increase rail retirement 
and rail unemployment insurance bene- 
fits by 16.6 per cent. 


Rep. Larcade Draws Up Bill 
To Finance Seaway Project 
With 50-Year Bond Issue 


A draft of a new House bill, pre- 
pared by Representative Larcade, of 
Louisiana, and transmitted to the 
House public works committee for its 
consideration, provides for financing 
of the United States cost of the St. 
Lawrence seaway project by means of 
a “self-liquidating” 50-year bond 
issue. 


In an extension of his remarks in the 
June 18 issue of the Congressional Rec- 
ord, Representative Larcade, ranking 
member of the House public works com- 
mittee, indicated he was hopeful that the 
committee would report his bill as a sub- 
stitute for all the other St. Lawrence sea- 
way and power project bills pending be- 
fore the committee. 

“My bill,” he said, “substitutes an en- 
tire new section for section 4 of bills 
previously introduced, and provides for 
the financing of the portion of the cost 
to the United States government of 
$374,301,000, by the issuance of a 50-year 
bond issue to be amortized and paid 
from the revenues of the project under 
the self-liquidating provisions of the 
legislation.” 

He said some House members seemed 
to have “an erroneous impression” that 
the seaway project would cost the tax- 
payers more than $1 billion. It was true, 
he said, that the total cost to Canada, 
the United States and the state of New 
York would be $818,063,000, Canada would 
contribute $251,269,000 (in addition to 
$132,370,000 already spent by Canada on 
the project), the state. of New York 
would contribute $192,493,000 for the 
power project, and the U. S. government 
would spend $374,301,000. Continuing, he 
said: 

“Since the annual revenues from the 
project are estimated to be $18,000,000 
to $20,000,000—tolls on iron ore from 
Labrador only being estimated to pro- 
duce $10,000.000 to $20,000,000 alone— 
after the project has been completed, it 
can easily be deduced that my plan. . 
is not only feasible but sound .. . AS 
a matter of fact, Canada and the state 
of New York, I am informed, also pro- 
pose to likewise issue bonds for their 
proportion of the project .. .” 

He said that the project was necessary 
from a national defense standpoint be- 
cause testimony in his committee’s hear- 
ings indicated that the iron ore in the 
Mesabi Range in Minnesota would 
probably be exhausted within the next 
six or eight years; that the claim that 
taconite and steep rock was in sufficient 
quantity to replace the ore from the 
Mesabi Range had not been borne out 
by “the on-the-spot-examination” by 
House public works committee members 
early in June, and that, “if this country 
would be involved in war ... The Great 
Lakes-St. Lawrence seaway would be the 












only inland, protected waterway through 
which this country could obtain this iron 
ore essential to our national defense 
from Labrador, the only large available 
source of iron ore now known, except 
in Venezuela.” 

In another extension of his remarks 
in the June 18 issue of the Record, Mr. 
Larcade called attention to a statement 
issued by the Great Lakes-St. Lawrence 
Association, of Washington, D.C., en- 
titled, “Facts About the Great Lakes- 
St. Lawrence Seaway and Power Proj- 
ect.” In addition to presenting data 
about the work to be done, about cost 
estimates, and about estimates as to the 
volume of various commodities that sea- 
way proponents expected to move via 
the seaway, the association in its state- 
ment gave its answers to several conten- 
tions of seaway opponents. 

Replying to the assertion that “the 
seaway will be iced over, therefore use- 
less, five months of the year,” the asso- 
ciation said: 

“This is no different from conditions 
on the Great Lakes, where over 168,- 
000,000 tons of traffic move in seven 
months. The seasonality of harvests 
and the adjustment of coal, oil and ore 
shipments to this condition make the 
seaway just as useful and important as 
the Great Lakes.” 

As to the contention that the sea- 
way would “ruin the railroads and east- 
ern and Gulf ports,” the association 
averred that most of the expected sea- 
way traffic was new and had never 
moved on the railroads; that the sea- 
way would benefit the railroads by help- 
ing to handle peak loads for which the 
railroads often had to hold huge amounts 
of stand-by equipment that remained 
idle in “low-traffic winter months” and 
resulted in financial losses for the rail- 
roads; that an increase of 20 million in 
the United States population in the last 
20 years called for “a tremendously ex- 
panded transportation system;” and that 
the Atlantic and Gulf ports would profit 
from the economic activity generated by 
the St. Lawrence project, since they 
“draw upon the wealth of the middle 
west for their economic welfare” and 
since “that which benefits the heartland 
of America will benefit those serving it.” 

Taking issue with the argument that 
the project would be “a burden on the 
taxpayers and a way of subsidizing 
transportation,” the association said the 
project was completely self-liquidating 
and would “cost the taxpayers nothing.” 
In answer to the argument that this was 
not a time for investing money, man- 
power and materials in “a useless proj- 
ect,” the association maintained that 
“the seaway is less expensive in these 
three requirements than the alternative 
facilities the nation will have to provide 
if the seaway is not built.” 

Lastly, the association challenged the 
argument that “it is too late to start 
now” by saying: 

“By the assertions of Secretary of De- 
fense Marshall, Chairman of the Joint 
Chiefs of Staff Bradley, and General 
Eisenhower, the emergency may last 10 
to 20 years. The seaway can be built in 
four to five years. The Soviet Union is 
now undertaking even larger canal and 
power projects for completion in 1955 
and 1956.” 


Motor-Claims Agency Extension 


The House judiciary committee has 
reported favorably H.R. 3208, to extend 
the life of the Motor Carrier Claims Com- 
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mission until June 30, 1953, or until such 
earlier time as the commission shall have 
made its final report to Congress. A simi- 
lar bill, S. 1042, was reported to the 
Senate earlier by its judic‘ary committee 
(T.W., June 9, p. 55). 



















River and Harbor Project 


Reevaluation Proposed 


Reevaluation of all river-and-harbor 
and flood-control projects on which 
work has not been begun would have to 
be undertaken by the Army Depart- 
ment’s Chief of Engineers under pro- 
visions of H.R. 4470, introduced by 
Representative Ostertag, of New York. 

The purpose of such reevaluation, ac- 
cording to the title of the bill, would 
be to “determine the advisability of 
prosecuting such projects to completion,” 
in the interest of economy and in the 
light of changing national conditions. 
















Air War Risk Insurance 


President Truman has signed S. 435, 
amending the civil aeronautics act so as 
to authorize provision of war risk in- 
surance by the Secretary of Commerce 
for air carriers engaged in international 
air transport (T.W., May 26, p. 21). The 
new act is identified as Public Law 47, 
Eighty-second Congress. 
















SRR A RRND A EE 
LABOR NEWS 
AREER RC RNR RES 


System Chairmen of Three 
‘Ops’ to Confer June 27 


An estimated total of 500 system chair- 
men of the three rail operating employe 
brotherhoods whose disputes with the 
railroads remained unsettled have been 
asked by the brotherhood chiefs tu at- 
tend a meeting in Washington on June 
27, according to information received 
from the National Mediation Board. 


Chairmen of the railroads’ regional 
wage conference committees would be 
in Washington also at that time, it was 
stated. 


When plans for the general meeting 
of the brotherhoods’ organization lead- 
ers on individual railroads became 
known, speculation arose as to whether 
a proposal for settlement of their dis- 
putes with the carriers over wages and 
working rules was to be considered. The 
unions involved are the Brotherhood of 
Locomotive Engineers, the Brotherhood 
of Locomotive Firemen and Enginemen, 
and the Order of Railway Conductors. 

At the N.M.B. it was stated, June 20, 
that there had been no conferences of 
board members with the parties to the 
dispute for about two weeks. 

















































Strike of U.A.L. Pilots 


About 900 pilots and co-pilots em- 
ployed by United Air Lines began 4 
strike the morning of June 19 to enforce 
demands for shorter hours of work and 
a mileage basis of pay patterned after 
that now in effect for men employed 
engine service on the railroads. It was 
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stated at the National Mediation Board 
that attempts by the board to bring 
about a settlement of the dispute, in- 
volving a number of proposed contract 
revisions, had been unsuccessful. A sim- 
ilar dispute involving pilots and co-pilots 
of American Airlines was the subject of 
an emergency board report recently 
transmitted to the President (T.W., June 
2, p. 56). 


N.M.U. Election Denied 


The National Labor Relations Board 
has refused to consider an appeal of the 
National Maritime Union against a de- 
cision of the board’s regional director 














on the west coast denying an order for 
an election among nearly 3,000 marine 
cooks and stewards, employed by mem- 
ber shipping lines of the Pacific Mari- 
time Association. 

The San Francisco office of N.L.R.B. 
said that N.M.U. had not obtained the 
necessary number of signatures to war- 
rant the election. 

The reply of the board to the appeal 
was by letter, as follows: 


“The board has considered your appeal 
and today decided to sustain the re- 
gional director’s dismissal on the ground 
that petitioner (N.M.U.) failed to sub- 
mit sufficient evidence of interest to sup- 
port its petition.” 


TRANSPORTATION 
STATISTICS 





Canadian Carloading Record 
Set in Week Ended June 9 


Revenue freight loaded on Canadian 
railways totaled 86,302 cars the week 
ended June 9, establishing a new record 
for the period, according to the Domin- 
ion Bureau of Statistics, Ottawa, Canada. 
The loadings represented a gain of 
nearly eight per cent over the previous 
high of 79,972 cars in the same week last 
year and compared with a revised total 
of 84,598 cars in the week ended June 
2 this year. 

“Both the eastern and western di- 
visions reported good gains despite the 
first full week of the new five-day work 
period, which came into effect on June 
1,” said the bureau. “Staffs apparently 
are having to work harder to handle 
a greater volume of traffic in less time 
than formerly.” 


“The eastern division reported 57,875 
cars loaded during the week versus 53,979 
cars last year while western loadings 
with heavier grain movement moved up 
from 25,993 to 28,427 cars. 

“Receipts from foreign connections to- 
talled 33,289 cars during the week, a gain 
of 1,806 cars from last year. Loadings in 
the United States are continuing well 
above 1950 and 1949 but are under the 
1948 record level. The effect of huge 
defense orders will probably be felt later 
in the year. 

“Nineteen of the thirty-five com- 
modity groups showed increases over the 
23rd week of 1950. Trans-Canada load- 
ings of grain rose from 6,233 to 9,822 
cars while grain products were up 585 
cars to 2,913 for the week under review. 
Fresh fruits improved from 56 to 99 cars 
and meats were up from 381 to 436 cars. 
Coal recovered to 5,528 cars against 5,169 
cars in 1950 after running below last 
year’s volume for six weeks. Building 
products and other mine products im- 
proved. Logs increased from 1,246 to 
1,353 carloads and pulpwood continued 
heavy at 6,815 cars compared with 3,488 
cars last year. Lumber eased from 5,237 
to 4,845 cars. Gasoline totalled 4,828 
cars, up from 4,606, but crude oil stood at 
408 cars, down from 1,317 due to the 
pipeline. The heavy industries were ac- 
tive as iron and steel products filled 2,- 
232 cars during the week against 1,867 
last year. Implements gained 102 cars 


to 882 and autos and trucks rose from 
1,373 to 1,629 carloads. Fertilizers gained 
80 cars to 539. Woodpulp and paper to- 
talled 4,619 cars or nearly 300 more while 
miscellaneous manufactures were 1734 
cars heavier at 6,397 for the week. 


“The main recessions were confined to 
live stock, off 274 carloads to 1,214, dairy 
products, coke, base bullion, lumber, 
crude oil and canned foods. L.C.L. mer- 
chandise, as anticipated with a shorter 
work week, dipped to 16,191 cars against 
18,184 cars in the same week last year. 

“Cumulative loadings at Canadian sta- 
tions to June 9th reached 1,793,946 cars, 
up 161,552 cars or 9.9 per cent over the 
same period of last year. Foreign con- 
nections supplied an additional 822,671 
cars for movement during the first 23 
weeks of the current year compared 
with 700,277 cars in 1950.” 


Locomotive Power on Order 


June 1 Sets New Record 


Class I railroads on June 1, 1951, es- 
tablished a new all-time high record in 
the amount of new locomotive power on 
order, the Association of American Rail- 
roads announced. 


“On that date, they had 1,839 new 
locomotives on order consisting of 2,454 
power units,” said the A.AAR. “The pre- 
vious high record was reported on April 
1, 1951, when they had 1,883 locomotives 
on order consisting of 2,420 power units. 
While the number of complete locomo- 
tives on order on June 1 was slightly less 
than on April 1, the increase in the 
number of power units resulted from 
the fact that all of the locomotives were 
diesel-electric except for 16 steam and 
3 electric and the diesel-electrics included 
a larger number of road locomotives 
which generally consist of from two to 
four separate units coupled together. 

“Class I railroads on June 1, 1950, had 
1,009 new locomotives on order, which 
included 996 diesel-electric, 9 steam and 
4 electric. 

“In the first 5 months of 1951, Class I 
railroads put 1,055 new locomotives in 
service, of which 1,048 were diesel-elec- 
tric, 6 steam and 1 electric. In the same 
period of 1950, there were 922 installed 
in service. These included 918 diesel- 


electric and 4 steam. Class I railroads 
put 217 new locomotives in service in May 
this year, all being diesel-electric except 
for 1 electric and 2 steam locomotives.” 





Rail Operating Revenues 
Up 16.3 Per Cent in May 


Based on advance reports from 81 
Class I railroads, whose revenues repre- 
sent 81.4 per cent of total operating 
revenues, the Association of American 
Railroads estimated that railroad oper- 
ating revenues of $705,678,058 in May, 
1951, increased 16.3 per cent above the 
same month in 1950. The estimate for 
May, 1951, covers operating revenues 
only, and does not take operating ex- 
penses or other costs into account. 

Estimated freight revenue of $597,531,- 
887 in May, 1951, was greater than in 
May, 1950, by 15.8 per cent. Estimated 
passenger revenue of $56,882,165 in- 
creased 20 per cent. 

Eastern District. Thirty-three Class 
I railroads, whose revenues represent 
90.4 per cent of total operating revenues 
in the Eastern District, estimated that 
their operating revenues of $357,202,004 
in May, 1951, increased over May, 1950, 
by 18.2 per cent. Estimated freight 
revenue of $297,178,896 increased 17.3 
per cent, and estimated passenger rev- 
enue of $33,584,398 increased 17.6 per 
cent. 

Southern Region. Sixteen Class I rail- 
roads, whose revenues represent 65.6 per 
cent of total operating revenues in the 
Southern Region, estimated that their 
operating revenues of $80,285,149 in May, 
1951, increased over those in May, 1950, 
by 169 per cent. Estimated freight 
revenue of $68,951,827 increased 16.8 per 
cent, and estimated passenger revenue 
of $5,707,832 increased 29.6 per cent. 

Western District. Thirty-two Class I 
railroads, whose revenues represent 177 
per cent of total operating revenues in 
the Western District, estimated that 
their operating revenues of $268,190,905 
in May, 1951, increased over those in 
May, 1950, by 13.8 per cent. Estimated 
freight revenue of $231,401,164 increased 
13.5 per cent, while estimated passenger 
revenue of $17,589,935 increased 22 per 
cent. 


Bus Financial Data—1950 


Intercity and local or suburban Class 
I motor carriers of passengers, 254 in 
number, for the year 1950 reported net 
income before income taxes of $37,539,- 
011 and net income after income taxes of 
$20,294,236, according to a compilation 
by the Commission’s Bureau of Trans- 
port Economics and Statistics of rev- 
enues, expenses, other income, and 
statistics of those carriers, statement Q- 
750. 

These figures were compared with the 
1949 figures of $38,700,235 net income be- 
fore income taxes and $23,557,486 net in- 
come after income taxes. 

The compilation covered 182 intercity 
carriers and 72 local or suburban Car- 
riers. 

The carriers reported total operating 
revenues for 1950 of $444,274,069 and ex- 
penses amounting to $405,228,353, leav- 
ing net operating revenue of $39,045,716. 
Other income amounted to $3,045,428 and 
other deductions totaled $4,552,133. 

For 1949, operating revenues totaled 
$467,542,070 and expenses amounted t0 
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Modern Offices for 
a Modern Railway...... the M1 & SLL. 


Read 


**MILEPOSTS 
on the 
PRAIRIE” 


The Story of the Min- 
neapolis & St. Louis 
Railway. A Great New 
Railroad Book by 
Frank P. Donovan, Jr. 
$4.50. At Your Book- 
store or Simmons- 
Boardman Publishin 
Corp., 30 Churc 
Street, Néw York 7, 
N. ¥. 


GENERAL OFFICES of the Minne- 
apolis & St. Louis Railway are now in its 
New Headquarters Building in Min- 
neapolis, at 111East Franklin Avenue. 

Streamlined for efficiency, like the 
Fast Freight Service of the M. & St. L., 


this Modern Building stands as a 


monument to Progress of the Railway, 
of the City where it had its beginning 


in 1871 and of the Great Midwest 
territory which it has served through 
the 80 Years. 

The New Building was erected near 
the edge of the Minneapolis retail and 
financial district, for exclusive use of 
the 300 Officials and General Office 
Employes of the Minneapolis & St. 
Louis Railway. 


* Ye Minneapolis & St. Louis Zadway 


New Address: 111 East Franklin Avenue, Minneapolis 4, Minnesota e New Telephone Number: Main 7144 
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$427,321,926, resulting in net operating 
revenues of $40,220,144. Other income 
totaled $3,641,819 and other deductions 
amounted to $5,161,728. 





Car Surplus Up, Shortage 
Down in Week Ended June 9 


US. railroads reported an average 
daily surplus of 21,448 freight cars and 
an average daily shortage of 8,507 freight 
cars for the week ended June 9, accord- 
ing to the car service division of the As- 
sociation of American Railroads. 

The surplus represented an increase of 
2,655 cars over the previous week’s daily 
average of 18,793 cars. Plain box cars 
accounted for 14,814 of the total, re- 
flecting the continued build-up of cars 
held by western railroads for the de- 
layed grain harvest, or 2,552 cars greater 
than the number of plain box cars re- 
ported surplus on a daily average basis 
for the week ended June 2. 

The average daily shortage for the 
week ended June 9 was 702 cars under 
the previous week’s daily average with 
plain box declining from 3,961 to 3,199. 

Reports of the carriers to the division 
showed that the total average daily sur- 
plus of cars for the week ended June 9, 
in addition to 14,814 plain box, consisted 
of 6 auto box, 178 gondola, 60 hopper, 
1,377 stock, 5 flat, 4,815 refrigerator, and 
193 miscellaneous. 

Included in the shortage total, other 
than plain box, were 35 auto box, 3,300 
gondola, 1,072 hopper (includes 84 cov- 
ered), 52 stock, 770 flat, and 79 miscel- 
laneous Cars. 


1949 ‘Blue Book’ On Sale 


The sixty-third annual report on the 
Statistics of Railways in the United 
States, for the year ended December 31, 
1949 (the “blue book”), is on sale by the 
Superintendent of Documents, U.S. Gov- 
ernment Printing Office, Washington 25, 
D. C., for $3.50 (buckram). 

The Commission, making public the 
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Airlines Transport Ford 


Contest Winners 


The largest industrial flight in history 
was made June 8 by the scheduled air- 
lines, which flew nearly 1,600 Ford deal- 
ers, parts managers, service managers, 
and Ford company members from 13 
different cities in the United States to 
New York City for a weekend of varied 
entertainment, said the Air Transport 
Association. 


“The occasion, known as the ‘Broad- 
way Flying Jamboree’, marked the cli- 
max of a customer service contest spon- 





Yj 


Yyjjyijj}3 


volume, said that the statistics it con- 
tained were based chiefly on the annual 
reports of steam railways to it for the 
calendar year 1949. 


The title page shows that the volume 
includes selected data for: Pullman Co.; 
Railway Express Agency, Inc.; electric 
railways; carriers by water; oil pipe lines; 
motor carriers; freight forwarders, and 
private car owners, subject to the inter- 
state commerce act for the year 1949. 

The material was prepared by the 
Commission’s Bureau of Transport Eco- 
nomics and Statistics. 





Petroleum Waybill Study 


The Commission has issued statement 
No. 5123, Distribution of Petroleum 
Products by Petroleum Administration 
Districts, One Per Cent Sample of Way- 
bills for All Carload Traffic Terminated 
by Class I Steam Railways, Fourth 
Quarter, 1950. The four-page mimeo- 
graphed statement was prepared by the 
Bureau of Transport Economics and 
Statistics as information not considered 
or adopted by the Commission. 





May Rail Employment 


Employes of Class I steam railways, 
excluding switching and terminal com- 
panies, totaled 1,291,172 at the middle of 
May, an increase of 2.57 per cent over 
May last year and an increase of 0.38 
per cent over April this year, according 
to a rail employment compilation pre- 
pared by the Commission’s Bureau of 
Transport Economics and Statistics. 

The May, 1951, employment was re- 
ported as follows: Executives, officials, 
staff assistants, 15,534; professional, cler- 
ical, general, 210,646; maintenance of way 
and structures, 260,853; maintenance of 
equipment and stores, 374,745; transpor- 
tation (other than train, engine, yard), 
148,773; transportation (yardmasters, 
switch-tenders, hostlers), 16,270; trans- 
portation (train and engine service), 
264,351. 


NEW SERVICES AND PRODUCTS 
PORTATION 


MMMM 





sored by Ford dealers throughout their 
central sales region during February, 
March and April,” it continued. And, 
coincidentally, it occurred during the 
year which marks the twenty-fifth anni- 
versary of scheduled air transportation. 

“The contest winners are being flown 


to New York and returned to points of 
departure in 33 planes provided by Amer- 


ican, Capital, Eastern, Lake Central, 
Northwest, T.W.A., and United Air 
Lines.” 


The program in New York culminated 
with a large banquet June 9 at the 
Waldorf Astoria. At the banquet, the 
Ford dealers presented Merrill F. Red- 
fern, vice-president—traffic, of the Air 
Transport Association, with a plaque 
commemorating the twenty-fifth anni- 
versary of scheduled air transportation 
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and its increasing significance in the na- 
tion’s industrial activities. 







Slick ‘Heavy’ Transport Feat 


A 10-ton tie-rod (32% foot column of 
steel), said to be the heaviest single 
piece of machinery ever transported by 
a commercial airline (pictured here), 
was recently flown by Slick Airways for 
the Aluminum Co. of America in a spe- 























cially designed Douglas DC-6A plane 
from Philadelphia, Pa., to the company’s 
Vernon Works at Los Angeles, Calif. 
The shipment also included 3,500 pounds 
of tie-rod accessories. The steel column 
and its attachments were cradled on a 
wooden skid so designed that the 23,000- 
pound load could be lifted and “slipped” 
as easily as possible through the 6 by 
12-foot door into the plane, said the 
airline. The base of the wooden skid, 
it added, also had to distribute the 
entire load evenly over the plane floor so 
as not to exceed 200 pounds a square 
foot. 


HIGHWAY 


Booklet on Highway Transport 


“The urgent necessity of recognizing, 
in time, and preserving the invaluable 
contribution which highway transporta- 
tion is making to the defense and secu- 
rity of this country is spelled out in an 
illustrated booklet released by the Na- 
tional Highway Users Conference,” says 
the Conference. 

“The new publication is entitled ‘Roads 
to National Security’ and, by the use 
of graphs, charts, diagrams and text, 
shows how our national network of high- 
ways, and the vehicles rolling over them, 
have become an indispensable segment 
of the national economy for which there 
is no substitute in time of national 
emergency.” 

Albert Bradley, executive vice-president 
of General Motors and chairman of the 
National Highway Users Conference, in 
the booklet’s introduction, says: 

“In highway transportation this na- 
tion has an increasingly essential tool 
of production, a tool so vital it has 
lengthened our assembly-lines to hun- 
dreds of miles. More and more depend- 
ence has been placed on motor vehicles 
and highway transportation over the 
years, until now motor transportation 
is indispensable in the movement of 
practically all the nation’s traffic, in 
whole or in part.” 
















































Dual Purpose Cargo Trailer 


R. A. Aufiero, sales manager of the 
Garford Trucking Corporation of Jersey 
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Meet Your 


“No.1” FREIGHT 
INFORMATION MAN 


Your Santa Fe Freight Representative 
knows the answers to your problems 


Your Santa Fe freight representative 
is a professional “answer man”, with 
ready access to the collective informa- 
tion, knowledge and “know-how” of 
Santa Fe’s entire organization of trans- 
portation specialists. 


He is either in your town, or has 


your town assigned to him. Either way, 
he is no further away than your tele- 
phone. 

Call on him freely for expert ad- 
vice on your shipping problems. Find 
out why it pays to ship Santa Fe all 
the way. 


F. H. Rockwell, General Freight Traffic Mar. 
Santa Fe System Lines, Chicago 4, Illinois 


Santa Fe—all the way 
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City, N. J., has announced invention of 
a dual purpose cargo trailer which he 
says can be readily converted from an 
open-top trailer to a closed-top trailer. 
Application for a patent has been made 
by Mr. Aufiero. Construction features 
applied by the inventor, according to his 
description of the trailer, make for eco- 
nomical maintenance, greater rigidity of 
trailer sides, safety of cargo, and a 
weatherproof vehicle. With the dual pur- 
pose trailer, he states, the motor freight 
carrier may discontinue use of tarpaulins 
and operate with fewer units as the dual 
purpose trailer may be used as an open- 
top or closed-top vehicle. 





New P.I.E. Freight Terminal 


A. K. Humphries, president of Pacific 
Intermountain Express Co. has an- 
nounced that ground has been broken 
for his company’s new motor freight ter- 
minal, on a tract of 50,000 square feet, 
at Stockton, Calif. He said that the 
building would consist of an office sec- 
tion with about 800 square feet of floor 
space and a freight dock with 3,200 
square feet of working area and with 
14 freight doors. The estimated cost of 
the completed structure, he said, would 
be $50,000, with an additional $15,000 to 
be spent for paving, fencing and land- 
scaping of the terminal yard. 


Motor Supervisor Course 


* The Pennsylvania State College will 
offer its thirteenth annual motor fleet 


QUESTION: 








SHIPPER FACTS 








supervisor training course the week of 
September 10-14, 1951, on the Penn State 
campus in State College, Pa., it has an- 
nounced. The course is for supervisory, 
personnel, such as driver supervisors, dis- 
patchers, terminal managers, safety di- 
rectors, and others who are responsible 
in some way for safe and efficient opera- 
tion by drivers. Information can be ob- 
tained by writing: Professor Amos E. 
Neyhart, Administrative Head, Institute 
of Public Safety, The Pennsylvania State 
College, State College, Pa. 


T. & P. Spends $30 Million 


In ‘Dieselization’ Program 


The board of directors of the Texas 
& Pacific Railway has approved the pur- 
chase of 20 additional diesel locomotive 
units which, when received early in 1952, 
according to the company, will result in 
the complete dieselization of train opera- 
tions over the T. & P.’s system. 

“The Texas & Pacific thus will become 
one of the few major railroads in the 
nation with complete dieselization of its 
train operations,” said W. G. Vollmer, 
president of the railway. 

The dieselization program was in- 
augurated on the T. & P. in Novem- 
ber, 1946,'when a few diesel switch en- 
gines were placed in service, said Mr. 
Vollmer. In 1947, six passenger diesels 


were put in operation and several freight 
into 


diesel locomotives were ushered 


What are the advantages of a manufacturing and distribution 
center in the Peoria Gateway on the Peoria and Pekin Union 


Railway? 


ANSWER: 


The geographical location of the Peoria Gateway is of primary 
importance to selecting a location in the Peoria Gateway. 


A site on the P. & P. U. Ry. in the Peoria Gateway, in addition to 
being near natural resources and adequate labor, is away from 
congested areas, an important factor in planning shipping facilities. 
The P. & P. U. Ry. has direct switching facilities with each of the 
fifteen railroads listed at the right. Because switching charges are 
absorbed by the line haul roads, your location, a P. & P. U. Ry. 
siding, is the equivalent of a siding on each of these roads. You 
can ship to your markets in any direction swiftly and efficiently 


from the Peoria Gateway. 


For additional details on the many advantages to a plant location 
in the Peoria Gateway, or information about the shipping facilities 
of the Peoria and Pekin Union Railway, call or write Mr. E. F. 


Stock, General Traffic Manager. 
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service in 1949. Since then the T. & P.’s 
dieselization program “has moved rap- 
idly,” said Mr. Vollmer. With the ar- 
rival of the new locomotives, scheduled 
for delivery in the first quarter of 1952, 
he said the T. & P. would have 203 diese] 
units in service consisting of 18 passen- 
ger, 118 freight, 22 road switch and 45 
switch units, representing an investment 
of more than $30 million. 


U.P. Opens New Track 


The Union Pacific Railroad has put 
into operation 26 miles of new track from 
Hinkle, Ore., to Port Kelly, Wash., it 
has announced. The new line is the first 
portion of the railroad’s relocation proj- 
ect, costing a total of $17,000,000, made 
necessary by the construction of McNary 
Dam across the Columbia River at Uma- 
tilla, Ore. The remainder of the project, 
which involves changes in track in 
northeastern Oregon and southeastern 
Washington, will be finished next year. 


B. & O. Story in Pamphlet 


“The Baltimore & Ohio—The Story 
of the Railroad That Grew Up with 
the United States,” is the title of a new 
short history of the B. & O. Written 
by Carroll Bateman, it is well illustrated 
and historically interesting. Consist- 
ing of 32 pages plus the cover, the pub- 
lication, it is explained, was printed by 
offset lithography at the B. & O. Print- 
ing Plant at Baltimore. 











SERVICE BETWEEN 


Chicago & Illinois Midland Ry. 
Chicago & North Western Ry. 
Gulf, Mobile & Ohio RR. 

Illinois Central Railroad e 
New York, Chicago & St. Louis RR. 

New York Centra] System 

Pennsylvania Railroad 

Atchison, Topeka & Santa Fe Ry. 
Chicago, Burlington & Quincy RR. 

Chicago, Rock Island and 

Pacific Ry. 


Illinois Terminal Railroad 
Inland Waterways Corp. 
Minneapolis & St. Louis Ry. 
Peoria Terminal RR. 
Toledo, Peoria & Western RR. 


PEORIA AND PEKIN UNION RAILWAY COMPANY 








UNION STATION « 


ROOM 36 * 





PEORIA 2, 


ILLINOIS 
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UNION 
PACIFIC 
RAILROAD 


Jo and from 
Pacttic Coast Ports 


DEPENDABLE AND EFFICIENT 
TRANSPORTATION FOR 
EXPORTERS AND IMPORTERS 


Foreign markets await your exports—domestic mar- 
kets await your imports. Speed your shipments via 


Union Pacific. 


Your particular needs can best be solved by consullt- 
ing Union Pacific Freight Representatives in metro- 
politan cities—or the Foreign Freight Department, 
Chicago, Illinois. Cable Address: UPARAILCO. 


Ship to Shore —Shore te Ship 


Be Specific... “SHIP UNION PACIFIC" 
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What it 

takes 

to lift 

. 104 tons) 
\ of turnpike! 





Two huge Gantry cranes, working in tandem 
at the Lackawanna Hoboken Terminal, deftly 
transfer a 104-ton steel girder, 125’ long x 175” 
high, to the lighter “J. J. Creegan”’ for transpor- 
tation to the partly completed Hackensack River 
Bridge, a maior link in the new $23,000,000 New Fresh f; 
Jersey Turnpike. i arcs 





custome 


When the American Bridge Company was faced _ ferred the 104-ton girders from flat cars to ” 


with the problem of shipping two gigantic steel _a lighter, and sped them on their way. 


girders to help bridge the sprawling Hacken- e * 


sack River and complete a vital link in New — Whether it’s tons of turnpike or crates of eggs 


b) ops: ” 9 ‘ ° 
Jersey’s great new “Highway of Tomorrow, ..coal, grain or heavy machinery ...modern 


° 6é..? 99 

they specified “via Lackawanna. Lackawanna efficiency adds up to preferred A 
. . 9 n 
handling for your shipments. That’s why so anothe 
° , condaiti 
many of the world’s smartest shippers specify at ree 
signees 
commo 
If sh 
ing of 


And at the Lackawanna Terminal in Hoboken, 
a pair of mammoth electric Gantry cranes, 


operating with the ease of a Hercules, trans- |§ Lackawanna—to or through New le 


LACK PSE 


Lackawanna Railroad (aa 


SHIPPERS WHO ARE IN THE KNOW, CHOOSE THE ROUTE OF PHOEBE SNOW 
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Fresh frozen pineapple, being discharged from the $.S. Manukai of the Matson Line, at the Port of Oakland. 


EXPORT SHIPPING 


"AN INTERPRETIVE SECTION APPEARING 4th ISSUE MONTHLY 


If shippers had a clearer understanding 


of some of the operational problems involved in the carriage of goods by sea, they would gain a better insight into how best to serve their overseas 


customers, says Mr. Van Orden. 


Shipper-Steamship Cooperation Can 
Reduce Loss and Damage to Export Goods 


LL parties concerned with the move- 
ment of goods from one place to 
another are concerned with the physical 
condition of those goods upon arrival 
at destination. Shippers, carriers, con- 
Signees and underwriters share this 
common interest. 
_ If shippers had a clearer understand- 
ing of some of the operational problems 
involved in the carriage of goods by sea, 
they would gain a better insight into 
how best to serve their overseas cus- 
tomers. 

One of the greatest contributions that 
can be made by the shipper toward the 
damage-free movement of goods on the 
Seas is to supply accurate and full infor- 


Shippers Advised to Provide Carriers with Accurate Description 
Of Goods, Observe Advertised Receiving Dates, Mark 
Merchandise Clearly. Carrier Problems, Practices Discussed. 


By CAPTAIN J. M. VAN ORDEN 


Marine Representative, Eastern Territory, Matson Navigation Co. 


mation to the carrier when the cargo 


’ is booked for shipment. 


It must be remembered that an ocean 
carrier will handle from several hundred 
to several thousands of tons of cargo 
over one pier to one ship. This cargo 


will consist of everything imaginable— 
foodstuffs, dry goods, ponderous pieces of 
machinery, light furniture, etc. More 
than one loading port and several ports 
of discharge are usually involved, adding 
another factor to the problem. 












lift jitney, and dust and dirt. 


the pier. 
separate tier. 





When a ship arrives at her loading 
berth, numerous considerations deter- 
mine the stowage in the vessel. Goods 
consigned to the first port of discharge 
cannot be placed behind nor beneath 
merchandise for subsequent ports. Heavy 
cargo cannot be placed on that which 
is easily crushed. Some goods must be: 
stowed in a manner to permit ventila- 
tion during the voyage. Other types of 
cargo may be injured by ventilation. Wet 
cargo must be separated from that which 
may be damaged by moisture. The sta- 
bility and trim of the ship must be con- 
sidered. In the case of certain danger- 
ous cargoes, Coast Guard regulations 
must be observed. Provision must be 
made to guard pilferable items from 
theft. Bonded cargo must be given 
special treatment. . 


Considering these circumstances, one 
understands why accurate information 
is essential to permit the steamship 
company to give the best service possi- 
ble. The most pertinent information 
concerns weights, measurements, true 
nature of the goods, type of package, 
and similar data. Should the goods be 
prone to damage by heat, cold, moisture, 
or contamination by odors, the package 
should: carry such warnings. 


Warehousing Facilities 


As regards warehousing operations at 
waterside there seems to be a wide- 
spread impression that steamship com- 
panies are able to warehouse goods 
awaiting delivery to the consignee or 
other carrier. This is not so. Very 
few steamship companies own the piers 
over which they operate. Most pier and 
wharf facilities are owned by munici- 
palities, state governments, federal agen- 
cies, terminal companies, or railroads. 
These are rented to the carriers on lease, 
for exclusive use, or on a ship-by-ship 
basis for wharfage charge. Storage of 
goods on the pier prior to the advertised 
receiving date or delay in taking de- 
livery of the merchandise at destination, 
usually subjects the owner of the cargo 
to demurrage charges and possible dam- 
age. In cases where the pier is owned 
by a unit of government, a toll is usually 
assessed to the account of the cargo 
passing over the pier. However, steam- 
ship companies can usually supply in- 
formation concerning warehouses in the 


Left: Rice is palletized, 18 sacks to the pallet board, and tiered on the 
pier, after being covered with paper for protection from grease on the 
This picture illustrates block stowage 
methods, wherein each mark, port, and commodity is kept together on 
An effort is made to keep the goods for each port in a 
Photo from Matson Navigation Co. 








siding lumber. 


Center: Skids of 


The Author 


John M. Van Orden, born in 1911 at 
Houghton, Mich., first started to sea in 
a lighthouse tender on the Great Lakes, 
in 1931. He joined the Matson liner, 


LURLINE, as a deck cadet in 1933, and, 
except for brief periods, has been em- 
ployed by that firm ever since. 

He was appointed chief officer of the 
LURLINE in 1942, when that ship was 
employed in the transportation of troops 


to the south Pacific. 

In March, 1944, Mr. Van Orden was 
given command of the new C-2 freighter, 
the SS DEFIANCE, employed in carrying 
war cargo during the Pacific campaigns. 
In April 1947, he was appointed to Mat- 
son’s newly-established damage. preven- 
tion program; he carried on this work 
until November, 1950, when he was as- 
signed new duties as marine representa- 
tive, eastern territory, Matson Navigation 
Co., at New York City. 


vicinity of the docks over which they 
operate. 

A great many existing pier facilities 
in the United States were designed when 
the horse-drawn dray and the small 
truck were the common modes of short- 
haul surface transportation. Close spac- 
ing of pillars to support the roofs of 
the piers was not much of a hindrance 
to these vehicles, and simplified the 
problems of the design engineer. 

Today the huge highway truck is a 
common hauling unit to and from the 
piers. It is easy to imagine how one of 
these behemoths, while attempting to 
maneuver about a pier so as to avoid 
pillars and piles of other cargo, can plug 
traffic for long periods of time. The effi- 
ciency of the terminal drops alarmingly 
under such conditions, and the time lost 
to the truck is costly for the shipper. 

The maritime industry is well aware 
of this problem and pier installations 
throughout the country are being mod- 
ernized to accommodate modern methods 
of transportation. Rail as well as highway 
carriers will benefit thereby. 

While all piers may not have kept 
abreast of modern methods of hauling, 


lithograph paper, each weighing between 3,000 and 4,000 pounds. 
Such skids are usually stowed in the lower hold. They are sturdily con- 
structed and cargo is piled on top of them. Right: Bundles of redwood 
Such lumber is discharged from the trucks and loaded 
to the vessel with lift jitneys. 
can be quickly and easily handled by stevedores. 







Being tied in small bundles, the lumber 













cargo handling methods at the piers are 
generally up to date. 

Except in a few cases where the type 
of cargo lends itself to that type of han- 
dling, the use of the cargo net has be- 
come obsolete in the United States. 

Goods are now palletized when re- 
ceived at the pier, and the loaded pallets 
are stacked according to the layout for 
the ship. When the vessel arrives at her 
loading berth, the pallet is moved to the 
shipside and loaded aboard. The goods 
are then removed from the pallet, and 
placed in stow. The board is then re- 
turned to the pier for further use. 

Due to the great problem of returning 
empties from overseas ports, the use of 
loads strapped to pallets is not in gen- 
eral use. Some commodities are shipped 
in this manner today, but it is the ex- 
ception rather than the rule. 

The day may come when large inter- 
national pallet pools will be operating. 
But that day is not yet in view. 

Mechanical handling methods are in 
common use on piers in this country and 
play a large part in the safe and eco- 
nomical handling of goods in transit. 
Fork trucks are used in palletizing and 
in handling goods to the ship’s tackle. 
Gravity rollers, conveyor type truck un- 
loaders, mechanical tail gates, and crane 
trucks all play their part in the modern 
scene, as do towing tractors and trailers. 

Such items as coal, grain, ores, sand 
and gravel, and rock have always been 
commonly handled in bulk. Today ships 
also handle molasses, copra, raw sugar, 
cement and latex with bulk methods. 
Special handling devices have been de- 
signed to move these commodities. 
Lumber moving in strapped loads has 
materially improved the handling of this 
commodity on dock and in the ships. 


Preventing Loss and Damage 


When the Second World War ended, 
the steamship companies resumed peace- 
time commercial trade. It was soon ob- 
vious that the claim losses were far 
excess of those suffered in pre-war days: 
The claimants were loud in their com 
plaints, and with good reason. It be- 
came apparent that definite steps 
would have to be taken to stop the drain 
on revenue, impede the upward move- 
ment of insurance rates, and still the 
clamor of consignees. 

The steamship companies individually 









































































Agencies: 





1c Wortp | June 23, 1951 





pounds. 
dily con- 
redwood 
1 loaded 


2 lumber 


piers are 


the type 
> of han- 
has be- 
utes. 

vhen re- 
d pallets 
ayout for 
es at her 
ed to the 
he goods 
let, and 
then re- 
ise. 

returning 
1e use of 
; in gen- 
» shipped 
; the ex- 


ge inter- 
perating. 
is are in 
mtry and 
and eco- 
| transit. 
zing and 
’s tackle. 
ruck un- 
nd crane 
> modern 
| trailers. 
res, sand 
ays been 
lay ships 
w sugar, 
methods. 
been de- 
modities. 
pads has 
g of this 
ships. 
1age 
r ended, 
dd peace 
soon ob- 
‘e far in 
var days. ‘ 
eir come | fen: 
It be- 
e steps 


Be cic ae 
‘det! ATLANTIC & D 


still the GENERAL OFFICES: 115 West Tazewell St., Norfolk 10, Va. 
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- 906 500 Fifth Ave. 650 Craghead Street Rm. 315 A. G. Rhodes Bldg. 2226 Comer Bidg. 5000 38th St., N.W. 














«oePORT OF LOS ANGELES 4 


“Preferential assign- 
ments of berths in Los 
Angeles Harbor assures me of a 
mooring immediately upon enter- 
ing the port, saving valuable time 


and money.” JE: Z. 


S ANGELES GRACE LINE 


\a for Shopping 
' 


Wats 


gronned on® 


i) 


LOS ANGELES HARBOR 
Board of Harbor Commissioners 


City Hall, Les Angeles 12, Calif. 





TRAFFIC WORLD 


Canned goods coming off a Matson freighter at the Port of Oakland, and being handled by towing 


tractor and ‘trailer. 


Shippers can make a fundamental contribution to the damage-free movement 


of goods on the seas by supplying accurate and full information to the carrier when the cargo is 
booked for shipment. 


embarked upon programs to reduce the 
losses of revenue and good will. Methods 
varied from company to company, but 
the following activities proved of great 
value: 


Executive and job level committees, 
established at loading and discharging 
ports, were set up to study general and 
specific problems. A study of the min- 
utes of these committee meetings reveals 
the wide variety of subjects discussed— 
methods of stowing automobiles, dam- 
age to electrical appliances, pilferage of 
clothing, prevention of sweat damage, 
for instance. Full-time claim prevention 
staffs were established with the company. 


The widespread use of cameras by 
shore staffs and ships officers has done 
much to improve stowage methods, by 
recording poor and good examples. 
Complete out-turn reports showing the 
manner in which specific shipments ar- 
rived at destination proved to be of 
value in the study of stowage and pack- 
aging. 

Working with the railroads on mutual 
problems has been of benefit, when 
the two types of carriers have been 
involved in the movement of the same 
shipments. 

Posters have been used to drive the 
message of damage prevention home to 
the men who actually handle the goods. 
Much has been done to increase the 
protection of goods from  pilferage. 
Special lockers are built into the ships 
so that goods may be kept under lock 
and key, and containers of some 140 
cubic foot capacity have been con- 
structed to handle small packages that 
could easily be lost, mislaid, overcarried 
or pilfered. 

The aid of shippers has been solicited 
in removing certain advertising from 
their shipping container. (We found 
in the case of a manufacturer of a 
famous brand of clothing that his ad- 


vertising was an open invitation to the 
pilferer.) 


By improving methods of receiving 
and delivery of freight, loses arising 
from shortages and overages have been 
substantially reduced. 


The study of refrigeration and ven- 
tilation has done much to improve the 
condition of perishables at destination. 
Calls on the consignees have been 4 
major aid in the fight against damaged 
freight, as consignees are the source 
of last-minute information on the con- 
dition of goods at arrival. Such calls 
also give the consignee a chance to get 
his complaints off his chest, and im- 
prove his attitude toward the transpor- 
tation company and the shipper. (It 
follows, of course, that something must 
be done concerning his complaint, or 
the consignee will be doubly bitter when 
the next call is made.) Calls on the 
shippers concerning their packaging has, 
in some cases, resulted in a reduction 
in packing costs and freight charges. 

All such activities have contributed 
something to keep down loss and dam- 
age to freight, and in the aggregate have 
done much to cut the losses and im- 
prove relationships between shipper, 
carriers, consignees and underwriters. 

The value of a damage prevention 
program to a transportation company 
can hardly be exaggerated. 


What Lies Ahead? 


The last war showed the need for in- 
creased efficiency in all phases of freight 
handling. Further improvement since 
the war has been spurred by greatly 
increased operating costs. 

This progress is exemplified by the 
continued effort to improve terminal 
facilities. The ships, too, are in tune 
with the trend. A C-3 freighter (which 
is a ship much in favor with the United 
States shipping industry) is a great Im- 
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provement over pre-war vessels. High 
sea speed excellent ventilation and re- 
frigeration, modern marvels of naviga- 
tion and communications equipment, 
plus sturdy reliability, make the C-3 a 
vessel to compare favorably with modern 
transportation units on the rails, in the 
air and on the highways. 

New ships on the drawing boards and 
on the building ways will prove that the 
American merchant marine is not rest- 
ing passively, but is determined to lead 
the world. 

The shipper can do his bit toward 
achieving safe carriage of his goods by 
ocean carriers by observing the follow- 
ing practices: 

1. Provide the carrier with an ac- 
curate description of the goods. 

2. Adhere to advertised receiving dates, 
to eliminate annoying demurrage 
charges. 

3. Take delivery from the pier 
promptly, to avoid demurrage. 

4. Contact your customer and deter- 
mine if your product is suffering trans- 
portation damage. If so, solicit aid of 
the carriers involved. 

5. Mark merchandise clearly, but avoid 
advertising on the shipping container 
to reduce pilferage. 

6. When planning to market a new 
product abroad, discuss the packaging 
with the carriers. They can help reduce 
damage and shipping costs. 


Mississippi River, Gulf 
Intracoastal Lines 
Listed by Army 


Transportation lines, their vessels of 
American registry operating or available 
for operation on 31 December 1950 on the 
Mississippi River System and the Gulf 
Intracoastal Waterway, and their routes 
are described in a 227-page booklet pub- 
lished by ,the Board of Engineers for 
Rivers and Harbors, Department of the 
Army which says: 

“Three comprehensive tables are pro- 
vided in this annual publication now 
available at $1.25 each from the Super- 
intendent of Documents, Government 
Printing Office, Washington 25, D.C. 

“Table 1 lists 780 operators, lines, com- 

panies or individuals, with their ad- 
dresses. 
_ “Table 2 lists each vessel in operation; 
its type and construction, its net register 
tonnage, length and breadth, draft, 
horsepower, carrying capacity, highest 
fixed superstructures, and cargo handling 
equipment; date when built or rebuilt, its 
operator and local operating base, and 
the kind of service it supplies. 

“Table 3 shows the localities served by 
the vessels, the schedule of operations, 
Principal commodities carried, the usual 
navigation season, kind and class of serv- 
ice, and the localities at which joint rates 
with specified railroads are in effect.” 


P.A.B. Brazil Agents 


Pacific Argentine Brazil Line, Inc., a 
wholly-owned subsidiary of Pope & Tal- 
bot, Inc., has announced the appoint- 
ment of the Johnson Line as their gen- 
eral agents throughout Brazil. 

The new agency took effect with the 
northbound loading of the P&T Seafarer 
at Paranagua on June 20. The Pacific 
Argentine Brazil Line operates four 
Ships between the east coast of South 
America and the U.S. Pacific Coast. 


GEORGIA’S NEW GATEWAY 
TO WORLD TRADE 


Now Available! 


WAREHOUSE SPACE 
OPEN STORAGE 
INDUSTRIAL SITES 
More than 2,000,000 square feet 


in modern, concrete floored, fully protected 
warehouses for storage or lease. Distribution 
and all other warehouse services. 


UNITS—75,000 square feet and up. 


DISTRIBUTION—Complete and in-transit distribution 
service. 


TRANSPORTATION—All Savannah railroads (ACL, 
C. of Ga., SAL, S&A, Sou. Ry.), 24 truck lines and 
good local transportation. 


UTILITIES — Power, water, oil, rail sidings, paved 
streets, sprinkler system, and fire department. 


NON-CONGESTED AREA—Temperate climate and 
dependable workers. 


New State Docks Under Construction 
gol? Avy, 


% Si 
cross * 
Write, Wire or Phone for information 


| Georgia Ports Authority 


NEW YORK, NEW YORK SAVANNAH, GEORGIA ATLANTA, GEORGIA 
J. C. Vandegriff Henry W. Sweet D. Leon Williams 
233 Broadway General Manager Assistant General Mgr. 
Phone—Rector 2-3772 P. O. Box 1039 1413 Healey Building 
Phone—4-8844 Phone—AlLpine 1595 











ECONOMICAL 
Export Packing 
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By FRANK W. GREEN 


Packaging Consultant 
























This is another of an extended 
series of short but factual features 

















Cost-conscious traffic men are turning to the Port of Charles- 
ton for the maximum in port services at maximum savings. 







Operated by a non-profit state agency pledged to serve your ceutag Sow expat padaging 
shipping needs with efficiency and economy, Charleston has may be properly done with — 
frequent regular world-wide sailings, favorable inland rates, we om papper hain 
modern shipping terminals, extensive shipside storage, and Q ere is yes the lading be- 
fast, direct cargo movement without lighterage. It will pay a ae ae 
you to try Charleston. packaging in the nee States. 
Write for new Tarift of Port Charges OFFICES we maiptet — mae we segue 
CHARLESTON monthly in connection with the 
1 Vendue Range—3-7261 Export Shipping Section of 
NEW YORK TRAFFIC WORLD 
SOUTH CAROLINA STATE ae... 
CHICAGO 


PORTS AUTHORITY 


327 S. LaSalle St.—WE 9-5815 
WASHINGTON, D. C. 
926 DuPont Circle—HU 8105 
ROCK HILL, S. C. 
216 E. Black St —4369 


HE accompanying photograph was 

taken in the hold of an outbound ves- 
sel during loading operations at an east 
coast port. 


It will be noted that the long wooden 
box in the center is badly broken in two 
places—the top and end. This was not 
due to poor stowage or to rough handling. 
In fact, the same condition was observed 
on the pier prior to loading. The dam- 
age in this instance was typical of many 
shipments of the same type of material. 
The end damage is very common for 
shipments of this nature. 
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DAILY OVERNIGHT SERVICE 







The contents of this particular box 
happened to be steel and iron parts 






serves 


5: 9 ports of the 
CARIBBEAN 


FROM NORTH ATLANTIC, 
GULF PORTS AND CANADA 




















which had been packed without interior 
bracing. In studies which have been 
conducted recently it was found that 
damaged packages frequently resulted in 
the shipment of these materials. 


When attempting to reduce packaging 

: /| costs it is often the practice to start 
-_ es with the containers which hadn’t shown 
any damage over a period of time. be 
is assumed that in such cases overpack- 

ALCOA STEAMSHIP COMPANY, INC. MICHIGAN EX, PRESS, IW. ing must exist and that savings should 
be relatively easy. It often happens, 
however, that damaged shipments bring 
attention to packages which may be ex- 
pensive even though inadequate. We 
find just such a case in the packages 
discussed in this month’s column. At 
first inspection the containers appear 
economical enough. Upon further study 
(brought about because of the damage) 












.. and calls at 17 
eso Caribbean ports on 
. northbound sailings 































17 Battery Place, New York 4, N. Y. 
One Canal Street, New Orleans 12, La. 

Mathieson Building, Baltimore 2, Md. 
111 W. Washington Street, Chicago 2, Ill. 
















Offices in 21 principal cities 
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it was possible to observe that more eco- 
nomical containers could be used. 

The major problem with these con- 
tainers was that the relatively heavy 
contents were fitted when packed but 
were not blocked. Inadequate nailing 
and poor wood were secondary factors. 
A third weakness was to be found in the 
limited use of strapping. The combina- 
tion of these weaknesses resulted in 
breakage. 

The box in the photograph (one of 
several in the shipment) was removed to 
be recoopered. When opened it was ob- 
served that the parts had shifted. It 
was also noted that the parts could be 
regrouped and strapped together. The 
bundles could be readily fitted and 
blocked so that shifting became impossi- 
ble. 


The parts, which could not be mate- 
rially damaged by rust, were then packed 
in an open crate and_ thoroughly 
strapped. The parts, having been bun- 
dled and blocked, could not move. The 
crate, carefully designed and using di- 
agonal braces, could withstand han- 
dling in spite of the dense nature of the 
load. The strapping did not encounter 
any problems because the design of the 
crates provided for the straps and was 
in fact predicated upon their use. The 
straps united the entire bundle and pro- 
vided against shock. 

This package was found to be more 
economical than the one in the photo- 
graph because of the fact that the board 
feet of lumber was reduced by approxi- 
mately one-third. This meant a saving 
on lumber, on cutting, on nailing, on 
handling and on tare and gross weight. 


A. W. AYLIN, Foreign 
Freight Traffic Manager 
1706 Missouri Pacific Bldg. 
St. Louis 3, Mo. 


The crate design also made it possible 
to prefabricate the crates thus providing 
for better work load planning which can 
result in worthwhile labor savings if fol- 
lowed through. 


Where the volume justified their use, 
wirebounds might also have provided 
good protection at lower over-all cost 
for items of this type. The wirebounds 
would have to be carefully engineered to 
meet all of the conditions. It would also 
be especially important that with such 
a dense load the contents be thoroughly 
secured and blocked against movement. 


Re-Export Ruling Made 


The Office of International Trade has 
ruled that the re-export of certain com- 
modities, shipped from foreign coun- 
tries and manifested originally to the 
United ‘States, is subject to licensing, 
whether or not the commodities are 
unloaded from the carrying vessel. 

It said the commodities were specified 
in the “excepted list” of general license 
G.I.T. in the comprehensive export 
schedule. It said that included among 
the excepted commodities were raw 
cotton and cotton linters; refined oils; 
beryllium, tantalum and other ores and 
concentrates; machinery; and certain 
other commodities. 


North Carolina Ports 


The Board of Engineers for Rivers and 
Harbors, Corps of Engineers, Department 
of the Army, and the Maritime Admin- 


istration, U. S. Department of Com- 
merce, announce the publication of a 
revised report on the Ports of Wilming- 
ton and Morehead City, North Carolina, 
which is issued as No. 12 of the Port 
series. 

The publication treats of the techni- 
cal phases of port operation and admin- 
istration, port facilities and services, port 
and terminal charges, volume and flow 
of commerce, and of the communication 
facilities such as steamship lines, rail- 
roads, and air lines, as well as several 
other subjects of interest to transporta- 
tion and maritime endeavors. Copies of 
the report may be obtained at $1.75 each 
from the Government Printing Officé, 
Washington, D. C. 


Foreign Package Control 


By concerted action of the Office of 
International Trade and the Post Office 
Department, any person wishing to send 
a package abroad by surface or air par- 
cel post must present a validated export 
license at the time of mailing, or state 
on the wrapper that no export license 
is required. 

Announcement of the ruling was made 
by the O.I1.T., effective June 14. 

It said that postmasters had been 
directed not to accept for foreign mail- 
ing any package not meeting those con- 
ditions unless the sender either knew 
that the contents were exportable under 
some other general authorization, or 
presented a validated license. The post- 
master, it said, would retain the license, 
and no further shipments might be made 
against it. 


to BETTER SHIPPING 


eee to and from 


the Gulf Pests 


Mo-PAc’s modern rail equipment and fast, 
dependable schedules... linked with the fine 
facilities offered by ten principal Gulf ports from 
New Orleans to Brownsville served by Missouri 
PACIFIC...can make Import-Export shipping an 
easier phase in your marketing operation. 


SERVING THE WEST-SOUTHWEST EMPIRE 





PERSONAL NEWS 





G. A. Welsh has been appointed traffic 
manager of the Great Lakes Pipe Line 
Co., Kansas City, Mo. He was formerly 
assistant to the 
traffic manager. His 
promotion was an- 
nounced by Harry 
Moreland, president 
of the company, 
simultaneously with 
the retirement of 
C. A. L. Walker, a 
vice-president of 
Great Lakes. Mr. 
Walker had been an 
administrative and 
executive member 
of the pipe line 
company since its 
organization in July, 1930, first as traffic 
manager and in recent years as vice- 
president. He relinquished responsibili- 
ties in company management on retire- 
ment but is continuing with Great Lakes 
as a consultant. 

* 





G. A. Welsh 


7% * 


D. B. Sofo has been elected vice-presi- 
dent of Glendenning Motorways, Inc., 
Chicago, Ill. He was formerly terminal 
manager at Chicago. 

+ * * 

Joel S. Cagle has been appointed com- 
mercial agent of the Norfolk Southern 
Railway Co., with headquarters at Wins- 
ton-Salem, N.C. 

7 * * 

Frederick H. Baird has been appointed 
to the newly-created position of assistant 
vice-president of the New York Central 
System in charge of passenger traffic, 
with headquarters at New York City. 
Mr. Baird was formerly general passen- 
ger traffic manager of the railroad in 
New York City. He entered the Central’s 
service in 1909 at Buffalo, N.Y. 


* * * 


R. E. Lewis has been promoted from 
commercial agent at Birmingham, Ala., 
to general freight agent in charge of 
sales and service of the Tennessee, Ala- 
bama & Georgia Railway Co., with head- 
quarters at Chattanooga, Tenn. H. I. 
Power has assumed the duties of general 
freight agent in charge of divisions, suc- 
ceeding O. J. Capps, resigned. 

* * +. 


John J. Corris has been appointed 
public relations manager in Chicago for 
Trans World Airlines, where he will be 
responsible for the company’s public re- 
lations activities in various mid-western 
cities. Formerly assistant public rela- 
tions manager for the airline in New 
York, he succeeds Clayton J. Irwin, who 
has resigned to join the editorial execu- 
tive staff of the Detroit News. 

* * aa 

Carl Schuster has been appointed 
manager of the Springfield, Ill., office of 
Decatur Cartage Co. He was formerly 
sales representative of the company. 

ca * * 


M. W. Clement, chairman of the board 
of the Pennsylvania Railroad, has re- 
ceived an honorary degree of Doctor of 
Humane Letters from Trinity College, 
Hartford, Conn., in honor of the fiftieth 
anniversary of his graduation from the 
college... The degree was conferred at the 





college’s one hundred and twenty-fifth 
annual commencement exercises held 
June 17. Mr. Clement, a senior trustee 
of the college, has been with the Penn- 
sylvania Railroad since his graduation 
from Trinity in 1901. 


* * * 


Harry C. Murphy, president of the 
Chicago, Burlington & Quincy Railroad, 
received the honorary degree of Doctor 
of Engineering at the eightieth annual 
commencement exercises of Iowa State 
College at Ames, Ia., June 15. He was 
cited for his “distinguished career as an 
engineer and administrator.” 

* * * 


Appointment of A. J. Bruens as gen- 
eral traffic manager of the Rockwell 
Manufacturing Co., Pittsburgh, Pa., has 
been announced by 
W. H. Newbaker, 
vice-president of 
purchasing and 
traffic. Mr. Bruens 
will be responsible 
for coordinating 
traffic for the com- 
pany’s 14 plants 
and its major ware- 
houses. Prior to his 
recent appointment 
he was employed 
for seven years as 
traffic manager of 
the company’s Del- 
ta manufacturing division in Milwaukee. 
Before joining Rockwell he served as 
traffic manager for the Rundle Manu- 
facturing Co. in Milwaukee and was di- 
vision traffic manager of the U. S. Rub- 
ber Co. in Minneapolis. Mr. Bruens was 
recently elected vice-president of the 
Milwaukee Traffic Club for the ensuing 
year. He has served the club as secre- 
tary and director. He is a member of 
the National Industrial Traffic League, 
the Milwaukee Transportation Club, the 
Pittsburgh Traffic Club and the Traffic 
and Transportation Association of Pitts- 
burgh. 





A. J. Bruens 


* * * 


John C. Iselin has announced resigna- 
tion from his position with the Blackmer 
Post Pipe Co., of St. Louis, Mo., to be- 
come general traffic manager of Asso- 
ciated Sales & Supply Co., Associated 
Wood-Preservers, Inc., and Wood-Treat- 
ing Chemicals Co., with general offices 
in St. Louis. He had been with the 
former company for more than 25 years, 
serving as office boy, clerk, traffic man- 
ager and corresponding secretary. 

aw cs oe 


The White House has announced the 
appointment of Warren Lee Pierson, 
chairman of the board of Trans World 
Airlines, as the United States represent- 
ative on the Tripartite Commission on 
German Debts with the personal rank 
of ambassador. 

* * x 


D. L. Horst has been appointed gen- 
eral agent of the Grand Trunk Western 
—Canadian National Railways at Flint, 
Mich., succeeding T. P. McCarthy, who 
has been promoted to general agent of 
the railways at Grand Rapids, Mich. 
Mr. Borst was formerly traveling freight 
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agent for the railways at Birmingham, 
Ala. In his new position, Mr. McCarthy 
succeeds M. A. O’Brien, who has been 
promoted to general freight agent for 
the railways at Detroit. 
oe * * 


The retirement of Mark M. Twohig, 
traffic manager of the Willard Storage 
Battery Co. for 36 years, has been an- 
nounced by C. H. 
Gibney, vice-presi- 
dent and secretary. 
Mr. Twohig has an 
extensive back- 
















ground in traffic 
work. After his 
graduation from 





high school in 1898, 
he worked for the 
Pennsylvania and 
Newburg & South 
Shore railroads, the 
Cleveland Salt Co., 
the Lake Shore & 
Michigan Southern 
Railroad, and the Wm. Bingham Co. He 
joined Willard in 1915 as traffic manager. 
A leader in civic and professional activ- 
ities, he has been chairman of the traffic 
committee of the Association of American 
Battery Manufacturers for 26 years, and 
chairman of the Shippers Committee of 
the Cleveland Chamber of Commerce for 
17 years. He is also past president of the 
Ohio State Industrial Traffic League and 
a former member of the executive com- 
mittee and past chairman of the rate and 
tariff construction committee of the Na- 
tional Industrial Traffic League. Since 
1929 he has been a member of the Asso- 
ciation of Interstate Commerce Commis- 
sion Practitioners. Mr. Twohig has been 
a member of the advisory staff of LaSalle 
University since 1919, and a member of 
the executive committee of the Great 
Lakes Regional Board since 1923. 




















Mark M. Twohig 




















The board of directors of International 
Forwarding Co. and its subsidiary com- 
panies, International Expediters, Inc. 
and Pacific Forwarding Association, Inc., 
has elected the following officers: S. R. 


























S. R. Ricklefs R. H. Burgess 








Ricklefs, chairman of the board; Roy H. 
Burgess, Jr., president; Neils Forsberg, 
vice-president and secretary, and How- 
ard C. Shaw, vice-president and treas- 
urer. Mr. Burgess, age 40, began his 
career with International Forwarding 
Co. in July, 1928, and succeeds the late 
William A. Bade as president. He at- 
tended the University of Illinois and is 
the author of “Freight Transportation 
Selling.” Mr. Ricklefs, affiliated with 
International Forwarding Co. since May, 
1928, started in the transportation in- 
dustry with the railroads in 1910. Prior 
to June 15, 1951, he was executive vice- 
president of International Forwarding 
Co. and its subsidiary companies. Mr. 
Forsberg, age 34, and Mr. Shaw have 
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been members of the organization since 
1934 and 1936, respectively. 
7 ~ * 

Appointment of Hubert Lacey as as- 
sistant traffic manager of Joseph T. 
Ryerson & Son, Inc., Chicago, has been 
announced. Mr. Lacey joined Ryerson 
after leaving the Navy at the end of the 
Second World War, where he served as 
supply officer for the 6th Amphibious 
Fleet. Prior to his enlistment he had 
been employed by the Pennsylvania Rail- 
road at Detroit. He is the son of Edward 
F. Lacey, executive secretary of the Na- 
tional Industrial Traffic League. 


* * * 


Clair M. Roddewig, president of the 
Chicago & Eastern Illinois Railroad, has 
been named chairman of the transpor- 
tation division in the trades and indus- 
tries group for the 1951 Community 
Fund campaign in Chicago. 

- * aa 


H. E. Allen has been appointed traffic 
service agent at Augusta, Ga., for the 
Clinchfield Railroad Co. 

* ak ca 

Frederic C. Dumaine, Jr., has suc- 
ceeded his late father as president and 
chairman of the board of the New York, 
New Haven & Hartford Railroad. Mr. 
Dumaine has been a director and mem- 
ber of the executive committee of the 
New Haven since December, 1949, and 
for 14 years was a director and a mem- 
ber of the executive committee of the 
Maine Central and the Boston & Maine. 


* * * 


Raymond O. Beebe has been appointed 
southeastern freight agent at Atlanta, 
Ga., for the Delaware & Hudson Rail- 
road, effective July 1, to succeed Monte 
Pickens, who will retire on that date, be- 
cause of ill health, after 28 years of 
continuous service with the railroad. 
Mr. Pickens entered railroad service in 
1901 and served various southern lines 
prior to accepting D. & H. employment 
in 1923. 

oF +. ok 

Oscar L. Grisamore has been appointed 
general traffic- manager of the Illinois 
Central Railroad, with headquarters at 
Chicago, effective July 1. He will head 
the road’s sales and service activities. 
Formerly general freight traffic manager 
of the company at Chicago, Mr. Grisa- 
more began his career with the Illinois 
Central 40 years ago in the operating 
department at Champaign, Ill. In 1917 
he transferred to the freight rate section 
of the traffic department at Chicago. 
After service in World War I with the 
U. S. Marine Corps he returned to the 
road at Chicago where he was employed 
in various positions prior to becoming 
assistant general freight agent in 1928. 
When the United States entered World 
War II, he was stationed in Washing- 
ton, D. C., as general freight agent where 
he represented the road until August, 
1944, when he returned to Chicago as 
freight traffic manager. He advanced to 
general freight traffic manager in 1947. 
Joseph L. Sheppard, assistant vice-presi- 
dent of the Illinois Central, will retire 
July 1, after 55 years of service, the rail- 
road has announced. 








OBITUARIES 
RE | TT SS 


N. J. Holmberg, member of the Min- 
nesota Railroad and Warehouse Com- 
mission, died June 13. He had served on 
the commission since 1941, and was ac- 





tive with the National Association of 
Railroad and Utilities Commissioners, 
Washington, D.C., serving as a member 
of the executive committee and the com- 
mittee on legislation. 
ok x ok 

Miles L. Austin, 58, general industrial 
agent for the St. Louis San Francisco 
Railway, St. Louis, Mo., died June 7 in 
St. Louis of heart disease. He had been 





Everett Q. Davis, district freight agent 
at Charlotte, N.C., for the Seaboard Air 
Line Railroad, is the new president of the 
Charlotte Traffic 
and Transportation 
Club. He was elect- 
ed to that position 
at the club’s annual 
meeting held May 
25, thus becoming 
the eighteenth con- 
secutive president of 
the organization. 
Mr. Davis was born 
in Beaufort county, 
S.C., but due to the 
death of his parents, 
when he was 14 
years of age, moved 
to nearby Savannah, Ga., where he re- 
ceived his education in the public schools 
of that city. His first job was in the 
office of the auditor of traffic of the 
Central of Georgia Railroad. He con- 
tinued in the employ of this company 
for a number of years becoming rate 
clerk in the overcharge claim bureau be- 
fore resigning to engage in private busi- 
ness. Returning to railroading, however, 
after several years in private business, he 
became associated with the Seaboard in 
Savannah. He was transferred to the 
Seaboard’s general offices in Norfolk, Va., 
where he remained for a short time, 
later being transferred to the office of 
the general western agent at Chicago as 
chief clerk. He successively served as 
traveling freight agent at Chicago, and 
district freight agent at Washington, 
D.C., before being appointed to his pres- 
ent position in 1946 as district freight 
agent in Charlotte. 


* * * 


The fourth annual golf outing of the 
Will County Transportation Ciub will be 
held July 10 at Big Run Golf Club in 
Lockport, Ill. There will be golf all day, 
with dinner in the evening and award 
of prizes. 





E. Q. Davis 


* * x 


The Women’s Traffic & Transporta- 
tion Club of New Orleans has elected 
the following members to serve on its 
nominating committee for 1951-52 offi- 
cer candidates to be voted on at its elec- 
tion meeting September 11: Miss Mary 
Snow, Mrs. Myrtle Sheasby, Miss Ethel 
Hoth, Miss Phylis Benintende, and Mrs. 
Myrtle Peirce. 


* * * 


Homer L. Montgomery, of the Ameri- 
can Radiator & Standard Sanitary Cor- 
poration, Pittsburgh, Pa., became the 
new president of the Traffic and Trans- 
portation Association of Pittsburgh at 
its annual election held June 1 in the 
Fort Pitt Hotel, Pittsburgh. Formerly 
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in the railway industry since 1909 and 
with the Frisco since 1912. 
He o* a 


Luard C. Anderson, 71, assistant to 
vice-president, operations and mainte- 
nance, New York Central System, before 
his retirement November 30, died June 
13 at his home in Larchmont Acres, 
Larchmont, N.Y. He entered service of 
the Central in 1899. 





vice-president of the association, he suc- 
ceeded Ray Downey, of the Terminal 
Railroad Association of St. Louis. Other 
officers elected to serve with Mr. Mont- 
gomery for the 1951-52 term included 
Everett C. Evans, vice-president; Emil 
J. Smith, Transport Motor Express, re- 
cording secretary; John S. Gunner, Un- 
ion Pacific Railroad, financial secretary; 
Robert C. Beck, membership secretary; 
Norman A. Pemberton, Steel City Elec- 
tric Co., treasurer; Edward P. Linger, 
custodian, and John J. Casey, Jr., his- 
torian. Newly elected members to the 
executive committee were Robert J. 
Crosby, Robert A. Newton, Jr., J. Frank 
Shearer, Joseph F. Lauth, John R. Mc- 
Michaels and William J. Jones. The 
next meeting of the association will be 
held as a golf outing June 28 at the 
Highland Country Club. 


Miss Esther E. Tesnow, clerk of the 
Northern Pacific Railway Co., Milwaukee, 
Wis., was recently installed as the new 
president of the Woman’s Traffic Club of 





Milwaukee for the 1951-52 term. She is 
pictured here at extreme left with Miss 
Natalie Kratz, clerk of the Chicago Great 
Western Railway, Milwaukee, and Miss 
Irene Stout, traffic manager of the Dis- 
play Corporation, Milwaukee, who be- 
came secretary and vice-president, re- 
spectively. Not shown in the photo 3s 
Miss Frances D’Amore, of the A. O. 
Smith Corporation, Milwaukee, club 
treasurer. 
2 1 ok 

The Trenton (N.J.) Traffic Club held 
its annual outing on June 7 at the Hope- 
well Country Club, Hopewell, N.J. Win- 
ners of the golf tournament were Bob 
Cooper and Sam Bonacci, with a low 
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gross of 83. Jack Brady served as chair- 
man and Charles Riscavage as _ vice- 
chairman of the outing committee. 
ae a 1 
The Chicago Transportation Club will 
hold its second golf outing of the year 
on June 26 at St. Andrews Golf Club, 
West Chicago, Ill. There will be golf 
all day, a roast beef dinner and prizes. 
M. J. Novak, of the Illinois Central Rail- 
road, is chairman of the golf committee. 
* * * 


The Traffic Club of New York, Inc., 
has announced plans to hold its annual 
fishing party on July 10 at Freeport, 
LI. Chairman of the committee in 
charge of arrangements is P. W. Nutley, 
district freight agent, Baltimore & Ohio 
Railroad, New York City. 


* * * 


The Fort Wayne Transportation Club, 
Inc., will hold its golf outing June 28 
at the Kendallville Country Club, Ken- 
dallville, Ind. The day’s program in- 
cludes a tour of the caramel plant of 
Kraft Foods at Kendallville. 


* * * 


J. Douglas Dawson, general traffic 
manager, Norton Co., Worcester, Mass., 
addressed the General Agents Council, 
Boston, Mass., at its regular luncheon 
June 18 in the Hotel Manger, Boston. He 
outlined the sources of his company’s 
raw materials and described methods 
used in the manufacture of abrasives and 
other of its products. 

* * * 

Addresses by H. B. Bertillion, wine ex- 
pert, on “The Romance of Wine,” and 
Miss Marga Sveilis, who lived in Latvia 
under Soviet rule, on “Life Behind the 
Iron Curtain,” highlighted the May din- 
ner meeting of the San Francisco Traffic 
Club, designated as its annual “Bosses 
Night.” Many top traffic men of the 
city attended the meeting. 

* * * 

The Oakland (Calif.) Traffic Club held 
its monthly dinner meeting, which was 
designated as “Welfare and Educational 
Night,” on June 19 at the Leamington 
Hotel. Diplomas were presented to stu- 
dents graduating from the school of traf- 
fic management sponsored by the club 
at the Merritt Business School in Oak+ 
land by Selmer O. Berg, superintendent 
of Oakland schools. Cliff Buell, of the 
welfare committee, and Ted Luedtke, of 
the educational committee, were co- 
chairmen of.the committee on arrange- 
ments. Jack P. Sanders, club president, 
presided. 

* * * 

The Ocean Freight Agents Association 
of Chicago has planned a golf outing 
for September 18 at Rolling Green Coun- 
try Club, Arlington Heights, Ill. 

ok om oo 


Included on the program at the regu- 
lar meeting of the Women’s Traffic Club 
of Cleveland June 14 was a tour by mem- 
bers, in chartered busses, through the 
Standard Oil Co. refinery in Cleveland, 
following which, a movie, “Men in Oil,” 
Sponsored by the company, was shown 
at the Allerton Hotel. 

a a Bo 

G. G. Heller, general traffic manager 
ol Branch Motor Express Co., addressed 
the Lehigh Valley Chapter of the Delta 
Nu Alpha Transportation Fraternity at 
its regular meeting held June 4 in Allen- 
town, Pa., on the motor carriers’ view- 
point on O. S. & D. claim prevention. 

* + * 

Members of the Women’s Traffic Club 
of San Francisco and the Women’s Traf- 
fic Club of Los Angeles are planning a 





DON’T SAY “BEST WAY” ROUTE IT MARION 
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SHIP ALASKA DIRECT 


FREQUENT SCHEDULED SAILINGS 


4 Gateways 
Los Angeles + San Francisco 
Portland + Seattle 


Ship direct by water and: 


1. SAVE on freight charges 
2. ELIMINATE transfer charges 
3. AVOID unnecessary handling 


OASTWISE LINE 


San Francisco 4, 150 Sansome Street 
Portland 5, Broadway-Oak Blidg., 
623 So. West Oak St. 

Los Angeles, Pier A, Long Beach 
Seattle 6, 3200 26th Ave., S.W. 
Anchorage, Alaska. 223 Central Building 
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SERVICE 


If you're looking for fast, depend- 
able freight service to, from and 
within the South—just set your 
sights on the modern Southern 
Railway System. Do it today! 


The Pacific Coast Direct Line serving 
Philadelphia... Chester. . Baltimore 
..- Norfolk... Pacific. Coast Ports. 


WEYERHAEUSER 


STEAMSHIP COMPANY 


Offices in Tacoma, Portland, Ore., 
Seattle, Wash., and Los Angeles. 
Main Offices : San Francisco. 141 Battery St. 


RAILWAY SYSTEM Atlantic Coast Office: New York. 








CHICAGO and 
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San Francisco 


Owned and Operated by The STATE OF 
CALIFORNIA As a Public Utility for Shippers 
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Invites Mid-continent Exporters, 
Importers and Traffic Managers to 
consult freely on Ocean Shipping 
problems with the 
CHICAGO OFFICE 
of the Port of San Francisco 


LAWRENCE T. WAIDELL, Special Agent 
35 E. Wacker Drive, Chicago 1, Ill. 
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joint trip to Seattle to attend the con- 
ference of the Associated Traffic Clubs 
of America scheduled to be held in that 
city September 24-26. Among the group 
will be Emma Kentz, of the Union Pa- 
cific Railroad, a charter member and 
second president of the Los Angeles club, 
who is said to be the only woman who 
holds an honorary life membership in 
the A.T.C.A. 
+. * of 

W. J. Brennan, general agent, Reading 
Railway System, Cleveland, O., was 
elected to the presidency of the Traffic 
Club of Cleveland at its annual election 
held June 14 at Pine Ridge Country 
Club, Cleveland, O. Other officers 
elected for the 1951-52 term were: First 
vice-president, L. E. Yost, assistant gen- 
eral traffic manager, Sherwin-Williams 
Co., Cleveland; second vice-president, 
Gordon F. Wilson, president, Wilson 
Motor Lines, Inc., Cleveland; secretary, 
John J. Jacobson, assistant transporta- 
tion commissioner, Cleveland Chamber 
of Commerce; and treasurer, Wilfred H. 
Smith, general traffic manager, F. C. 
Russell Co., Cleveland. The following 
were elected to the board of governors 
for two-year terms: Harry J. Carroll, 
director of traffic, Goodyear Tire & 
Rubber Co., Akron, O.; V. W. Stack- 
house, traffic manager, Dobeckmum Co., 
Cleveland; L. C. Frederick, traffic Man- 
ager, White Sewing Machine Corpora- 
tion, Cleveland; Walter Kruse, general 
agent, Chesapeake & Ohio Railway, 
Cleveland; James T. Lean, Baltimore & 
Ohio Railroad, Cleveland, and Roy E. 
Pempin, vice-president, Wenham Trans- 
portation, Inc., Cleveland. 

*~ a * 

Members of the Cincinnati (O.) Traffic 
Club have set aside June 29 as “Cin- 
cinnati Traffic Club Day” at the River 
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Downs race track. After the races there 
will be dinner at Coney Island Club 
House and dancing at Moonlight 
Gardens. The club’s annual picnic and 
golf outing will be held July 19 at 
Summit Hills. M. F. Connor, general 
agent, Northern Pacific Railway, is 
chairman of the entertainment com- 


mittee. 
: * 


The following officer candidates se- 
lected by the nominating committee of 
the Raritan Traffic Club will be voted 
on at the club’s annual election meeting 
scheduled to be held September 11 at 
the Roger Smith Hotel, New Brunswick, 
N.J.: For president, Thomas R. Higgins, 
Hermann Forwarding Co., and Adrian 
H. DeYoung, Apex Express Co.; for first 
vice-president, George Henry, Phillip 
Carey Manufacturing Co., and Walter 
Cabot, Johnson & Johnson; for second 
vice-president, Andrew Capro, Associated 
Transport, and William Speer, American 
Hawaiian Steamship Co.; and for treas- 
urer, Jack Jolley, Chicopee Manufactur- 
ing Co., and Vincent Callahan, West Vaco 
Chemical Co. The club held its annual 
outing June 21 at the Forsgate Country 
Club of Jamesburg, N.J. Adrian De- 
Young was chairman of the outing com- 
mittee. 


* * * 


The Railway Business Women’s Asso- 
ciation of Metropolitan New York will 
hold its next monthly meeting on June 
26 at the Y.M.C.A. (railroad branch) 
in New York City. The meeting, which 
will take place two days after the sev- 
enth annual convention of the national 
association in Minneapolis, Minn., will be 
a general get-together for supper and 
swimming. No meetings are planned for 
July and August. 


icc DOCKET 


A star appears before all docket numbers that 
have been added under a hearing date in a period 
included in previous issue of Traffic World. 


RAIL 
CHANGES IN DOCKET 


Current cancellations and postpone- 
ments announced too late to show the 
change in this docket are noted below. 


Hearing in 30619, assigned July 2, at Wash- 
ington, D. C., cancelled and reassigned Sep- 
tember 10, at Washington, D. C., before Ex- 
aminer Dishman. 

Hearing in F. S. Applms. 15755, 15756, 
15757, 15842, 16121, 16411, 16480, 17563, 18254, 
19696, 19703, 20017, 20151, 20945 23832, 24097, 
24486, 24620, 24799, 25106, 25208, and 26001, 
assigned July 9, at Washington, D. C., post- 
poned to a date to be fixed. 


June 25—New York, N. Y.—Hotel New 
Yorker—Examiner Walsh: 
I. & S. 5924—Hudson & Manhattan R.R. 
Fares. 
June 25—Washington, D. C.—Division 2: 
Ex Parte 175 and Sub. 1—Increased Freight 
Rates and Charges, 1951. 
June 26—Chicago, [Ill.—Morrison Hotel— 
Commissioner Patterson and Examiner 


Hoy: 

Ex Parte 171—Rules, Standards and In- 
structions for Installation, Maintenance 
and Repair of Automatic Block Signal 
Systems, Interlocking, Traffic Control 
Systems, Automatic Train Stop, Train 
Control, and Cab Signal Systems, and 
Other Similar Appliances, Methods and 
Systems. 


. 


June 26—Washington, D. C.—Oral Argument: 
Finance 17060—Chicago, Rock Island & 
Pacific R. R. Co. Construction, Etc. 
June 27—Washington, D. C.—Oral Argu- 

ment: 
Finance 17082—Nashville, Chattanooga & 
St. Louis Ry. Abandonment. 
July 2—Atlanta, Ga.—State Comm.—Com- 
missioner Alldredge: 
30822—Increased Passenger Fares, South- 
ern Railroads, 1951. 
July 2—Mauch Chunk, Pa.— Ct. Hse. — Ex- 
aminer Albus: 
Finance 17234—Lehigh and New England 
R.R. Co. Abandonment. 
July 2—Washington, D. C.—Examiner Dish- 
man: 
30619—Thermal Fuel Corp. v. Reading Co. 
July 5—Washington, D. C.—Oral Argument: 
30540—Intrastate Coal Rates to Northern 


Il. 

July 6—Miles City, Mont.—Elks Club—Ex- 
aminer Glenn: 

30790—Yellowstone Livestock Commission 
v. N. P. Ry. Co. 

30790, Sub. 1—Same v. G. N. Ry. Co. 

July 9 — Washington, D. C. — Examiner 
Glover: 

F. §S. Applns. 15755, 15756, 15757, 15842, 
16121, 16411, 16480, 17563, 18254, 19696, 
19703, 20017, 20151, 20945, 23832, 24097, 
24486, 24620, 24799, 25106, 25208 and 26001 
—Coal and Coal Briquettes in the South. 

July 9—Washington, D. C. — Examiners 
Witters and Boat: 
28300—Class Rate Investigation, 1939. 
July 9—Washington, D. C.—Oral Argument: 

Ex Parte 175 and Sub. 1—Increased Freight 
Rates, 1951. 

July 9—Washington, D. C.—Examiner 
Konigsberg: 

I. & S. 5765—Lumber, Eastern Canada t0 

New York Harbor Points. 
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June 23, 1951 


July 10—Seattle, Wash.—Olympic Hotel— 
Examiner Glenn: 
30776—City Fuel & Lumber Co., et al. v. 
C., M., St. P. & P. et al. 
July 11—New York, N. Y.—Hotel New Yorker 
—Examiner Konigsberg: 
30806—-New Jersey and New York R.R. Co. 
aa Duryee, Trustee) v. Erie R.R. Co. 
et al. 

July 11—New York City, N. Y.—Commerce 
and Industry Ass’n.—Examiner Lyle: 
Finance 17357—Application by Seatrain 

Lines, Inc., for authority to purchase 
operating rights of Ocean Steamship Co. 
of Savannah under Docket No. W-274. 
July 11—St. Paul, Minn.—State Comm.— 
Examiner Roth: 
I. & S. 5904—Pick-Up and Delivery Service 
at Detroit Lakes, Minn. 
July 12—Chicago, Ill.Hotel Sherman—Ex- 
aminers Mackley and Hall: 
29777, Sub. 1—Indianapolis Board of Trade, 
Inc. et al. v. A. T. & S. F. et al. 
July 12—Minneapolis, Minn.—U. S. Ct. Hse.— 
Examiner Roth: 
—— River Milling Co. v. G. N. 
et al. 
July 12—Seattle, Wash.—Olympic Hotel— 
Examiner Glenn: 
29924—-Buckerfield’s Ltd., et al. v. A., T. 
& S. F. et al. 
July 16—Denver, Colo.—Shirley-Savoy Hotel 
—Examiners Hall and Mackley: 
30618—Colorado Milling & Elevator Co. v. 
A. C. R.R. et al. 
30618, Sub. 1—Nebraska State Ry. Com- 
mission et al. v. Same. 


The Following Assignments 
Have Not Heretofore Appeared 


July 16—Richmond, Va.—Hotel Richmond— 
Examiner Walsh: 

30785—Virginia Intrastate Coal Rates. 

July 16—Seattle, Wash.—Olympic Hotel— 
Examiner Glenn: 

F.S.A. 25672—Grain from Mont. to Van- 
couver and New Westminster, B. C. for 
Export. 

July 16—Washington, D. C.—Examiner Han- 
son: 

Section 5a Application 26—Railroad Inter- 
territorial Agreement. 

July 17—New York, N. Y.—641 Washington 
St.—Examiner Konigsberg: 

I, & S. 5926, lst Sub.—Boilers, Tanks and 
Cylinders in Official Territory. 

July 17—New York, N. Y.—641 Washington 
St.—Examiner Konigsberg: 

I. & S. 5926—Boilers, Tanks and Cylinders 

in Official Territory. 
July 17—Portland, Ore.—Hotel Multnomah 
—Examiner Glenn: 
or er ~ ee Car Supply Committee v. 
. P. Coe. 
July 17—Washington, D. C.—Examiner Col- 
gren: 

F.S.A. 25949—Soybeans—Pensacola, Fla., 
to New Orleans and Other Gulf Ports. 
July 17— Washington, D. C.— Examiner 

Banks: 
a ao 5890—Magnesite, Pacific Coast to 


st. 
30781—Northwest Magnesite Co. et al. v. A. 
& W. et al. 


WATER, 
FREIGHT FORWARDER, 
PIPELINE 


July 10— Washington, D. 
Kelley: 
Valuation 1310—Protest by Shell Oil Co., 
Inc. to Tentative Valuation. 
July 16—Portland, Ore.—Hotel Multnomah 
~-Examiner Roth: 
W-18, Sub. 3—Upper Columbia River Tow- 
ing Co. Extension—Coastwise. 
July 26—Los Angeles, Calif.—Fed. Bldg.— 
Examiner Glenn: 
FF-213—United Freight Service, Inc., Per- 
mit Transfer. 
July 27—Portland, Ore.—Hotel Multnomah 
, Examiner Roth: 
Section 5a Application 32—Columbia River 
Tariff Bureau—Agreement. 
July 30—Los Angeles, Calif.—Fed. Bldg.— 
Examiner Glenn: 
* FF-217—Inter State Express Permit Trans- 


fer. 
August 2—Phoenix, Ariz.—State 
_Examiner Glenn: 
FF-210—Benjamin S. and W. Earl Gold- 
5 bert Freight Forwarder Application. 
a 10@—Washington, D. C.—Examiner 


W-1001—F. P. Grier Co., Inc. Common Car- 
rier Application. 


Cc. — Examiner 


Comm.— 


MOTOR 
CHANGES IN DOCKET 


Current cancellations and spostpone- 
ments announced too late to show the 
change in this docket are noted below. 


Hearing in MC-107395, Sub. 18, assigned 
June 22, at Hartford, Conn., cancelled. 


Hearing in MC-112671, assigned June 22, 
at Pittsburgh, Pa., cancelled. 


Hearing in MC-76266, Sub. 70, assigned 
June 29, at St. Paul, Minn., postponed to a 
date to be fixed. 


Hearings in MC-42487, Sub. 244, MC-111167, 
Sub. 4 and MC-112781, assigned July 5, at 
Boise, Idaho, postponed to a date to be 
fixed. 


Hearing in MC-3599, Sub. 2 and MC-43654, 
Sub. 24, assigned July 5, at Cincinnati, Ohio, 
postponed to a date to be fixed. 

Hearings in MC-110103, Sub. 1 and MC- 
112715, assigned July 5, at Cleveland, Ohio, 
postponed to a date to be fixed. 

Hearing in MC-2029, Sub. 6, and MC-112739, 
assigned July 5, at Davenport, Ia., postponed 
to a date to be fixed. 

Hearings in MC-70151, Subs. 13 and 15, 
assigned July 5, at Detroit, Mich., postponed 
to a date to be fixed. 

Hearing in MC-112829, assigned July 5, at 
New York, N.Y., postponed to a date to be 
fixed. 

Hearing in MC-95627, Sub. 2, assigned July 
5, at Norfolk, Va., postponed to a date to 
be fixed. 

Hearings in MC-102885, Sub. 1 and MC- 
105210, Sub. 10, assigned July 5, at Philadel- 
phia, Pa., postponed to a date to be fixed. 

Hearing in MC-36754, Sub. 1, assigned July 
5, at Seattle, Wash., postponed to a date to 
be. fixed. 

Hearing in MC-43454, Sub. 1 EX, assigned 
July 5, at Seattle, Wash., postponed to a 
date to be fixed. 

Hearing in MC-109877, Sub. 3, assigned 
July 5, at Seattle, Wash., postponed to a 
date to be fixed. 

Hearing in I. & S. M-3701, assigned July 
10, at New York, N.Y., cancelled. 

Hearing in MC-C-1277, assigned July 16, at 
Chicago, Ill., cancelled. 

Hearing in MC-F-4790, assigned June 26, 
at Bangor, Me., before Examiner Patrick, 
cancelled and reassigned June 26, at Fed. 
Bldg., Bangor, Me., before Jt. Bd. 70. 


June 25—Atlanta, Ga.—State Comm. — Ex- 


aminer Yardley: 

% MC-112436, Sub. 3—Gulf Coast Transport, 
Inc., Jacksonville, Fla., common carrier 
application. 

June 25—Buffalo, N. ¥Y.—Hotel Buffalo—Ex- 
aminer Brady: 

MC-C-1257—Boss-Linco Lines, Inc. v. Key- 
stone Trucking Co. 

June 25—Buffalo, N. Y.—Hotel Buffalo—Ex- 
aminer Hanback: 

MC-9148, Sub. 2—Keystone Trucking Co., 
Bradford, Pa., common carrier applica- 


tion. 
Ill—County Ct. Hse.—Jt. 


June 25—Cairo, 
Bd. 105: 

MC-1506, Sub. 8—Greyhound Corp., (For- 
merly Dixie Greyhound Lines, Inc.) Ex- 
tension—Fulton-Wickliffe, Ky., of Mem- 
= Tenn., common carrier applica- 

on. 
June 25— Dallas, Tex.— Baker Hotel — Ex- 
aminer Rannells: 

MC-108207, Sub. 17—Frozen Food Express, 
Dallas, Tex., common carrier application. 

MC-110098, Sub. 5—Zero Refrigerated Lines, 
San Antonio, Tex., common carrier ap- 
plication. 

June 25—Hartford, Conn.—U. S. Ct. Rms.— 
Jt. Bd. 134: 

MC-1934, Sub. 1—Arrow Line, Hartford, 
Conn., common carrier application. 
June 25—Lansing, Mich.Olds Hotel—Ex- 

aminer Riegner: 
MC-112734—Hard & Buchanan, Quincy, 
Mich., common carrier application. 
—_ . "re N. J.—State Comm.—Jt. 
MC-946, Sub. 1—Parochial Bus System, 
Inc., Bronx, N. Y., common carrier ap- 
plication. 

June 25—Newark, N. J.—State Comm.—Ex- 
aminer McCarthy: 

MC-19013, Sub. 5—George Hillman Truck- 
ing Co., Inc., North Bergen, N. J., con- 
tract carrier application. 

June 25 — Pittsburgh, Pa. — William Penn 
Hotel—Jt. Bd. 59: 

MC-45194, Sub. 2—Lattavo Bros., Inc., 
en ngea Ohio, common carrier applica- 
tion. 

June 25—Portland, Me.—Fed. Ct. Bldg.—Ex- 
aminer Patrick: 

MC-F-4899—Maine Central R.R.—Control; 
Maine Central Transportation Co.—Pur- 
chase (Portion)—Israel Winner: Boston 
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and Maine R.R.—Control; Boston and 
Maine Transportation Co. — Purchase 
(Portion)—Israel Winner. 


June 25—St. Paul, Minn.—U. S. Ct. Hse.— 
Jt. Bd. 146: 
MC-56381, Sub. 4—Kough’s Transfer, Austin, 
Minn., common carrier application. 


June 25—St. Paul, Minn.—U. S. Ct. Hse.— 
Jt. Bd. 181: 
MC-112223, Sub. 2—Quickie Transport Co., 
Minneapolis, Minn., common carrier ap- 
plication. 


June 25—Washington, D.C.—Examiner Clif- 
ford: 

MC-F-4800—Stanley E. Wasie—Control; 
Merchants Motor Freight, Inc.—Purchase 
(Portion)—Bridgeways, Inc. (James A. 
Hathaway and Thomas F. Kennedy, Co- 
Trustees). 

MC-F-4801—Owen O. Orr and Gertrude F. 
Orr—Control; Motor Cargo, Inc.—Pur- 
chase (Portion)—Same. 

MC-F-4802—Galen J. Roush and Carroll J. 
Roush—Control; Shippers Freight For- 
warding Co.—Purchase (Portion)—Same. 

MC-F-4803—David H. Ratner—Control; 
Hayes Freight Lines, Inc.—Purchase (Por- 
tion )—Same. 

MC-F-4804—Galen J. Roush and Carroll J. 
Roush—Control; Roadway Express, Inc.— 
Purchase (Portion)—Same. 

MC-F-4805—Wilson House—Control; East- 
ern Motor Express, Inc.—Purchase (Por- 
tion )—Same. 

MC-F-4806—Associated Transport, 
Purchase (Portion)—Same. 

June 25—Washington, D. C.—Jt. Bd. 273: 

MC-110151, Sub. 3 — Bison Lines, Inc., 
Washington, D. C., common carrier ap- 


Plication. 
Me.—Fed. Bldg. — Exam- 


June 26—Bangor, 
iner Patrick: 

MC-F-4790—Cornelius L. Fox and Mark W. 
Ginn—Control; Fox & Ginn, Inc.—Pur- 
oe — Belfast-Boston Transportation, 
ne. 

June 26—Buffalo, N. Y.—Hotel Buffalo—Ex- 
aminer Brady: 

MC-74618, Sub. 13-—-Warren Transfer & 
Storage Co., Warren, Pa., common car- 
rier application. 

June 26—Lansing, Mich.—Olds Hotel—Jt. Bd. 


57 

MC-112828—Don Sharkey, St. Louis, Mich., 
common carrier application. 

June 26—Newark, N. J.—State Comm.—Ex- 
aminer McCarthy: 

MC-40872, Sub. 7—Storch Trucking Co., 
Inc., Jersey City, N. J., contract carrier 
application. 

June 26 — Pittsburgh, Pa. — William Penn 
Hotel—Jt. Bd. 59: 

MC-112845—McGinnis Bros. Bit Service, 
Inc., Latrobe, Pa., contract carrier ap- 
Plication. 

June om Paul, Minn.—U. S. Ct. Hse.— 
Bd. 26: 

MC-9952, Sub. 6—Hess Motor Express, Inc., 
Pipestone, Minn., common carrier ap- 
plication. 

June 26 — Washington, 
Crowley 

MC-F- 4850—Alfred J. Ferraro, et al.—Con- 
trol; Delaware River Coach Lines, Inc. 
—Purchase (Portion) — Royal Blue 
Coaches, Inc. 

June 27—Buffalo, N. Y.—Hotel Buffalo—Ex- 
aminer Brady: 

MC-107737, Sub. 1—J. J. Robinson Truck- 
ing Co., Colden, N. Y., contract carrier 
application. 


Inc.— 


D. C.— Examiner 
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Mich. —Olds Hotel—.jt. 
1077, and 1078—Railway 


Jd me " 27—Lansing, 
MC- 66562, Subs. 


Express. Agency, Inc., New York, N. Y.,, 
common carrier application. 


June 27—Lansing, 
Bd. 244: 


Mich.—Olds Hotel—Jt 


MC-109931, Sub. 6—Ristau Trucking Sery- 
ice, Holland, Mich., contract carrier ap- 
plication. 


June 27—New York, N. Y.—641 Washington 
St.—Examiner McCarthy: 

MC-1759, Sub. 10—Froehlich Transporta- 
tion Co., Inc., Stamford, Conn., com- 
mon carrier application. 

MC-112821—Roland Sockol, West, Noroton, 
Conn., common carrier application. 

June 27—New York, N. Y.—641 Washington 
St.—Examiner Cave: 

MC-31600, Sub. 312—P. B. Mutrie Motor 
Transportation, Inc., Boston, Mass., com- 
mon carrier application. 

June 27— Pittsburgh, Pa.— William Penn 
Hotel—Examiner Cheseldine: 

MC-50307, Sub. 11—Interstate Dress Car- 
riers, Inc., New York, N. Y., common 
carrier application. 

June 27—St. Paul, Minn.—U. S. Ct. Hse.—Jt, 
Bd. 142: 

MC-36165, Sub. 1—Hines Transfer, Ells- 
worth, Wis., common carrier application. 

MC-36436, Sub. 16—Moland Bros. Trucking 
Co., Duluth, Minn., common carrier ap- 
plication. 

ome “ae Paul, Minn.—U. S. Ct. Hse— 


26: 

Mc. 092i Sub. 2—Smith’s Inc., Cotton- 

wood, Minn., common carrier application, 
June 27—Washington, D. C.—Examiner Cox: 

MC-F-4906—Samuel F. Bonacci, et al.— 
Control; AAA Trucking Corp.—Purchase 
(Portion)—Howard and Nellie E. Miller. 

June 28—Buffalo, N. Y.—Hotel Buffalo—Ex- 
aminer Brady: 

MC-105902, Subs. 2 and 3—Penn Yan Ex- 
press, Inc., Penn Yan, N. Y., common 
carrier application. 

June 28 — Detroit, Mich.— Fed. Bldg. — Ex- 
aminer Riegner: 

MC-97651, Sub. 1—Valley Coach Lines, Inc., 
gaa Mich., common carrier applica- 

on. 
June 28—New York, N. Y.—641 Washington 
St.—Examiner Cave: 

MC-107403, Sub. 131—E. Brooke Matlack, 
Inc., Philadelphia, Pa., common carrier 
application. 

June 28—New York, N. Y.—641 Washington 
St.—Examiner McCarthy: 

MC-112480, Sub. 1—Charles Gross, Brook- 

lyn, N. Y., common carrier application. 
June 28—Richmond, Va.—Hotel Richmond— 
Examiner Boss: 

MC-110698, Sub. 13—Miller Motor Line of 
N. C., Inc., Greensboro, N. C., common 
carrier application. 

June 28—St. Paul, Minn.—U. S. Ct. Hse.—Jt. 
Bd. 142: 

MC-112805—Halvorson Bus Line, Meno- 
monie, Wis., common carrier application. 

MC-112819 — Roman Meinen, Chippewa 
Falls, Wis., contract carrier application. 

June 29—Binghamton, N. Y.—U. S. Ct. Rms. 
—Examiner Brady: 

MC-112820—Graham Bros., Binghamton, 
N. Y., common carrier application. 
June 29—Detroit, Mich.—Fed. Bldg.—Exam- 

iner Riegner: 

MC-106241, Sub. 10—Crawford Transport 
Co. Inc., Huntington, W. Va., common 
carrier application. 
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June 23, 1951 


June 29—Newark, N. J.—State Comm.—Ex- 
aminer McCarthy: 

MC-112786—John J. Bartek Moving, Whar- 
ton, N. J., common carrier application. 
June 29 — Pittsburgh, Pa. — William Penn 

Hotel—Examiner Cheseldine: 
MC-4409, Sub. 6—R. & H. Corp., New 
Kensington, Pa., contract carrier applica- 


tion. 

MC-112812—Teddy Kosciuszka, New Castle, 
Pa., contract carrier application. 

- 29—Richmond, Va.—Hotel Richmond 


Bd. 108: 

Mc. 61118, Sub. 3—Ace Truck Lines, Rich- 
mond, Va., common carrier application. 

MC-107478, Sub. 5—Old Dominion Preight 
Line, Richmond, Va., common carrier 
application. 

June 29—St. Paul, Minn.—U. S. Ct. Hse— 
Examiner Colfer: 

MC-76266, Sub. 70—Merchants Motor 
Freight, Inc., St. Paul, Minn., common 
carrier een. 

dD. C.— 


June 29— Washington, 
Collins: 

MC-84737, Sub. 61—Nilson Motor Express, 
Walterboro, S. C., common carrier ap- 
plication. 

July 5—Boise, Idaho—State Comm.—2Jt. Bd. 


49: 

MC-42487, Sub. 244—Consolidated Freight- 
ways, Inc., Portland, Ore., common car- 
rier application. 

MC-111167, Sub. 4—Boise Delivery & Trans- 
fer, Inc., Boise, Idaho, common carrier 
application. 

MC-112781 — Finley Transportation Co., 
Mountain Home, Idaho, common carrier 


application. 
Ohio—Fed. Bldg. — Jt. 


July S—Cincinnati, 
Bd. 37: 

MC-3599, Sub. 2—Merchaftts Dispatch, Inc., 
Charleston, W. Va., common carrier ap- 
plication. 

July < ee Ohio—Fed. Bldg. — Jt. 
Bd 

MC- 13654, Sub. 24—Dixie Ohio Express Co., 
Akron, Ohio, common carrier applica- 
tion. 

July 5—Cleveland, Ohio—Old P. O. Bldg.— 
Jt. Bd. 117: 

MC-112715 — Akron Parcel Delivery, Inc., 
Akron, Ohio, common carrier applica- 
tion. 

July 5—Davenport, Ia.—U. S. Ct. Rms.—2Jt. 


Bd. 54: 

MC-2029, Sub. 6—G. L. Hall and Sons, 
Low Moor, Ia., common carrier applica- 
tion. 

MC-112739—Edward Dillon Ortell, Maquo- 
keta, Ia., common carrier application. 

July 5—Detroit, Mich.—Fed. Bldg.—Jt. Bd. 


76: 

MC-70151, Sub. 15—United Trucking Serv- 
ice, Inc., Port Huron, Mich., common 
carrier application. 

July 5—Detroit, Mich.—Fed. Bldg.—Jt. Bd. 9: 

MC-70151, Sub. 13—United Trucking Serv- 
ice, Inc., Port Huron, Mich., common car- 
rier application. 

July 5—New York, N. Y.—641 Washington 
St.—Examiner McCarthy: 

MC-112829—East Coast Furniture Carriers, 
Inc., New York (Brooklyn), N. Y., com- 
mon carrier application. 

July 5—Norfolk, Va.—U. S. P. O. and Ct. 
Rm.—Examiner Boss: 

MC-95627, Sub. 2—Eugene Nelms, Smith- 

field, Va., common carrier application. 


July 5—Philadelphia, Pa.—Hotel Normandie 
—Jt. Bd. 255: 

MC-102885, Sub. 1—Charles Santangelo 
and Sons, Norristown, Pa., common car- 
rier application. 

July 5—Philadelphia, Pa.—Hotel Normandie 
—Jt. Bd. 66: 

MC-105210, Sub. 10—Vermont Transport 
oe Barre, Vt., common carrier applica- 

on 


Examiner 


en A NR RE 


The Following Assignments 
Have Not Heretofore Appeared 
Se: ee 
aon 5—Senttle, Wash.—Fed. Off. Bldg.—Jt. 
a 
MC-36754, Sub. 
Seattle, Wash., 


1—Albee Transfer Co., 
re common carrier applica- 
ion. 


MC-109877, Sub. 3—E. L. Brooks & Son, 
Puyallup, Wash., common carrier ap- 


plication. 
Wash.—Fed. Off. Bldg.— 


July 5—Seattle, 
EX—Entiat Transfer, 


Examiner Croft: 
MC- 13454, Sub. 1 
common carrier applica- 


antiat, Wash., 


mM -112804—Owyhee Motor Sales, Homedale, 
Idaho, common carrier application. 
MC -112890—Waggoner Motor Co., Nyssa, 
J ly ¢ re., common carrier application. 
. oe Idaho—State Comm.—Jt. Bd. 


MC-112689—Art’s Service, Ontario, Ore., 


common carrier application. 
July 6—Cincinnati, Ohio—Fed. Bldg. — Jt. 
Bd. 


A357: 
MC- 55484, Sub. 22—Viking Freight Co., 
= Louis, Mo., common carrier applica- 
tion. 


July 6—Cincinnati, Ohio—Fed. Bldg.—Ex- 
aminer Schutrumpf: 
MC-110439, Sub. 8—Frolkis Trucking Co., 
eee. Ga., common carrier applica- 
tion 


~~, aa Ohio—Old P. O. Bldg.— 
t. Bd 

MC-2202, Sub. 68—Roadway Express Inc., 
Akron, Ohio, common carrier applica- 
tion. 

July 6—Cleveland, Ohio—Old P. O. Bldg.— 
Examiner Angle: 

MC-109682, Sub. 12—Bolin Driveaway Co., 
Cleveland, Ohio, common carrier appli- 
cation. 

July 6—Des Moines, Ia.—U. S. Fed. Ct. Bldg. 
—Examiner Cheseldine: 

MC-92983, Sub. 40—Eldon Méiller, Inc., 
Iowa City, Ia., common carrier applica- 
tion. 

July 6—Detroit, Mich.—Fed. Bldg.—Jt. Bd. 


9: 

MC-32474, Sub. 11—C. A. Conklin Truck 
Lines, Inc., Adrian, Mich., common car- 
rier application. 

July 6—Detroit, Mich.Fed. Bldg.—Jt. Bd. 


76: 

MC-72300, Sub. 24—American Carloading 
Corp., Detroit, Mich., common Carrier 
application. 

July 6—New York, N. Y.—641 Washington St. 
—Examiner McCarthy: 

MC-2428, Sub. 11—H. Prang Trucking, 
Hopelawn, Perth Amboy, N. J., contract 
carrier application. 

MC-112778—Arrow Trucking Co., Brooklyn, 
N. Y., common carrier application. 

July 6—Norfolk, Va.—U. S. P. O. & Ct. Rm. 
—Examiner Boss: 

MC-112760—Charter Bus Service, Norfolk, 
Va., common carrier application. 

July 6—Philadelphia, Pa.—Hotel Normandie 
—Examiner Brady: 

MC-75152,. Sub. 1—Hamilton P. Decker, 
Philadelphia, Pa., contract carrier ap- 
plication. 

July 6—Philadelphia, Pa.—Hotel Normandie 
—Jt. Bd. 308: 
MC- 102616, Sub. 553—Coastal Tank Lines, 
sa York, Pa., common carrier applica- 
on. 
July 6—Salt Lake City, Utah—State Comm. 
—Examiner Winson: 

MC-F-4872—Fay V. Watson, et al.—Con- 
trol; Watson Bros. Transportation Co., 
Inc.—Purchase (Portion)—Eugene Brown. 

July 6—Seattle, Wash.—Fed. Off. Bldg.—2Jt. 


Bd. 80: 

MC-55905, Sub. 42 — West Coast Fast 
Freight, Inc., Seattle, Wash., common 
carrier application. 

7 Wash.—Fed. Off. Bldg.—Jt. 

MC-112724—Buster’s Auto Towing Service, 
Vancouver, B. C., Canada, common car- 
rier application. 

July 6—Winston-Salem, N. C.—Fed. Bldg.— 
Examiner Pettis: 

MC-F-4859—J. H. Cochrane—Control; Over- 
nite Transportation Co.—Purchase—M. 
P. Lipe. 

July 9—Birmingham, Ala.—Thomas Jeffer- 
son Hotel—Examiner Simms: 

MC-75840, Sub. 107—Malone Freight Lines, 
Inc., Birmingham, Ala., common carrier 
application. 

a Idaho—State Comm.—ZJt. Bd. 


MC-88757, Sub. 
Boise, Idaho, 
tion. 

July 9—Boise, Idaho—State Comm.—ZJt. Bd. 
174: 


1—Chris Callen, Twin 
common carrier applica- 


7—Forrest H. McClure, 
contract carrier applica- 


MC-112153, Sub. 
Falls, Idaho, 
tion. 

July 9—Cleveland, Ohio—Old P. O. Bldg.— 
Jt. Bd. 117: 

MC-10914, Sub. 2—O’Brien & Nye Cartage 
Co., Cleveland, Ohio, common carrier 
application. 

July 9—Dallas, Tex.—Baker Hotel—Examiner 
Stillwell: 

MC-59680, Sub. 86—Strickland Transporta- 
tion Co., Dallas, Tex., common carrier 
application. 

July 9—Des Moines, Ia.—U. S. Fed. Ct. Bldg. 
—Examiner Cheseldine: 

MC-21170, Sub. 22—Bos Freight Lines, Inc., 
Marshalltown, Ia., common carrier ap- 
plication. 

July 9—Hartford, Conn.—U. S. Ct. Rms.— 
Examiner Lee: 

MC-42871, Sub. 3—L. Nelson & Sons 
Transportation Co., Ellington, Conn., 
common carrier application. 

July 9—Knoxville, Tenn.—U. S. Ct. Rms.— 
Examiner Yardley: 
MC-111592, Sub. 1—Park City Storage & 


TACOMA 


THE BEST FREIGHT 
SERVICE 


to and from 


PACIFIC COAST and 
EASTERN and MIDDLE- 
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Any product with a wholesale 
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pound can profit by Airfreight 
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Transfer Co., Knoxville, Tenn., common 
carrier application. 

July 9—New York, N. Y.—641 Washington St. 
—Examiner McCarthy: 

MC- a Sub. 28—Selman’s Express, New 
York, Y., common carrier application. 

July o. Phiiadélphia, Pa.—Hotel Normandie 
—Examiner Brady: 

MC-26013, Sub. 11—Hockman’s Motor Ex- 
press, Terre Hill, Pa., contract carrier 
application. 

MC-110045, Sub. 1—Frank Marcello, Quaker- 
town, Pa., contract carrier application. 

July 9—Pittsburgh, Pa.—U. S. P. O.—Ex- 
aminer Lawton: 

I. & S. M-3646 and Ist, 2nd and 3rd Sups.— 
Pick-Up and Delivery Arbitraries—Pitts- 
burgh, Pa. 

July 9- Raleigh, N. C.—Sir Walter Hotel— 
Examiner Boss: 

MC-112759—Leviner’s Transfer, Lumber- 

ton, N. C., contract carrier application. 
July 9—St. Louis, Mo.—Mark Twain Hotel 
—Jt. Bd. 149: 

MC-35484, Sub. 19—Viking Freight Co., 
- Louis, Mo., common carrier applica- 

on. 

MC-70451, Sub. 126—Watson Bros. Trans- 
portation Co., Inc., Omaha, Nebr., com- 
mon carrier application. 

MC-76266, Sub. 72 — Merchants 
Freight, Inc., St. Paul, Minn., 
carrier application. 

July 9—Salt Lake City, Utah—State Comm. 
—Examiner Winson: 

MC-F-4853—C. A. and O. W. Garrett—Con- 
trol; Garrett Freightlines, Inc. — Pur- 
chase—The Moab Garage Co. 

a Sea Wash.—Fed. Off. Bldg.—2Jt. 
. 45: 

MC-36509, Sub. 4—Loomis Armored Car 
Service, Inc., Seattle, Wash., contract 
carrier application. 

July 9—Toledo, Ohio—Main P. O. Bidg.— 
Examiner Riegner: 

MC-104076, Sub. 9—Pioneer and Fayette 
R.R. Co., Pioneer, Ohio, common carrier 
application. 

July 9—Washington, D.C.—Examiner Kilroy: 

MC-30012, Sub. 50—T.S.C. Motor Freight 
Lines, Houston, Tex. 

July a Idaho—State Comm.—Jt. Bd. 


81: 

MC-41113, Sub. 1—Chapin’s Transportation 
Service, Lewiston, Idaho, common carrier 
application. 

July 10—Cleveland, Ohio—Old P. O. Bldg.— 
Jt. Bd. 333: 

MC-77424, Sub. 4— Wenham Transporta- 
tion, Inc., Cleveland, Ohio, common car- 
rier application. 

July 10—Des Moines, Ia.—U. S. Fed. Ct. 
Bldg.—Examiner Cheseldine: 

MC-25899, Sub. 2—J. D. Edwards & Sons, 

Estherville, Ia., common carrier applica- 


tion. 

MC-35835, Sub. 7—Elmer Jensen, Inde- 
pendence, Ia., common carrier applica- 
tion. 

July 10—Los Angeles, Calif.—Fed. Bldg. — 
Examiner Linn: 

MC-111727, Sub. 1—King Trucking and 
Cattle Co., Inc., Kaysville, Utah, con- 
tract carrier application. 

July 10—New York, N. Y.—641 Washington 
St.—Examiner McCarthy: 

MC-104104, Sub. 2—George A. Fetzer, Au- 
gusta, N. J., common carrier applica- 
tion. 

July 10—New York, N. Y.—641 Washington 
St.—Examiner Riegel: 

I. & S. M-3701—Paint, N. J., N. Y. to Fla. 

I. & S. M-3733—Packing-House Products— 
Buffalo, N. Y.-New York. N. Y. 

July 10—Philadelphia, Pa.—Hotel Normandie 
—Examiner Brady: 

MC-23196, Sub. 2—Weiss Furniture Trans- 
portation Co., Philadelphia, Pa., com- 
mon carrier application. 

MC-88805, Sub. 1—Gilbert L. Justice, 
Clarksboro, N. J., contract carrier ap- 
plication. 

July a N. C.—Walter Hotel—Jt. 
Bd. 

MC- i12762—Davis & Clark, Leaksville, N. 
C., common carrier application. 

July 10—Raleigh, N. C.—Sir Walter Hotel— 


Examiner Boss: 

MC-23473, Sub. 1—Vick’s Truck Line, 
Woodland, N. C., common carrier ap- 
Plication. 

July 10—St. Louis, Mo.—Mark Twain Hotel 
—Jt. Bd. 135: 

MC-75406, Sub. 9—Sunerior Forwarding 
Co., Inc., St. Louis, Mo., common car- 
rier application. 

MC-89913, Sub. 55—Frisco Transportation 
Co., St. Louis, Mo., common carrier 
application. 

July 10—Salt Lake City, Utah—State Comm. 
—Examiner Winson: 

MC-F-4824—N. Demos—Control; Kenosha 
Auto Transport Corp.—Purchase—Blair- 
Fry Transport, Inc. 

oe. ee Wash.—Fed. Off. Bldg.—Jt. 


Me. “8618, Sub 15—Los Angeles-Seattle Mo- 


Motor 
common 
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tor Express, Inc., Seattle, Wash., 
mon carrier application. 


july 10—Seattle, Wash.—Fed. Off. Bldg.—Jt. 
Bd. 80: 


MC-88161, Sub. 20—Inland Petroleum 
Transportation Co., Inc., Seattle, Wash., 
common carrier application. 

july 10—Toledo, Ohio—Main P. O. Bldg.— 
Examiner Riegner: 

MC-51312, Sub. 6—Bowling Green Transfer 
Co., Bowling Green, Ohio, common car- 
rier application. 

July 11—Atlanta, Ga.—State Comm.—Exam- 
iner Yardley: 

MC-C-1177 — Southeast Shippers Ass’n v. 
Associated Transport, Inc., et al. 

July 11—Birmingham, Ala.—Thomas Jeffer- 
son Hotel—Jt. Bd. 100: 

MC-78632, Sub. 79—Hoover Motor Express 
Co., Inc., Nashville, Tenn., common car- 
rier application. 

July 11, Boise, Idaho—State Comm.—Ex- 
aminer Van Dyke: 

MC-112263, Sub. 2—Martin Van Lines, Inc., 
— Wash., common carrier applica- 

on. 
July 11—Chicago, I11.—U.S. Custom Hse. 
Bldg.—Examiner Aplin: 

MC-C-1191—Local Cartage National Con- 
ference v. Middlewest Motor Freight 
Bureau, Inc., et al. 


com- 


July 11—Cleveland, Ohio—Old P. O. Bldg.— ‘ 


Jt. Bd. 59: 

MC-61117, Sub. 1—L. Suter & Sons, Cha- 
grin Falls, Ohio, common carrier appli- 
cation. 

MC-111771, Sub. 1—Zak Box and Cartage 
Co., Cleveland, Ohio, contract carrier 
application. 

July 11—Des Moines, Ia.—U. S. Fed. Ct. Bldg. 
—Examiner Cheseldine: 

MC-52770, Sub. %7—Dairy Despatch Co., 

on Ia., common carrier applica- 
on. 
pam, Sane, Ore.—Fed. Bldg.—Jt. Bd. 


MC-112898—Orin Phipps, Grants Pass, Ore., 
common carrier application. 

July 11—New York, N. Y.—641 Washington 
St.—Examiner McCarthy: 

MC-29988, Sub. 39—Denver-Chicago Truck- 
ing Co., Inc., Denver, Colo., common 
carrier application. 

July 11—New York, N. Y.—641 Washington 
St.—Examiner Riegel: 

I. & S. M-3746—Wearing Apparel Between 
N. Y., N. J. & Eastern Points. 

July 11—New York, N. Y.—641 Washington 
St.—Evaminer McCarthy: 

MC-112750, Sub. 1—Armored Carrier Corp., 
Bayside, Long Island, N. Y., contraet 
carrier application. 

July 11—Philadelphia, Pa.—Hotel Normandie 
—Examiner Brady: 

MC-110841, Sub. 3—Port Norris Express 
Co., Inc., Port Norris, N. J., common 
carrier application. 

July 11—Philadelphia, Pa.—Hotel Normandie 
—Jt. Bd. 255: 

MC-112637—Charles Risser, Lancaster, Pa., 
common carrier application. 

July 11—Pittsburgh, Pa.—New Fed. Bldg. 
—Examiner Lawton: 

I. & S. M-3738—Iron and Steel Articles 
Between Points in Pa. and Ohio. 

July 11—Raleigh, N. C.—Sir Walter Hotel— 
Examiner Boss: 

MC-31870, Sub. 33—G. N. Childress Trans- 
portation Co., Sanford, N. C., common 
carrier application. 

July 11—St. Louis, Mo.—Mark Twain Hotel 
—Jt. Bd. 179: 

MC-75320, Sub. 25—Campbell Sixty Six Ex- 
press, Inc., Springfield, Mo., common 
carrier application. 

July 11—Seattle, Wash.—Fed. Bldg.—Ex- 
aminer Croft: 

MC-30837, Sub. 125—Kenosha Auto Trans- 
port Corp., Kenosha, Wis., common car- 
rier application. 

July 11—Washington, D. C.—Examiner Ben- 
ett: 

I. & S. M-3722—Foil—Richmond, Va., to 
Durham and Reidsville, N. C. 

July 11— Washington, D. C.— Examiner 
Dahan: 

& S. M-3570—Fabrics and Cords— 
Roanoke, Va., to Memphis, Tenn. 
July 12—Albuquerque, N. M.—Hilton Hotel 
a Examiner Hagerty: 
MC-76032, Sub. 57—Navajo Freight Lines, 


he For: 
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CLASSIFIED ADVERTISING 


When answering ads please address as follows: Box 


Traffic World, 815 


Washington Building, Washington 5, D. C. Rates: reader ads, $1.00 a line (ap- 


proximately 5 words), minimum three lines. 


Display ads, $15.00 a column inch. 


Classified Advertisements Payable in Advance 


Situations Wanted 


YOUNG TRAFFIC EXECUTIVE—presently 
employed as TM with short line R.R.—de- 
sires more challenging posi., either industry 
or carrier. Exp. in rates, rate estab., div., 
claims & oper. Avail. 30 days. Box 215. 


CAPABLE TRAFFIC 
PERSONNEL 


Mr. Employer: Why not take advantage of 
the nationwide free placement service main- 
tained for our graduates? 


Listed in our files are qualified men and 
women for any type of position, including 
General Traffic Managers with many years of 
experience and training, as well as young, 
ambitious, recent graduates who can 
developed as understudies for positions of 
responsibility. 


Also included are specialists in many dif- 
ferent phases of  Traffic-Practitioners—Tariff 
Compilers—Solicitors—and Claim Agents—as well 
as men with varying degrees of experience in 
Rates — Routes — Transit — Demurrage — Storage 
—Claims—Classifications. In fact, any and all 
duties in a Traffic Department. 


Just drop a line outlining your needs to the 
nearest office: 


COLLEGE OF 
ADVANCED TRAFFIC 
22 W. Madison St. 
Chicago 2, Ill. 

615 Griswold Ave. 
Detroit 26, Mich. 


ACADEMY OF 
ADVANCED TRAFFIC 


253 Broadway 
New York 7, N.Y. 
1422 Chestnut St. 
Philadelphia, Pa. 





Inc., Los Angeles, Calif., common carrier 
application. 
July 12—Birmingham, Ala.—Thomas Jeffer- 
son Hotel—Examiner Simms: 
MC-85749, Sub. 4—Decatur Transit Truck 
Line, Inc., Birmingham, Ala., common 
carrier application. 


July 12—Cleveland, Ohio—Old P. O. Bldg.— 
Jt. Bd. 27: ; 
MC-112869—Anderson’s Suburban Delivery, 
Youngstown, Ohio, common carrier ap- 
Plication. 


July 12—Kansas City, Mo.—Hotel Pickwick 
—Examiner Winson: 
MC-F-4868 — A. B. Fletcher — Control — 
Ozark Trails, Inc. 


July 12—New York, N. Y.—641 Washington 
St.—Examiner Riegel: 
MC-C-1207—Arma Corp. v. M & M Trans- 
portation Co. 


July 12—Pittsburgh, Pa.—New Fed. Bldg. 
—Examiner Lawton: 
I. & S. M-3745—Boilers and Tanks—Chi- 
cago Pittsburgh Express, Inc. 
I. & §S. M-3747—Electrical Equipment— 
Ambridge, Pa. to Chicago. 


July 12—St. Louis, Mo.—Mark Twain Hotel 
—Examiner Schutrumptf: 
MC-112844—Rosie’s House Trailer Trans- 
port & Towing Service, St. Louis, Mo., 
common carrier application: 
July 12—Trenton, N. J.—U. S. Ct. Rms.— 
Examiner Brady: 
MC-4368, Sub. 1—Bohren’s Express & Stor- 


Long 


CAWIFORNIA 


For Sale 


RAILWAY PROGRESS. Forty-eight pros of 
absorbing reading each month with plenty 


of pictures, interesting anecdotes and human 
interest items about railroads, railroad men 
and shippers. Only $2.00 a year. Subscribe 
now from Dept. T, Federation for Railway 
 — 1430 K Street, N.W., Washington, 


Wanted to Buy 


CURRENT ISSUES OF SWL tariffs including 
effective supplements if possible. Furnish list 
and prices. Would consider complete file 
suitable for operating Bureau in Southern- 
Southwestern territory. Box 216. 


Educational Books or Courses 


REGULATION OF TRANSPORTATION in its 
NEW REVISED 4th EDITION still only $6.00. 
This is the book used by the author J. H. 
Tedrow, LL.B in the University of Kansas 
City, with a record of 90% admitted to prac- 
tice. Compact, simple, comprehensive. Covers 
Acts, history, practice, evidence. Quizzes 
and pleading forms. Over 250 leading cases 
discussed. A complete practitioners’ course 
for class or individual study. Endorsed by 
well-known traffic men and lawyers. Study 
for 10 days and: if not satisfactory your $6.00 
refunded. Wm. C. Brown Company, Pub- 
lishers, Dubuque, Iowa. 


I.C. PRACTITIONER. The only practical 
authentic I.C. law course available by mail. 
Restricted to Attorneys, Practitioners or 
those qualified to prepare for practice. In- 
cludes Freight Forwarder Act. COLLEGE OF 
ADVANCED TRAFFIC, 404 State-Madison 
Bldg., 22 West Madison St., Chicago 2, Ill. 





age, Princeton, N. J., common carrier 


application. 
12—Trenton, N. J.—U. S. Ct. Rms.— 
Jt. Bd. 67: 
MC-89041, Sub. 5—Fenton P. Larrisey, Ann 
M. Larrisey, Executrix, Bristol, Pa., com- 
mon carrier application. 


July 12—Washington, D. C.—Examiner Ben- 
nett: 
I. & S. M-3752—Candy, Confectionery — 
Hershey, Pa., to Atlanta, Ga. 


July 12— Washington, D. C.— Examiner 
Dahan: 
I. & S. M-3656—Panels, 
Tenn., to Altavista, Va. 
July 13—Birmingham, Ala.—Thomas Jeffer- 
son Hotel—Jt. Bd. 100: . 

MC-97634, Sub. 1—B’Ham-Mobile Express, 
Inc., Birmingham, Ala., common carrier 
application :‘ 

July 13—Cleveland, Ohio—Old P. O. Bldg.— 
Examiner Lawton: 

MC-C-1232 and ist and 2nd Sups.—lIron 
and Steel Stampings, Cleveland to Syra- 
cuse. 

July 13—Cleveland, Ohio—Old P. O. Bldg.— 
Jt. Bd. 27: 

MC-112887—Reigel Supplies, Fairview, Pa., 
common carrier application. 

July 13—Des Moines, Ia.—U. S. Fed. Ct. 
Bldg.—Jt. Bd. 146: 

MC-106053, Sub. 9—Cordle Cartage Co., 
Charles City, Ia., common carrier ap- 
plication. 


Beach 


Cedar-Smyrna, 
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Automatic Wage and Freight Rate Increases 
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ROCEDURES in railroad labor wage cases differ con- 
siderably from those in industry generally. Leaving out 
the lag that is the result of the more ponderously working 
machinery of the railway labor act, however, the results are 
much the same. One doesn’t hear much now about the 
differences in levels between the wages of railroad labor and 
those of “comparable” crafts in industry, simply because, 
under the operations of the railway labor act, rail wages have 
caught up with industrial wages and have, in fact, gone 
beyond them in no few areas. 

Just as the forces of wage equalization between the two 
groups have operated, so too have those governing the so- 
called “benefit” additions to pay rolls. Chairman Morse 
(now Senator Morse of Oregon), chairman of the 1941 
Presidential investigation board, clearly indicated, nearly a 
decade ago, that the rise of the custom of paid vacations 
among laboring groups generally formed a solid argument in 
favor of such benefits for rail workers; and vacation clauses 
have since become “standard” in rail labor contracts. The 
forty-hour week which. according to many as short a time 
as a year or so ago, threatened destruction to the railroads, is 
another example of labor-relations evolutionary changes that, 
through the weight of public opinion, found their way into 
rail labor agreements. 


HE most recent of these changes to be accepted by rail 

management is the “‘escalator’’ clause, which provides 
in effect for ‘automatic’ pay increases as the Labor Depart- 
ment’s living cost index rises. 

The escalator clause appeared first in the labor contract 
entered into several years ago between General Motors and 
the United Automobile Workers. It is interesting to note 
that, under that contract, the hourly wage adjustments tied 
to the cost-of-living index have run up and down as follows: 

January, 1948, increase of 5 cents; September, 1948, up 
to 8 cents; March, 1949, down to 6 cents; June, 1949, down 
to 5 cents; September, 1949, 5 cents (no adjustment re- 
quired); March, 1950, down to 3 cents; September, 1950, 
up to 8 cents; December, 1950, up to 11 cents; March, 
1951, up to 16 cents. 

Escalator clauses first found their way into rail labor 
contracts early this year, in an agreement covering some 
millien non-operating workers, and within the last month, 
in the agreement with the Brotherhood of Railroad Trainmen. 
Both provide for quarterly wage alterations, marching with 
changes in the Labor Department’s cost of living index. 
First action under these clauses came April 24, when the 
wages of non-operating workers were increased six cents an 
hour for the quarter ending June 30. Whether or not a 
further upward adjustment will be made effective July 1 
depends on the cost of living index. 

What these clauses mean in terms of railroad pay rolls 
also remains to be seen; but on the supposition that the 


April 24 adjustment of the non-operating workers will con- 
tinue for a year, an elementary calculation shows that it will 
cost the railroads about $125 million annually. 


Like all other increases in railroad operating expenses, 
this addition to the pay roll will have to be met out of rail 
revenue—by shippers, that is, because it is only out of freight 
income that the railroads can meet those costs. 











S has been the case down the years in wage negotiations, 
the people who pay the bill—the shippers—were not 
consulted in adding this extra item to their costs of doing 
business. The law gives the ultimate payers of the bills no 
voice in rail wage cases. Normally, however, the shipper 
has some protection in the careful way in which railroad 
management builds its opposition to such proposed in- 
creases and the energy with which it presents its side in 
such cases. Management interposed no objection, however, 
against the inclusion‘of the escalator clause in the new 
agreements—clauses which may yet automatically produce 
heavier increases in expenses than have resulted from wage 
increases heretofore strenuously opposed. 

We think we can understand whv railroad management 
“went along’’—even supported the inclusion of the escalator 
clauses. They represented more or less natural changes 
in labor economics against which management was con- 
vinced it was futile for a single industry to struggle. More- 
over, it may have occurred to rail managers that the appear- 
ance of the escalator clause in industrial labor contracts was 
the result of acquiescence, if not active support by industry. 
The fair question may well have arisen in their minds as to 
how industry, represented by its traffic men, could consistent- 
ly oppose freight rate increases necessitated by cost-of-living 
wage increases of railroad wages, when the bosses of those 
traffic men had quietly accepted a similar principle in thei 
own labor set-ups. 

Not that we feel the whole development ought to be 
accepted with equanimity by industrial traffic men. In it is 
some very real economic dynamite. Although the public 
represented by the paying shipper has no legally sanctioned 
voice in railroad wage cases, its position in the escalator 
increases is even more remote, because, despite the part played 
by industrial advisors in the making of the formula fot 
creating the Department of Labor cost of living index, thst 
part is overshadowed by others—notably by organized labor 
itself—and the final decision as to the formula lies with 
the Labor Department. 

It may well be that industry is going to have to accept 
freight rate increases based on cost-of-living rail wage 1” 
creases as one of its own collateral creations. But we hopé 
the time will not come when freight rate increases based of 
such wage increase will become as automatic as the oper 
tions of the escalator clauses themselves. 
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— from your B&O man the whereabouts of your car. 
This is no longer a mystery on the B&O—thanks to 
Automatic Records. Through this special feature of Sen- 
tinel Service, both you and the receiver are notified im- 
mediately of schedule interruptions and reforwardings. 

Supporting siding-to-siding dependability, Auto- 
matic Records help make B&O’s Sentinel Service a real 
boon. Shipping men, both on line and off line, can 


benefit by this modern, highly efficient carload-freight 
Service. Ask our man! 


BALTIMORE & OHIO RAILROAD 


Constantly doing things — better! 





...about choosing a 
“Central Location” for your new plant 


ET THE SWITCH POINTS of your 
L new industrial siding lead into 
New York Central tracks...and you'll 
be sure of a “Central Location” in the 
fullest sense. 


YOUR NEW PLANT may lie miles out- 
side of any congested, metropolitan 
area. Yet you'll be on the main line for 
supplies. The main line to seven of 
America’s ten top markets. The main 


line to the six great, modern ports that 
handle 85% of U. S. Atlantic trade. 


YOU'LL BE SERVED by a railroad that, 
since 1945, has invested $273,200,000 
in 58,000 new freight cars . . . plus 
more than $200,000,000 more to in- 


crease its all-weather, Diesel-electric 
locomotive fleet by over 500%! 


WRITE YOUR OWN TICKET on other 
advantages. Skilled labor. Low-cost 
electric power. Pure and plentiful in- 
dustrial water. New York Central’s 
industrial experts will help you find a 
site with the things you need. Contact 
the representatives listed below for 
FACTS ON AVAILABLE PLANT SITES. 


BOSTON ...... South Station ......A. E. CROCKER 
CHICAGO. ... LaSalle St. Station ...H. W. COFFMAN 
CINCINNATI... 230 E. Ninth St........ H. F. MEYER 
CLEVELAND... Union Terminal. ...... E. M. JOHNS 
DETROIT ..... Central Terminal. ... G. R. PETERSON 


PITTSBURGH. P. & L.E. Terminal. . P. J. SCHWEIBINZ 
NEW YORK .. 466 Lexington Ave... W. J. MARSHALL 


New York Central 


The Strategic Water Level Route 


NEW YORK 
CENTRAL J 
SYSTEM 
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